





















































































































































track-tratlers Shuttle Shells 


For Shickelgruber 


The Nazis and Japs didn’t order 
what the Hunter Manufacturing 
Corporation is producing, but 
they’re taking delivery every day. 
For the Hunter plant is turning out 
shells for our armed forces. 

Naturally, production is under 
pressure. There’s a lot of material 
to move . projectile and fuse 
parts and finished shells . . . and 
it must move quickly and safely. 

Fruehauf Trailers took over the 
job a year or more ago because 
they could carry up to three times 
as big loads as could the trucks pre- 
viously used . . . and also because 
they could be “shuttled”, multiply- 
ing their efficiency still further. 


Truck and Driver Never Idle 

“Shuttling” means that one truck 
handles two or more Trailers. While 
one Trailer is being loaded at a 
powder magazine and a second is 
being unloaded at the shell plant, 
the truck and driver are en route 
with the third Trailer. Truck and 
driver are always busy . . . there’s no 
waste of manpower or equipment. 


Trailer loads range up to 20 tons, 
yet they’re pulled by 3-ton trucks. 
This fact, plus the “shuttling”, en- 
ables the five Fruehauf Trailers and 
two trucks in the Hunter fleet to 
do the work which, company offi- 
cials estimate, would otherwise re- 
quire ten trucks. 


Over-the-Road ‘‘Conveyor” 


Trailer advantages don’t stop 
there, though. Since the Trailers 
are loaded direct from the shell 
assembly line, they save factory 
storage space and one extra han- 
dling. They do many emergency 
jobs, too. For instance, there was the 
quick trip to Detroit for a dras- 
tically needed 15-ton machine tool, 


FRUEHAUF TRAILER COMPANY -« 


World’s Largest Builders of Truck-Trailers 
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The Hunter Manufac- 
turing Corporation was 
among the first Ameri- 
can companies to get 
into production of heavy 
artillery shells. The 
illustration shows the 
™ filling of TNT shells. 


which saved at least a precious week. 

The Hunter experiences are typi- 
cal of thousands of others in more 
than one hundred different lines of 
business . . . where Truck-Trailers 
are doing work that couldn’t be 
done as well, if at all, by any other 
method. America could not get 
along without them. 





Motor Transport Will Get Your Job Done 


If you aren't using truck transportation, have 
you ever challenged your shipping costs and 
over-all efficiency with the job that professional 
haulers can do for you? The fact that the for- 
hire motor transport industry has grown so 
rapidly is indicative of what others think of its 
services. Why not at least get the facts and 
stack them up against your own records? 


DETROIT, MICH. 


Service in All Principal Cities 


FRUEHAUF 7@4ERS 


“ENGINEERED TRANSPORTATION” 


REG. U. S. PAT. OFF. 
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Ws DAYS are busy days for “North Western” agents. J. T. Lane 
at Centerville, South Dakota, is an example. When this 31-year 
service man isn’t selling tickets, or arranging for the shipment of 


wa grain or live stock, he’s doing any one of a dozen other jobs. 
Agent Lane’s thoughts, when not on his work, are occupied with 
something even closer to his heart—his four boys wearing the fight- 
ing uniforms of Uncle Sam. Alan, now in Sicily, went through the 
North African campaign. Claire’s in the Air Corps and at present 
; ¢ 


is an instructor at Chanute Field. Leo, who for three years 


was a “North Western” telegraph operator, is in the Naval Air 
Force somewhere in the Pacific. Maurice is in training at Camp 


= ot A | L - 0 A 0 E * Kohler, California. 


Lane’s working philosophy is a wholesome one. Realizing he is an 
W | TH A W | LL TO essential unit in America’s rail transportation, he’s determined to 


make every working moment count in the Fight for Freedom. Even 

— A rm A y 0 % - though miles from the fighting front, he realizes his efforts, plus 
those of every other railroad worker, count tremendously in the 
part transportation is playing in winning the war. 


So to members of “‘North Western’s” family and to all other patriotic 
railroaders we say—you're doing a great job— CARRY ON! 


CHICAGO and 


SERVING AMERICA I1N WAR AND PEACE WESTERN 


FOR ALMOST A CENTURY 
LINE 
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ON BATTLE FRONTS... 


More than 300,000 Dodge-built 
Army vehicles have been built. 
Thousands are on battle fronts all 
over the world. These dependable 
“battle wagons” transport tremen- 
dous quantities of troops, guns, 
ammunition, and war supplies. 
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IT'S A LONG WAY...TO THE LAST Mite 
OF A DEPENDABLE 


) BUY WAR 


ON THE HOME FRONT... 


Thousands of DODGE DEALERS all 
over America are ready, willing 
and equipped to see that YOU get 
the last usable mile of essential 
transportation from your depend- 
able Dodge car, your Plymouth 
car, or Dodge Job-Rated truck. 


TUNE IN MAJOR BOWES, CBS, 
THURSDAY, 9 P.M., E.W.T. 
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mud-spattered windshield. In the glare 
of oncoming headlights, the driver missed his turn — 
and an irreplaceable truck is lost to the war effort. 

The importance of frequent safety check-up at 
major points need not be stressed to fleet operators. 
Here are some other less obvious safety points, often 
overlooked .... 

Be sure fire extinguishers are in good working 
order and properly located for instant use. Replace 
cracked or discolored windows and windshields. Be 
sure directional signals are working properly. Don’t 
set up schedules which call for excessive speeds. 
Impress on operators the danger of high speeds under 
today’s conditions. If necessary, install governors 
(available on proper priorities). Don’t neglect faulty 
windshield wipers. Above all, enlist the cooperation 
of drivers. If they understand the extra wartime 
importance of observing safety rules, they will be 
more careful in observing them. 
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LLESINESS 


@ Our war job is to turn out heavy 
wreckers and military fire equipment. 
This assignment requires our all-out 
effort from a production standpoint. 
However, our engineers will be glad 
to work with you now in the develop- 
ment of fire equipment or commercial 
trucks engineered to your postwar 
needs. 


WARD LaFRANCE 
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SAVE THE IE CARCASS: 


REG. U. S. PAT. OFF. 


Go to Truck Tire Headquarters for 
REPAIRING - RECAPPING 


@ Today—the most valuable things you own 
are the carcasses of those natural rubber tires 
on your trucks. To save your business you must 


save those carcasses—because, if you don’t, you 
may not roll, 


For expert help, the best man to see is your local 
General Tire dealer. He is a truck-tire specialist 


He has the long experience; complete, modern 
equipment; 


trained personnel; and over-all 
“know-how” 


required today to get every last 
mile from your carcasses. 


His knowledge of how to protect tires through 
proper inflation, loading, matching—his ability, 
by regular inspection, to discover trouble before 
it becomes serious—his exclusive General Tire- 
Kraft System balanced recapping—are at work 
right now to keep many leading operators rolling 


Put your tire problems in the hands of your 
General Tire dealer and you kvow that you are 
going all the way to make your carcasses last 


THE GENEPAL TIRE & RUBBER CO., AKRON, O 
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@ America is destined to become the arsenal of 
peace, too. When war-torn nations begin to re- 
build, America’s reconverted industries will help 
in a big way. ROCK ISLAND is ready for that day. 


Its Program of Planned Progress has made it 
ready. Enriched with experience gained under 
the pressure of war, Rock Island’s Foreign Freight 
Department has the ‘know-how” needed in the 
handling of foreign commerce. 


ROCK 


Island 


AMERICA’S 





TRAFFIC WORLD 


OWS 


EXPORT 
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ROCK ISLAND LINES offers service to Houston and 
Galveston, as well as service through its connec- 
tions to other important ports on the Gulf, the 
Atlantic and Pacific. 


ROCK ISLAND'S foreign trade experts can help 
you today. They are conversant with Government 
export-import regulations and other water-borne 
traffic details, and you will find their informa- 
tion accurate and helpful. 


* LET’S ALL BACK THE ATTACK e BUY WAR BONDS 


ROCK ISLAND LINES 


RAILROADS — ALL 


UNITED FOR 
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HE DRIVES 


ERE’S A FIGHTER . .. the man in the 
cab of the truck. A fighter. On 
wheels. Through dismal days and storm- 
tossed nights he keeps his cargo rolling, 
whether it’s two tons or twenty. 


He’s at it from dawn to dark and back 
again. More miles. More hours. More 
tonnage. More work than ever before. 
Proving, day after day on the highway, 
that a truck line is the shortest distance 
between two points! 


He speeds food to market... he rushes 
vital war material from mine to mill, 
from sub-contractor to assembler, from 
factory to ordnance depot. 


More than fifty thousand American 
communities would be stranded with- 
out the man in the 
cab of the truck. They 
would have no other 
way to get their goods 
out...no way to get 
goods in. 
















INTERNATIONAL 


A WEAPON 


The truck he drives is two years old, 
at least. More likely it’s six. But he car- 
ries on, in spite of shortages—of trucks, 
of repair parts, of gasoline, of tires, of 


manpower—shortages of nearly every- , 


thing he needs in his business except the 
will to win. He drives a weapon. For his 
business is the same as the business of 
the man in uniform ... it is the business 
of Victory. 

A good share of the trucks which keep 
America’s highways alive with the essen- 
tial traffic of war are Internationals. Per- 
formance made them the Jargest-selling 
heavy-duty trucks on the market. And the 
same toughness, the same dependability, 
the same economy of operation that put 
them in the lead in the days of peace 
keeps them there in 
these days of war. 


INTERNATIONAL 
HARVESTER COMPANY 


180 North Michigan Avenue 
Chicago 1, Illinois 





Tauck. 


KEEP YOUR OLD TRUCKS 
ROLLING 


It’s a big job trucks are doing—a job 
they must keep on doing. That means 
your trucks must be maintained, must 
be kept in tip-top shape. International 
civilian truck service —the nation’s Jarg- 
est company-owned truck service organi- 
zation—is now a wartime service, more 
alert than ever. No matter what your 
make or model of truck, let Interna- 
tional Dealers and Branches keep your 
trucks rolling on the warpath to Victory. 

And boost highway maintenance in 
your community! 


* 





wy 
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GM&O Serwice Kibbona. 


G. M. & O. has served its country 
through every national emergency since 
1884. 

Today over 600 of its employes are ac- 
tively fighting the war on all fronts. And 
back home on the Railroad, relatives and 
friends — in all departments — are fill- 
ing in the gap with longer hours and extra 


"AND Ouio RAILROAD 


G. M. & O. Traffic men located in all 
parts of the United States are also doing 
their bit—keeping businessmen posted on 
the latest ODT orders; furnishing service 
routes and seeing that cars are loaded and 
unloaded promptly. 

Yes, Gulf, Mobile & Ohio is a seasoned 
campaigner—a SERVICE VETERAN 
of 96 years’ experience. 
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America First ! 


In the days before we got into the war, when our 

government was doing everything it could “short 
of war’ to aid the allies against the Axis, there arose 
in this country a group of citizens who chose as their 
slogan, “America First.” Their view was that we should, 
if possible, stay out of the European war and that the 
course the government was then pursuing, in spite of 
the Roosevelt promise, repeated “again and again,” 
that “your boys will not be sent to fight on foreign 
shores,” would inevitably take us into that conflict, if 
only to protect ourselves from the attack we were 
inviting. 

But the White House smear was spread heavily 
on these people. They were called “‘isolationists,” with 
all the contempt that could be connoted with the word, 
and even “copperheads” and “traitors.” Most of them 
did not have the courage of their convictions and they 
trimmed and temporized and finally disappeared from 
the picture. Some of them, like Colonel Lindbergh, 
were consigned to the dog house from which they have 
never emerged. Others feared a like fate. ‘America 
First,” principally because those who proclaimed it 
lacked courage and persistence, fell by the wayside. We 
continued on our course of helping the allies and hoping 


and promising that this help would not take us into 
actual war. 

Then came the dastardly attack by the Japs at 
Pearl Harbor. Whether we liked it or not, whether or 
not we approved the courses that had invited such an 
attack, whether or not we believed that other policies 
would have kept us out of the war, we were in it and 
had to fight it. There remained, of course, no possible 
reason for an ‘America First” slogan or party. Even 
those few who had stood out until the last necessarily 
forsook their former attitude and joined in the all-out 
effort to win the war. There was no other course, either 
practically or patriotically. We were attacked by a 
powerful foe, we were in the war, and we must win it. 
“Win the War” became the slogan for everybody, 
America Firsters as well as those who had heaped con- 
tempt on them. 


But now we approach another development. No 
one, of course, knows when the war will end but there 
is no doubt as to who the victor will be. The end is at 
least in sight. So, though there should be no slowing 
up of the war effort until that end is actually reached, 
thoughts naturally and properly turn to the kind of 
world we shall have when peace comes, what America’s 


OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 


A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 
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Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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part in that world shall be—in other words, for what 
are we fighting other than for self-protection? 


We find on every hand, in newspaper editorials, 
talks by radio commentators, addresses by public men, 
from every source but the New Deal and those who 
have fallen for its ‘“globaloney” ideas, a definite trend 
toward some kind of American independence and an 
American attitude in the postwar settlements. For 
instance, we recently listened to an address by a well 
known lecturer on postwar international relations in 
which he said, in closing: 


A century and a half ago, clashing imperial designs threat- 
ened us on all sides. But, despite it all, we maintained our 
independence. We fought for our security. We knew then, and 
we should know now, that a nation cannot buy security in this 
world. Our future depends upon ourselves. No one can or will 
guarantee that. Our diplomacy must have a clear head and 
open eyes. We must say what we mean and mean what we say. 
We must avoid government by trickery and pretense. We must 
build on realities. 


Enlightened by freedom at home, backed by our incom- 
parable basis of independence, let us face the critical years 
ahead. Failure in war or in peace is not an American tradition. 
At home and beyond the seas, “let us raise a standard to which 
the wise and honest can repair: the rest is in the hand of God.” 


A man who sat next to us, whom we recognized 
as having been one of those who were violently opposed 
to America First, applauded vigorously and said: 
“Wasn’t that a magnificent address?” 


“Yes,” we said, “it was. But it is surprising to hear 
you say so. You have always sneered at America First, 
but you have just listened to one of the best America 
First speeches ever made and you don’t even know it. 
You approve it because it is sound and you have for- 
gotten your prejudice.” To be sure, times have changed. 


Surely, we know that Joseph Stalin is thinking of 
and acting for Russia first. We are in small doubt that 
Mr. Churchill is actuated by much the same motives 
with respect to Britain. He did not, he has said, be- 
come the King’s first minister in order to preside at the 
dissolution of the empire. What is our attitude to be? 
We have none now except that the New Deal presents 
a hazy idea of a beautiful world full of freedom from 
everything for everybody. To what extent are we to 
be world citizens and to what extent Americans? 

We have an idea that, before long, as the war 
draws to a close and the soldiers and their friends ask 
questions as to what they have been fighting for and 
how much longer they are to be kept in service, the 
great bulk of public opinion will be for America First. 
It is likely that the Republicans, at their national con- 
vention next June will put something of the kind in 
their platform, not necessarily because it will be sound 
but because it will be popular and will give them an 
issue. It would not surprise us, either, if the Democrats, 
at their national convention in July, would follow suit 
to some extent, under enough camouflage to save the 
face of the New Deal administration. There will be 
nothing so unpopular as the well-named “globaloney” 
and nothing so popular as America First, though many 
of those who will then shout the slogan (though it may 
be camouflaged) may not realize their inconsistency. 
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Transport Statistics Comment 


Included in the increased operating expenses of Class I 
railroads, 1943 over 1942, said the Commission’s Bureau of 
Transport Economics and Statistics in its monthly comment on 
transportation statistics, were increases in wage payments or 
wage accruals of $214,785,000 in accordance with wage awards 
to operating and non-operating employes. Had the higher wage 
level been in effect for the entire year 1943, the bureau said, 
the year’s payroll would have been about $370,000,000 greater 
and that the part of this chargeable to operating expenses 
would have been about $348,000,000. Total operating expenses 
would consequently have been higher than reported by $133,- 
215,000, it said, but that, after taking higher social security 
taxes and lower income taxes into consideration, the reduction 
in net railway operating income would have been about $57,- 
269,000 below the actual amounts reported. It continued: 


This computation involves the assumption that federal income 
taxes are 59.84 per cent of the net income before the deduction of such 
income tax. However, an attempt to adjust the actual net earnings of 
1943 to reflect the present or prospective conditions would require con- 
sideration of other matters also, such as the volume of traffic, the 
extent to which maintenance charges are abnormal, the fact that the 
freight rate level was higher from January 1 to May 15, 1943, than 
at present, and the rise in the cost of materials. It may be noted also 
that the wartime operation of 1943 was more expensive compared with 
operation in a year of peace because of the large amount of work 
that was done at overtime rates which are higher than straight time 
rates. Where time and a half is paid for overtime, the penalty is one- 
third of the overtime payment. This penalty was equivalent to 4.5 
per cent of total compensation of hourly workers in October, 1943, 
2.9 per cent in October, 1942, 1.8 per cent in October, 1941, and 1.3 
per cent in October, 1940. The rise in this percentage from 1.3 to 4.5 
means an increase in operating expenses of about $100,000,000 a year 
with present employment. 


The bureau said that the amount of Federal income taxes 
accrued for the calendar year 1943 was $1,337,496,802, which, 
added to payroll taxes of $211,303,257 and other taxes of $302,- 
435,189, gave total taxes of $1,851,235,248, an increase of 54.4 
per cent over the 1942 taxes. The increase in the Federal in- 
come tax alone was 77.1 per cent, it said. 


In discussing the percentage distribution of tons originated 
in the geographical areas, for the second quarters of 1940 and 
1943, the bureau said that, notwithstanding the transition from 
a peace to a war economy, the percentages showed small 
changes from 1940 to 1943 in most of the comparisons. As to 
tons terminated, it said, all groups of products except agricul- 
ture had increased in relative importance in the Pacific states. 
The tables of tons of freight originated and terminated in the 
second quarters of 1940 and 1943, said the bureau, indicated 
that a return to peace would not on the whole cause a marked 
change in the geographical distribution of economic activity. 

The average cost of coal purchased at the mine by rail- 
roads in November, 19438, was $2.45 a net ton, an increase of 
55 cents, or 28.9 per cent, over the cost in November, 1940, the 
bureau said, adding that this increase had occurred before 
April, 1943. The total cost of fuel and power purchased or 
produced in November, 1943, had been $39,072,800, of which 
63.66 per cent was for coal and 27.05 per cent for fuel oil, it 
said, with the expenditure for electricity, diesel oil, and gaso- 
line aggregating 9.29 per cent. However, it pointed out, from 
November, 1940, to November, 1943, the percentage of fuel 
cost assigned to diesel fuel had risen from 1.31 to 2.74 per cent. 
It said that there was some increase in the amount of fuel 
needed to produce 1,000 gross ton-miles in road freight service 
in November, 1943, compared with November, 1940. 

Since 1940, the bureau said, there had been a marked in- 
crease in the proportion of freight yard switching performed 
by diesel locomotives, yard locomotive-hours for such equip- 
ment having increased from 9.82 to 17.65 between November, 
1940, and November, 1943. 


WEBB HEADS TRANSPORT BOARD 


President Roosevelt has appointed Robert E. Webb, of Ken- 
tucky, as chairman of the Board of Investigation and Research 
—tTransportation, to succeed Nelson Lee Smith, who resigned 
from membership of that board to become a member of the 
Federal Power Commission. Mr. Webb has been vice-chairman 
of the board. C. E. Childe is the other board member. The 
vacancy created by Mr. Smith’s resignation has not been filled. 
In designating a new chairman of the board, President Roose- 
velt acted under authority granted him in the transportation 
act of 1940. 


The offices of the Board of Investigation and Research will 


be moved from the Dupont Circle building to 462 Indiana Ave- 
nue, Washington, D. C., about March 1. 
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Roek Island Motor Purchases 


In a decision involving three applications of the Rock 
Island for authority to purchase motor operating rights in 
Arkansas, Oklahoma, Tennessee, and Kansas, the Commission, 
division 4, has approved two of the applications and denied the 
third. The decision was made in MC F-1932, Chicago, Rock 
Island & Pacific Railway Co. (Joseph B. Fleming and Aaron 
Colnon, Trustees)—Control; Rock Island Motor Transit Co.— 
Purchase—A. B. Corpier and Boyd Amos Corpier, embracing 
MC F-2069, Same—Control; Same—Purchase—Hearn & Lucke, 
and MC F-2086, Same — Control; Same — Purchase — L. L. 
Rhoades. : 

Commenting on its denial of the proposed purchase in 
MC F-2086, involving common carrier authority as to general 
commodities (except explosives) over a regular route between 
Fort Smith and McAlester, Okla., and certain equipment, the 
report said the transaction would not be to the public advan- 
tage, although it would undoubtedly serve the convenience of 
the railroad, and that it would unduly restrain competition 
between Wister and McAlester, Okla. It said that L. L. 
Rhoades was the only motor carrier operating over the entire 
route from Fort Smith to McAlester, and that, between Wister 
and McAlester, he was the only carrier providing service by 
motor vehicle to the public, particularly between those points 
and Fort Smith. 

In MC F-1932 and MC F-2069, the Commission authorized 
purchase by Rock Island Motor Transit Co., and control of 
the rights purchased by the Rock Island, of the Corpier rights 
between Little Rock, Ark., and Memphis, Tenn., over U. S. 
highway 70, serving all intermediate points and the off-route 
point of Widener, Ark., and serving Camp Robinson, Ark.; and 
general commodity authority, wholly within Arkansas, be- 
tween Fort Smith and Little Rock, via Greenwood, Bonneville, 
and Ola, between Ola and Perryville, via Plainview, and be- 
tween Ola and the junction of Arkansas highways 7 and 60, 
serving all intermediate points. The authority excluded the 
right to serve intermediate points between Salina and Belle- 
ville, via Concordia, and between Concordia and Mankato, via 
Jewell, and the right to operate between the junction of U. S. 
highways 36 and 383 west of Horton and St. Francis, between 
Wheeler and Goodland over Kansas highway 27 (involved in 
MC F-2069), and between Bonneville and Fort Smith (involved 
in MC F-1932). In MC F-2069, the decision provided that the 
unified operation rights, with duplications eliminated, should 
be modified by excluding therefrom the right to transport 
shipments between any of the following points, or through, 
or to or from, more than one of said points: Salina, Phillips- 
burg, and Goodland, Kan., except that such restriction should 
not apply to the transportation of fresh meats and packing- 
house products between Smith Center and Goodland, serving 
authorized points. The rights in MC F-1932 were modified to 
exclude the right to transport shipments between any of the 
following points, or through, or to or from, more than one of 
said points: Memphis, Tenn., and Little Rock, Ark. 

The report said the proposed purchases were part of a 
general plan of the railroad to parallel its rails with motor- 
vehicle service of Rock Island Transit, both auxiliary to and 
in substitution for rail service over short and long hauls, and 
In addition, through Rock Island Transit, to render an all- 
truck service in addition to the rail service throughout the 
railroad’s territory. In connection with the proposed purchase 
from L. L. Rhoades, it said that to permit Rock Island Transit 
to serve points on his route, particularly Fort Smith, would 
lamount to authorizing extension of the line of the railroad 
into territory served by other carriers. 
























































ARROW TUG RIGHTS 


By a report, amended certificate, and order, on further 
consideration, the Commission, division 4, has modified its prior 
report of June 26, 1942, not prinetd, in W-393, Arrow Tug & 
Barge Co. Contract Carrier Application, to permit Arrow to 
Continue operation as a common carrier by non-self-propelled 
vessels with the use of separate towing vessels, in addition to 
the general towage authority granted in the prior report. 

__ Arrow’s complete rights under the amended order and cer- 
tificate cover continuance in operation as a common carrier by 
towing vessels in the performance of general towage, and by 
non-self-propelled vessels with the use of separate towing ves- 
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sels in the transportation of commodities generally between 
points in Oregon and Washington on the Columbia River and 
its tributaries in the area extending from Vancouver and Port- 
land, inclusive, to the Pacific Ocean. 

The report said that, since issuance of the prior report, the 
Commission had had frequent occasion to consider such opera- 
tions and had consistently classified them as being by towing 
vessels in the performance of general towage, and by non-self- 
propelled vessels with the use of separate towing vessels in the 
transportation of commodities generally. 

The Commission said that since the applicant’s vessels of 
not more than 100 indicated horsepower and not more than 100 
tons carrying capacity were used in the same transportation 
between the same points as its other vessels, operation by such 
vessels should be subjected to the application of the provisions 
of part III of the interstate commerce act. 


New Haven Reorganization 


At the suggestion of the federal court for the district of 
Connecticut, the Commission has issued a fifth supplemental 
report and order in Finance No. 10992, New York, New Haven 
& Hartford Railroad Co. Reorganization, embodying corrections 
in the plan of reorganization suggested by the court, except in 
the matter of the price fixed by the Commission for the prop- 
erties of the Boston & Providence, and the use of the effective 
date of the plan for computing claims. The Commission en- 
tered its supplemental report and order in spite of contentions 
by the Pennsylvania Railroad and others that it could not do 
so unless the court referred the plan back to the Commission 
(see Traffic World, Jan. 29, p. 270, and Feb. 5, p. 332). 

The Commission said the plan approved by it expressly 
provided that its construction by the court should be final and 
conclusive and that the court should have the power to correct 
it. It said the filing of the supplemental report and order, with- 
out further hearing, did not impair the rights of any parties 
to the proceeding, and carried out the admonition of the United 
States Supreme Court that these proceedings be carried for- 
ward as expeditiously as possible. It was the kind of coopera- 
tion between the court and the Commission contemplated by 
section 77 of the bankruptcy act, it said. 

The Commission said that the court’s construction of the 
effective date of the reorganization, July 1, 1943, to be con- 
sidered merely as a computation date to determine the extent 
to which creditors’ claims should be capitalized in new securi- 
ties, among other things, had given effect to the Commission’s 
expression of views in Chicago, R. I. & P. Ry. Co. Reorganiza- 
tion, 247 I. C. C. 533, 572, but had overlooked the limitations 
imposed by the Commission in that case. In effect, it said, 
under the approved plan the reorganization committee might, 
subject to the approval of the court, compute the claims of the 
creditors to any other date than July 1, 1943, provided that 
the total of the claims as computed to the new date did not 
differ substantially from the total of the claims as computed 
in the report to July 1, 1943, and that the creditors should re- 
ceive the same amounts in cash and the same rights in respect 
of accruals and accumulations of interest or dividends as if 
such issue of new securities had been dated as of the effective 
date, that term to be used if the reorganization committee used 
its power to compute the claims to a date other than July 1, 
1943. 

The Commission, in accordance with the court’s interpre- 
tation, said the plan should also be corrected as to redistribu- 
tion of securities in the event of any future payment of de- 
faulted interest or principal that would reduce or eliminate the 
claim of a secured creditor or class of secured creditors, with 
a consistent adjustment in the number of shares of preferred 
and common stock. ; 

It agreed with the court’s suggestion as to the treatment 
of holders of 6 per cent gold bonds, due April 1, 1940, called 
“secured sixes,” and collateral notes held by certain banks. As 
to the bonds, it added provision for a postponement of one 
year in maturity date and for reservation of common stock for 
the settlement of any deficiency claim of. these creditors, and 
for the sale of any excess reserved. 

The Commission also concurred in the court’s view that 
the distribution of reorganization securities, available by rea- 
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son of reductions of secured claims was erroneous, and revised 
its distribution. 

Also in accordance with the court’s view, the Commission 
corrected the plan to adjust the reorganization securities to be 
issued to the Old Colony Railroad Co., to reflect the increased 
earnings, and set January 1, 1946, as the date when measuring 
passenger losses on the road should begin. It did not concur 
with the court’s views concerning the price fixed for the prop- 
erties of the Boston & Providence and said it did not believe 
any correction necessary in this respect. 

The Commission left to the court’s discretion the question 
whether the reorganizations of the Old Colony and the Boston 
& Providence should be carried out along with that of the 
principal debtor, or should be separated and the plan relating 
to the New Haven, the Hartford & Connecticut Western, and 
the Providence, Warren & Bristol recognized and consummated 
as a separate plan. 


Harry Jaffa Purchase 


By a report and order in MC F-2238, H. H. Holdcroft, et 
al.—Control; Holdcroft Transportation Co.—Purchase—Harry 
Jaffa, the Commission, division 4, has approved and authorized, 
subject to condition, purchase by Holdcroft Transportation Co. 
(Illinois), of Sioux City, Ia., of operating rights of Harry Jaffa, 
doing business as Jaffa Transportation and Jaffa Transit, of 
Minneapolis, Minn., and acquisition of control by H. H. Hold- 
croft and certain other individuals of said operating rights 
through the proposed purchase. 

The Commission further found that, if the transaction 
authorized was consummated, Holdcroft Transportation Co. 
(Illinois) would be entitled to a certificate covering the Jaffa 
rights set forth in an appendix to the report, to be unified with 
its own rights with duplications eliminated. It found that public 
convenience and necessity required modification of the operat- 
ing authority unified so as to permit service by Holdcroft (Illi- 
nois) at Carroll and Denison, Ia., on traffic moving to and 
from all authorized points on the routes involved. The Jaffa 
rights involved general commodity authority between Minne- 
sota points; between Minnesota and Iowa points; between Iowa 
points; between Kansas points; between Kansas and Missouri 
points; and between Nebraska and Missouri points. 

In granting the purchase authority, the report said the 
restriction asked by Illinois-Minnesota Motor Carriers Confer- 
ence, Inc., protestant, that service be prohibited between Chi- 
cago and the Twin Cities via Denison and Carroll, Ia., was 
unnecessary. It pointed out that service between Chicago and 
the Twin Cities under the unified rights through Sioux City as 
a gateway would be authorized, but said that such route was 
so circuitous, as compared with direct routes via Oshkosh and 
La Crosse, Wis.,-that it was unlikely any such traffic would be 
obtained or be economically practicable. With the rights modi- 
fied to permit movement via Carroll, the distance would be 
approximately 700 miles compared with 435 miles via the Wis- 
consin points, it said, and that normal economic and competi- 
tive. influences would prevent Holdcroft (Illinois) from obtain- 
ing any appreciable amount of traffic via either Sioux City or 
Carroll. 

Embraced in the proceeding was MC F-2271, Holdcroft 
Transportation Co.—lInvestigation of Control—Harry Jaffa, a 
complaint of Watson Brothers, of Omaha, Neb., alleging 
that control and management of the operations of Harry Jaffa 
in common interest with those of Holdcroft Transportation Co. 
(Iowa) had been effectuated in violation of section 5(4). The 
report said the evidence did not warrant a finding that the 
section had been violated,.and that the complaint would be 
dismissed. 

The report also took note of the suit filed by Watson 
Brothers in the federal court for the Nebraska district seeking 
to prevent the Commission from proceeding further in MC 
F-2238, and to set aside the condition imposed by the Con{mis- 
sion’s report and order in MC F-1962, Watson Bros. Transpor- 
tation Co., Inc.—Lease—Harry Jaffa (see Traffic World, Jan. 
8, p. 74). In that suit, Watson Brothers alleged that Harry 
Jaffa had refused to comply with the condition prescribed by 
the Commission, and had then entered into the agreement with 
Holdcroft Transportation Co. involved in MC F-2238. The 
Commission said it was apparent that Harry Jaffa would per- 
sist in his refusal to comply with the condition specified in 
the report in the Jaffa-Watson proceeding. It added that the 
federal court had issued no injunction and that the authority 
granted in the instant report was permissive and in no way 
affected or determined the respective rights of Watson Broth- 
ers, Holdcroft, or Jaffa. 

It said further that operations over the routes involved in 
the proceeding, carried on by Holdcroft until January 30, under 
temporary authority, were necessary in the public interest and 
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should be continued. Holdcroft (Illinois) was in the best posi- 
tion to resume the operations promptly and could be author- 
ized to do so as a purchaser from Harry Jaffa under the sale 
contract in the instant proceeding, submitted for approval. 


POOLING OF REFRIGERATION EARNINGS 

By a report and order in-No. 29008, Pooling of Refrigera- 
tion Earnings, the Commission, division 3, has granted authority 
to all the carriers, together with their subsidiary lines, that are 
proprietors of the Fruit Growers Express Co., except the Louis- 
ville & Nashville and its subsidiaries, to enter into an arrange- 
ment for the distribution among themselves of the net gain or 
loss resulting from the furnishing of certain protective service. 
The Commission found that the proposed arrangement would 
be in the interest of better service to the public and would not 
unduly restrain competition, and made its order effective Janu- 
ary 1, 1942. 

The report said that the Louisville & Nashville, while not 
joining in the petition, had offered no opposition. 

It said the intent of the petitioners’ proposal was to appor- 
tion the revenue accruing to them for furnishing ice and super- 
vision and for repair of bunkers and bodies of cars in connec- 
tion with interline traffic initially placed under section 2 re- 
frigeration service on their lines, in a manner that would equit- 
ably distribute an anticipated deficiency in the charges for 
those services. 


McALLISTER LIGHTERAGE RIGHTS 

On reconsideration in W-81, McAllister Lighterage Line, 
Inc. Contract Carrier Application, embracing W-217, McAllister 
Brothers, Inc. Contract Carrier Application, the Commission, 
division 4, by a report and order, has affirmed the findings in 
the prior report, 250 I. C. C. 803, not printed, that applicants 
were not in bona fide operation on January 1, 1940, and since, 
as carriers subject to part III of the interstate commerce act. 
The Commission further found that McAllister Lighterage had 
failed to establish that public convenience and necessity re- 
quired operation by it on the Atlantic, coastal and inland water- 
ways. The Commission’s order of July 28, 1942, denying the 
application in W-81 and dismissing the application W-217, was 
made effective May 3 by the instant order. 

The report said the evidence established the fact that the 
applicant, for a period of over 10 years, had performed only an 
inconsequential amount of transportation of a kind now sub- 
ject to the act, and that it was not holding itself out at the 
present time to perform such transportation. Furthermore, it 
said, applicant had considerable facilities available at the pres- 
ent time, the use of which it had voluntarily confined to exempt 
transportation within the limits of New York harbor. 

As to testimony concerning possible use of applicant’s 
equipment for the movement of commodities between points in 
Maine and all Atlantic and Gulf points, the report said that no 
definite offer of any part of this traffic had been made to the 
applicant and that it had no available equipment for use out- 
side of New York harbor at present. What the situation would 
be when conditions became normal was speculative, it added. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Feathers 


No. 28981, Buchman Manufacturing Co., Inc. vs. Chicago, 
Burlington & Quincy Railroad Co. et al. Dismissed. By the 
Commission, Commissioner Johnson. Rates on shipments of 
duck, chicken, and turkey feathers, eight carloads, in the period 
December 23, 1941, to January 3, 1942, from points in Illinois, 
Iowa, and Missouri, to Carnegie, Pa., not shown to have been 
unreasonable. The report said the Commission had postponed 
the effective date of the order, prescribing rates claimed by 
the complainant, until January 4, 1942, and that a finding that 
rates would be for the future unjust and unreasonable did not 
become binding until ordered into effect. It said that compli- 
ance with the Commission’s order on January 4, 1942, nega- 
tived any assumption that the establishment of the prescribed 
bases of rates had been delayed for an unreasonable period, 
as alleged by the complainant 


Wood Pulp 


No. 28987, Kieckhefer Container .Co. vs. Atlantic Coast 
Line Railroad Co. et al. By the Commission, Commissioner 
Miller. Reparation awarded Rate on 49 carload shipments 
of wood pulp from Plymouth, N. C., to Fish House, N. J. 
made in October and November, 1937, found unreasonable. The 
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report said the rate assailed was the eight-class rate, 30 per 
cent of the corresponding first-class rate of $1.10. The rate 
sought of 22 cents was 20 per cent of first class, it said, and that 
in October and November, 1937, the rates on wood pulp, in 
carloads, from Canton, N. C. to 79 destinations in eastern 
trunk-line territory had averaged 19.9 per cent of the con- 
temporaneous first-class rates. It also pointed out that, in Wood 
Pulp from Plymouth, N. C., 225 I. C. C. 465, decided Decem- 
ber 16, 1937, division 2 had granted Atlantic Coast Line, 
Norfolk Southern, and the Pennsylvania relief from the long- 
and-short-haul provision of section 4 of the act authorizing 
them to establish and maintain on wood pulp, in carloads, over 
their routes from Plymouth to Fish House, a rate not lower 
than $2.50 a net ton. The ground for this relief, it said, was 
water competition, and that on January 17, 1938, defendants 
had established a rate of $2.50 a net ton. That rate, it said, 
was only 11.36 per cent of the first-class rate of $1.10 a 100 
pounds from and to the same points. It said the evidence was 
convincing that the rate assailed was unreasonable to the 
extent that it exceeded 20 per cent of the first-class rate con- 
temporaneously maintained from Plymouth to Fish House, and 
that complainant was entitled to reparation in the aggregate 
amount of $4,722.26, without interest. 


Leather 


I. and S. M-2203, Leather—Sault Ste. Marie to Chicago 
and Milwaukee. By division 2. Discontinued. Proposed in- 
creased commodity rate on leather, any quantity, from Sault 
Ste. Marie, Mich., to Chicago, Ill., and Milwaukee, Wis., found 
not shown to be just and reasonable. Proposed schedules or- 
dered cancelled. By schedules filed to become effective Febru- 
ary 18, and suspended until September 18 on protest of the 
Price Administrator and the Director of Economic Stabiliza- 
tion, certain motor common carriers, members of Central States 
Motor Freight Bureau, Inc., proposed to increase a rate of 45 
cents to 76 cents. The present rate, said the report, had been 
established to meet competition of rail carriers that had estab- 
lished th esame rate to meet water competition. The wate 
competition had ceased at the time the motor rate was esta 
lished, it said. The leather under consideration moved to man 
facturers of shoes for the United States government, it said, 
and that the increased transportation charges would be re- 
flected directly in the cost of such shoes. It said the contention 
of the protestants that the proposed increase had not shown t 
be just and reasonable, and that the proposed increase had n 
been shown to be necessary to enable respondents to provide 
adequate and efficient wartime ‘transportation, were soundly 
based on the evidence. 


} 


Class Rate Restriction j 


I. and S. M-2259, Joint Minimum Rates Over Gladde) 
Trucking Co. By division 2. Discontinued. Minimum class rate 
restriction proposed for application on joint-line motor common 
carrier traffic between points in central and trunk-line terri- 
tories found not shown to be just and reasonable. Suspended 
schedules ordered cancelled. By schedules filed to become effec- 
tive July 4, 1943, respondent motor common carriers propose 
to establish a minimum class rate restriction of third class fo 
application on joint-line traffic moving over the lines of J. Her} 
man Gladden, doing business as Gladden Trucking Co., ond Water conse 
one or more connecting carriers, between points in central an 
trunk-line territories. The schedules were suspended on protest| 
of the Price: Administrator and the Director of Economic! 
Stabilization until February 4, and indefinitely postponed by 
the respondents. The report said that, by an exception to the 
governing classification, the class rates maintained for Gladden 
and other carriers on joint-line traffic were subject to fourth- 
class rates as minima and that the suspended schedules would 
substitute for this exception a provision that class rates pub- 
lished in tariff, or as amended, would be subject to third class 
as minimum on shipments transported jointly via Gladden 
Trucking Co. and one or more connecting carriers. The report 
said none of the respondents for whose benefit the suspended 
schedules were proposed was present at the hearing. It sa‘d 
increases would range from one cent oh traffic rated column 67 
or higher, to 34 cents or more on traffic rated fourth class or 
lower, depending on the length of haul. The record failed to 
establish that the rates that would become effective under the 
proposed schedules were just and reasonable, said the report. 


Citrus Fruit 


I. and S. 5223, Citrus Fruit, Florida to Southeast. By 
division 2. Discontinued. Rates proposed on shipments of citrus 
fruit in railroad-owned ventilated box cars, from Florida to 
lestinations in the southeast, found unjust, unreasonable and 
unduly prejudicial. Suspended schedules ordered cancelled with- 
out prejudice to the filing of new schedules in conformity 
with the views expressed. By schedules filed to become effec- 
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tive May 14, 1943, and suspended on protest of the War Food 
Administrator, the Price Administrator, and others until De- 
cember 14, 1943, rail carriers operating in southern territory 
proposed increases and reductions in rates on citrus fruit, in 
carloads, from Florida to destinations in the southeast, in rail- 
road-owned ventilated box cars. Respondents voluntarily post- 
poned the effective date of the schedules until May 13. The 
report said the proceeding was an outgrowth of Package Rates 
on Citrus Fruits, 251 I. C. C. 691, in which the Commission 
prescribed estimated weights on citrus fruit packed in various 
containers and a maximum basis of rates for use in connection 
with such weights, except on shipments from Texas and Florida, 
to north Atlantic ports, not to exceed those in effect on Octo- 
ber 4, 1940, reduced 5 per cent, subject to minimum weights 
of 40,000 pounds on oranges and 36,000 pounds on grapefruit, 
tangerines, and lemons. The report said the Commission did 
not feel that respondents should be required to reduce their 
revenue as a result of this proceeding. The respondents were 
required to cancel the schedules on or before March 17, on not 
less than one day’s notice, without prejudice to the filing of 
new schedules naming equal rates a 100 pounds on citrus fruit 
packed in the different types of authorized containers, in venti- 
lated box cars, from and to each origin and destination, subject 
to minimum weights of 40,000 pounds on oranges and 26,000 
pounds on grapefruit and tangerines, said rates not to exceed 
those in ee November 14, 1942. 


\CRN 
i. and = 0. 5228, Engines, Transcontinental Westbound. 
y sion iscontinued. Proposed aaa rates on stea 
or internal combustion engines, rom. points eas 
cy Mountains to "destinations on the Pacific Coast, 
ound not just apd reasonable. Suspénded schedules ordered 
cancelled on or ore 22, on not less than one day’s 
notice. By schedules filed to become effective May 21, 1943, 
and suspended until December 21, 1943, on protest of the Sec- 
retary of War, the Price Administrator, and others, respond- 
ents, transcontinental rail carriers, proposed increased rates 
on steam or internal combustion engines, n.0o.i.b.n., or parts 
thereof, in straight carloads, from producing points east of the 
Rocky Mountains to destinations on the Pacific Coast. Respond- 
ents voluntarily postponed the operation of the schedules until 
April 21. The report said respondents said the proposed rates 
were designed for indefinite continuance in view of the competi- 
tion that would be encountered with intercoastal routes under 
normal conditions. It said that many of the internal combustion 
engines now produced were of a character different from that 
of engines produced when, in order to meet intercoastal com- 
petition through the Panama Canal carload commodity rates 
on articles under the description for agricultural implements 
had been voluntarily made to apply on internal combustion 
engines, in mixed carloads, in July, 1922. It pointed out that 
practically all internal combustion engines now produced were 
used in the prosecution of the war and that they moved over 
all-rail routes. After discussing the value of and rates on 
various types of engines, the r Ae pointed out that rates re- 
duced..to meet competition. with a water route might not be 
increased unless it should be. found that the proposed increase 
rested on charged con ditions other than the elimination of 
water compe water competition. Th ere was no indication of any élimina- 
tion“ofa-water carrier that resulted from competition with rail 
carriers, it said, and that need for additional revenue from 
this traffic was not advanced as support for proposed adjust- 
ment. The fact that there was no such need was of some 
weight in a determination of reasonableness of the rates in 
issue, it said. 


Engines 
















Tanning Extracts 





ction application No. 19474, Tanning Extracts 
from ate Territory. By division 2. Authority granted, 
by fourth section order No. 15062, on conditions, to establish 
and maintain rates on tanning extracts, in carloads, from 
producing points in Virginia, North Carolina, Tennessee, and 
Alabama, to consuming points in official territory, without ob- 
serving the long-and-short-haul provisions of section 4 of the 
interstate commerce act. Relief was authorized temporarily 
by fourth-section order No. 14642, as supplemented. No opposi- 
tion had been offered to the relief prayed, the report said. It 
said that departures in the present rates on this traffic from 
and to the points considered, and between points in. official 
territory generally, had been maintained under authority of 
the so-called 1910 applications, but that this relief had been 
denied and the carriers required to revise all commodity rates 
not protected by outstanding applications or orders so as to 
bring such rates within the provisions of section 4, or apply, 
and show justification, for such fourth-section relief as might 
be necessary to continue such rates. The report said applicants 
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had also requested relief to establish rates constructed on the 
same bases, on the commodities named, from any additional 
producing points in the origin territory considered that might 
be developed in the future. It said the mere possibility or likeli- 
hood that there might be need for relief in the future was not 
sufficient to justify the granting of such relief at present. 


Brewers’ Rice 


No. 28923, Hoffman Beverage Co. vs. Lehigh Valley Rail- 
road Co. et al. By division 2. Dismissed. Rates on brewers’ 
rice, in carloads, from Biggs, Dos Palos, West Sacramento, 
and Woodland, Calif., to Irvington and Newark, N. J., found 
not unreasonable. The report said freight charges had been 
paid by complainant on 26 shipments made between July 8, 
1941, and February 28, 1942, at the applicable rate of 95 cents, 
on five shipments made between April 10, 1942, and May. 29, 
1942, at the applicable rate of 98 cents, and on one shipment 
made April 16, 1942, from West Sacramento to Irvington, at the 
rate of $1.01, but on which the rate applicable was 98 cents. 
The overcharge should be refunded if this had not been done, 
it said. The Commission found the rates of 95 and 98 cents 
applicable on complainant’s shipments not unreasonable, and 
that the present assailed rate of 95 cents was not unreasonable. 


Fuel Oil 


No. 28980, River Petroleum Corporation vs. Yazoo & 
Mississippi Valley Railroad Co. et al. By division 2. Waiver 
of collection of undercharges authorized. Chargers, higher than 
at the rate applicable on fuel oil, in carloads, from El Dorado, 
Ark., to Belle Chasse, La., when for coastwise movement be- 
yond, on shipments that could not be moved over a coastwise 
route because of the requisitioning of vessels by the United 
States Maritime Commission after the shipments had reached 
the port, found unjust and unreasonable. Complainant had been 
shipping oil in Seatrain vessels to customers in Atlantic sea- 
board territory, the report said, and that when Seatrain dis- 
continued coastwise operation, approximately 25,000 barrels of 
fuel oil, which had been sold subject to, delivery at Hoboken, 
had been sold to new purchasers at Philadelphia, Pa., and 
Barber, N. J., and the oil shipped by rail. Defendants had 
sought to collect $5,140.04, the difference between charges col- 
lected of $3,940.66, on the basis of a rate of 6.5 cents to the 
port and charges that would have accrued, $9,070.70, at a 
rate of 15 cents, the report said. Under the circumstances 
stated, it said, the charging for the transportation to the port 
of a rate higher than the rate thereto on traffic transported 
from the port by coastwise carriers, would be unjust and un- 
reasonable. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt aroplication to the Commission.) 


MC 16405, Robinson Storage Corporation, Detroit, Mich., 
common carrier. Application denied on reconsideration, and 
findings in prior report, 11 M. C. C. 797, reversed. Operation 
by applicant as a common carrier by motor vehicle in the per- 
formance of collection and delivery services, of household goods 
in Detroit, Mich., exempt from the certificate or permit re- 
quirements of the interstate commerce act, as amended. The 
report said that since the decision in the prior report the act 
had been amended so as to exempt from direct regulation 
under part II of the act, transfer, collection and delivery serv- 
ices performed for line-haul motor carriers within the terminal 
areas of such carriers, and assumed that the terminal areas of 
the line-haul carriers served by.the applciant were at least 
included within the city limits of Detroit. 

MC 174811, Ernest E. Moore, St. Paul, Minn., common 
carrier, embracing MC 19693, Same; MC 21231, Same; MC 
24697, Same, contract carrier; MC 80532, Same, broker; MC 
17481, Sub. 1, Same, extension; and MC 17481, Sub. 2, Same, 
extension. Applications denied in MC 17481, MC 19693, MC 
21231, and MC 24967, on further hearing, on a finding that 
applicant had failed to establish that he had been on June 1, 
1935, or July 1, 1935, and continuously since, in bona fide 
operation as a common or contract carrier between any points 
whatsoever. The report said the transportation arranged by 
the applicant to be performed in the vehicles of others did not 
give him the statue of a common or contract carrier. In de- 
nying the broker application in MC 80532, the report said there 
appeared no occasion for modifying what was said in the prior 
report, 28 M. C. C. 187. Application in MC 17481, Sub. 1, de- 
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nied because identical authority was included in grant under 
MC 17481, Sub. 2, in which public convenience and necessity 
were found to require operation by applicant as a common 
carrier, over irregular routes, as to general commodities, with 
exceptions, from St. Paul, and Minneapolis, Minn., and certain 
adjacent points to points in Wis., Ia., and also between such 
points in Minn., on the one hand, and specified points in III, 
on the other; canned goods, between points in Minn., on the 
one hand, and, on the other, points in Wis., and specified points 
in Ill., and from points in Ia. to the Twin Cities; cocoa and 
chocolate coating from Milwaukee, Wis., to the Twin Cities 
area; iron and steel articles, from Sterling and Rock Falls, Ill, 
to points in Minn.; soap and washing compounds, from the 
Twin Cities area to specified points in Neb., S. D., and N. D.; 
and canned goods, from Nebraska City, Neb., to the Twin Cities 
area. 

*MC 45107, Belmar Moving & Storage Co., Wilkinsburg, 
Pa., broker. Application denied. Household goods, between 
points in Allegheny county, Pa., on the one hand, and, on the 
other, points in the United States. 

*MC 88947, Sub. 2, Henry Hedrick Mest, Pennsburg, Pa., 
extension. Permit granted. Malt beverages, from Reading, 
Pa., to certain points in N. Y., N. J., Del., Md., and Jefferson, 
Berkeley, and Morgan counties, W. Va., and from points in the 
New York, N. Y., commercial zone, Newark, N. J., and Balti- 


‘more, Md., to Reading; empty containers on return trips, over 


irregular routes. Holding by applicant of a certificate and a 
permit to the extent authorized found consistent. 

MC 29148, Sub. 2, Wade Hampton Hicklin, Columbia, S. C.,, 
extension. Certificate granted, on reconsideration, and findings 
in prior report, decided August 5, 1943, modified, issuance of 
certificate conditioned on request by applicant for revocation 
of permit in MC 1216, and of certificate in MC 29148. Glass 
bottles and glass food containers from Laurens, S. C., to Bir- 
mingham, Dothan, Montgomery, Opelika and Roanoke, Ala., 
Dover and Wilmington, Del., Chattanooga, Johnson City, Knox- 
ville, and Morristown, Tenn., and all points in Fla., Ga., Md, 
Va., N. C., and D. C.; canned foodstuffs, from all points in Md., 
and points in a described area of Va., to Augusta, Ga., and all 
points in S. C.; fresh fruits and vegetables from all points in 
Fla. to Columbia, S. C.; general commodities, with exceptions, 
between Augusta and Savannah, Ga., Richmond, Va., and all 
points in N. C., on the one hand, and, on the other, all points in 
Richland, Lexington, and Calhoun counties, S. C.; and veneer, 
from Elloree, Denmark, and Orangeburg, S. C., and points 
within 10 miles of each, on the one hand, and Mt. Airy, Lenoir, 
Hickory, North Wilkesboro, Thomasville, Greenville, Morgan- 
ton, High Point, and Winston-Salem, N. C., and Bassett, Galas, 
and  ———ae Va., on the other. Chairman Patterson dis- 
sented. 

*MC 22279, Sunset Motor Lines, Inc., Pittsburgh, Pa., re- 
numbered, as a result of certain transfers, and reentitled MC 
52674, Sunset Transportation, Inc., common carrier application. 
Certificate granted. General commodities, with exceptions, be- 
tween Pittsburgh, Pa., and New York City, over a specified 
route, with an alternate route for operating convenience only, 
and with service at intermediate and off-route points in Pa. 
within 45 miles of Pittsburgh, those in N. J., within 15 miles of 
New York City, without restriction, and at the off-route points 
of Altoona and Johnstown, Pa., restricted to traffic moving to 
and from authorized points in N. Y. and N. J. 

*MC 52820, M. H. Hummel, Allentown, Pa., common car- 
rier. Certificate granted, on further consideration, and findings 
in prior report, decided July 1, 1943, modified. Continuance in 
operation, general commodities, with exceptions, from Allen- 
town, Pa., to points in Berks, Bucks, Carbon, Lackawanna, 
Lehigh, Luzerne, Lancaster, Mifflin, Monroe, Schuylkill, North- 
ampton, and Philadelphia counties, Pa.; household goods, be- 
tween Allentown, on the one hand, and, on the other, points in 
a described area of N. Y., and those in N. J.; petroleum products, 
in containers, from Carteret, N. J., to Allentown; and empty 
petroleum product containers from Allentown to Carteret. 
Holding of certificates granted herein and of permits issued in 
MC 1353, MC 1353, Sub. 1, and MC 1353, Sub 2, consistent. 
Chairman Patterson noted a dissent. 

*MC 30772, Atlantic States Motor Lines, Inc., High Point, 
N. C., common carrier, including MC 30772, Sub. 3, Same, Ex- 
tension. On reconsideration, findings in prior report, decided 
June 5, 1943, modified to find applicant entitled to continue 
operation as a common carrier of general commodities, with 
exceptions, from points on authorized regular routes in N. C. to 
points in Allegheny, Baltimore, Frederick and Washington coun- 
ties, Md., and in Berks, Bucks, Chester, Dauphin, Delaware, 
Lancaster, Lebanon, Lehigh, Monroe, Montgomery, Northamp- 
ton and Schuylkill counties, Pa.; between all intermediate points 
on authorized regular routes south of Richmond, Va. 
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February 19, 1944 


Railroad Abandonments 


Loyalsock 


In Finance No. 14474, Loyalsock Railroad Co., and Lehigh 
Valley Railroad Co., lessee, have asked the Commission for 
permission to Loyalsock to abandon, and Lehigh to abandon 
operation, of the part of a branch line of railroad extending 
from Lopez to a point east of Bernice junction, 3.44 miles, in 
Sullivan county, Pa. The applicants said very little use was 
being made of the line and that there was need for the re- 
coverable rail for replacements elsewhere on the Lehigh Valley 
system. They said they had originally contemplated seeking 
permission to abandon the entire line from Lopez to Bernice 
junction, a distance of 4.15 miles, but had recently learned 
that part of the line near Bernice junction would be needed to 
reach certain coal deposits, and that they would therefore re- 
tain in service about three-quarters of a mile of track east of 
Bernice junction to move the prospective coal traffic. 

In Finance No. 14475, Loyalsock Railroad Co., and Lehigh 
Valley Railroad Co. lessee, asked the Commission for permis- 
sion to Loyalsock to abandon, and Lehigh Valley to abandon 
operation, of the part of a branch line of railroad extending 
from Noxen to Splash Dam, approximately 9.74 miles, in 
Luzerne and Wyoming counties, Pa. The applicants said the 
Commission had refused permission to abandon the line in 
question in Finance No. 13474, Loyalsock R. Co. Abandonment, 
952 I. C. C. 801, March 13, 1942, and that the reasons for the 
further application were, among others, that operation of the 
line from January 1 to August 28, 1943, had resulted in a net 
loss to the Lehigh Valley system of $1,955.51, and that there 
had been no traffic on the line since the last-mentioned date. 
There was no prospect of traffic being developed in the future 
that would pay the costs of operating the line, they said. 


St. L. & T. 


By a report and certificate in Finance No. 14446, St. Louis 
& Troy Railroad Co. Abandonment, the Commission, division 4, 
has permitted abandonment, as to interstate and foreign com- 
merce, of the entire line of the company’s railroad, extending 
from Troy, in Lincoln county, Mo., to the junction with the 
Cc. B. & Q. at Moscow Junction, Mo., 5.2 miles, and switch 
tracks. 






































J. G. and G. 


Examiner Paul C. Albus, in a proposed report in Finance 
No. 14171, Jacksonville, Gainesville & Gulf Railway Abandon- 
ment, has recommended that the Commission permit the J. G. 
& G., and Russell M. Van Kirk, to abandon a line of railroad 
extending from Gainesville to Emathla, about 35 miles, in 
Alachua and Marion counties, Fla., and that it dismiss that 
part of the application for permission, nunc pro tunc, for aban- 
donment of the portion of the line that formerly extended 
from Superior to Emathla, in Marion county, Fla. The last 
mentioned portion of the line was abandoned and dismantled 
late in 1939, without permission or authorization from any 
public authority, said the report, and that, as to this segment, 
the application presented nothing on which the Commission 
could act. As to the contention that the permission was not 
legally requisite, the report pointed out that the J. G. & G. 
had been organized to become a subsidiary of Seaboard Air 
Line Railway. The management of the company was provided 
from Seaboard's officers and directors, the report said, and 
that all its records had heen kept at the headquarters of Sea- 
board and its accounts kept in Seaboard’s general office. The 
additional truck haul on pulpwood and vegetables, the only 
traffic of importance on the line, to stations on the Seaboard 
or Atlantic Coast Line, would not be excessive, it said and 
that the reasonable proximity of the facilities of other rail- 
roads would reduce inconvenience to shippers to a minimum. 


M. P. 


By a report and certificate in Finance No. 14273, Missouri 
Pacific Railroad Co. Trustee Abandonment, the Commission, 
division 4, has permitted abandonment by the trustee of the 
Missouri Pacific of a branch line of railroad extending from 
Sedalia to Warsaw, approximately 42 miles, all in Pettis and 
Benton counties, Mo., but made the certificate effective one 
year from its date, February 10. The Commission reserved 
jurisdiction for a period of three years from the date of the 
report to consider the question of whether conditions should be 
imposed for the protection of employes adversely affected. The 
report said the Department of Agriculture, the War Food Ad- 
ministrator, residents of the territory served by the line, and 
various railway employe organizations had appeared in opposi- 
tion. The protesting governmental agencies had suggested that 
the application be denied without prejudice to its renewal fol- 
lowing termination of the war and 6 months thereafter, or that 
the line be not abandoned for a period of two years without 
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e 
prejudice to renewal of the application at the expiration of that 
time. The report said it was apparent from the record that the 
abandonment of the railroad by the shippers had been caused 
by their use of trucks and automobiles. Under present condi- 
tions, it said, it was extremely difficult to obtain new trucks, or 
repairs, rubber, or gasoline. 

“We believe that we may take judicial notice of progress 
of the war in Europe and of the probability that it may end 
during the present year,” said the Commission. “During the 
present emergency and under existing conditions to abandon 
the line involved would work an undue hardship upon the com- 
munities and people along the line. Under such circumstances, 
it is believed not desirable to permit immediate abandonment, 
but the conclusion is warranted that to require operation of 
the line indefinitely would impose an unnecessary and undue 
burden upon the applicant and upon interstate commerce.” 


Bush Terminal Railroad Plan 


Controversial features of a proposal of the Bush Terminal 
Railroad Co., of Brooklyn, N. Y., to extend its rail line by 
“acquisition by lease” of the trackage and other railroad facil- 
ities of its parent company, the Bush Terminal Co., have been 
placed before the Commission in briefs filed by the applicant, 
by a group of shippers joined by the Bush Terminal Buildings 
Co. as protesting intervenors, and by the trunk line railroads 
serving New York harbor, also as protesting intervenors. The 
Bush Terminal Railroad Co. application is docketed at the 
Commission as Finance No. 14137. 

The: applicant said in its brief that it was a common car- 
rier by railroad subject to part I of the act; that its operations 
were confined to the transportation of freight; that it was a 
wholly-owned subsidiary of Bush Terminal Co.; that it oper- 
ated over trackage on public streets near the waterfront in 
Brooklyn, on connecting trackage and carfloat bridges owned 
by the parent company over which the latter operated as agent 
for the applicant, and that it also operated on floatage facilities 
owned by Bush Terminal Co. and operated by it as agent for 
the applicant, between Bush Terminal Co. float bridges and 
the float bridges of the trunk lines at various points on the 
New Jersey and New York shores of New York harbor. In- 
volved in the proposed lease, said the applicant, were 72,000 
feet of trackage, Diesel engines, car floats, tug boats, and 
auxiliary facilities. It said the Bush Terminal Co. had not 
held itself out as a common carrier, had not published tariffs 
or concurred in tariffs published by other common carriers, 
but had acted and still was acting as a contract agent for the 
trunk lines under substantially uniform written contracts. 

One of the principal issues involved in the proceeding, it 
was shown by the briefs, was a question as to what type of 
service would be rendered by the applicant, on consummation 
of the lease, to certain industrial buildings in Brooklyn, desig- 
nated in the briefs as “buildings 19-26,” to and from which 
less-carload freight had been transported in freight car service 
prior to August 22, 1942. On that date, Bush Terminal Co. 
served written notice on the Bush Terminal Buildings Co. and 
its tenants that all less-carload freight to and from those build- 
ings would be received or delivered at buildings 19-26 in motor 
pickup and delivery service “in accordance with the tariffs of 
the intervenor trunk lines,” according to the applicant’s brief. 
The applicant contended that the freight car service for less- 
carload freight at buildings 19-26 prior to August, 1942, had 
been performed “in error” and had been unauthorized by the 
tariffs of the trunk lines for which the Bush Terminal Co. 
acted as agent. 

“The intervenors, however,” continued the applicant, “have 
chosen to base their entire claim to the restoration of railroad 
car service on 1. c. 1. freight at buildings 19-26 for the future 
on the assertion that the trunk line tariffs required such 
service in the past... .” 

Bush Terminal Railroad Co. said restoration of freight car 
service on 1. c. 1. freight to those buildings would be discrimin- 
atory against “a myriad of industries” throughout Brooklyn 
whose 1. c. 1. freight was handled under the pickup and de- 
livery tariffs by the Bush Terminal Co. for the trunk lines. 
Applicant contended that buildings 19-26 were not public freight 
stations and that the trunk line tariffs specifically limited re- 
ceipt and delivery of 1. c. 1. freight by the Bush Terminal Co. 

as their agent to “the 48th Street freight house of the Terminal 
Company” or in pickup and delivery service. 


Shippers’ Objections 


The shipper intervenors and the Bush Terminal Buildings 
Co., in their brief, claimed that the terminal company acted 
without the consent of its principals, the trunk lines, in sub- 
stituting truck pickup and delivery service for car service to 
the sidings at buildings 19-26. 
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“The trunk line carriers,” said these intervenors, ‘have 
refused and say they intend to refuse to recognize the right of 
their agent to do any such thing in derogation of its agency 
contracts and sound railroad operation. They properly deny 
that their own ‘collection and delivery’ tariffs have been capable 
of being put by their own agent to any such perverted use. 
They were therefore in position, by direct action, to avail 
judicial processes to force obedience to the agency contracts 
or to stand aside and let their terminal agent either sweat 
out its trucking losses or to futilely sue for the accumulating 
sum it has been demanding from its principals. This applica- 
tion proceeding, however, intervened and affords the most 
complete remedy for the future, both to the trunk lines and to 
the immediately interested public.” 

The shipper intervenors asked the Commission to make its 
approval of the transaction subject to the condition that freight 
car service to and from buildings 19-26 be provided by the 
proposed lessee. If the lease were approved without that 
condition, they said, the Bush Terminal Railroad Co. would 
be an independent connecting line common carrier at the trunk 
line “railheads” and would function at “these important in- 
dustrial buildings.” Thereby, they said, the trunk lines would 
be completely ousted as direct common carriers of 1. c. 1. or 
carload property to and from the area now reached by Bush 
Terminal Co. as their agent, and the trunk lines would become 
“mere ‘connecting carriers’ at their railheads which are prin- 
cipally located in New Jersey.” 

“The shippers and the Bush Terminal Buildings Co.,” con- 
tinued these brievants, “would then be wholly at the mercy of 
the Bush Terminal Railroad Co. alone, which . . . would even 
be put in position . . . to seek to compel less than carload 
freight shipments to be made directly to and from the so- 
called ‘48th Street station’ perhaps at the separate expense 
of the shippers... .” 


Position of Trunk Lines 


The trunk line railroads, in their brief, said their objection 
to the proposed lease was the failure to include in it, ‘in the 
public interest,” assurances looking toward “the continuation 
on the leased property of certain public freight stations here- 
tofore provided thereat by the trunk lines through the agency 
of the Bush Terminal Co., and .. . the rendition of freight car 
service for handling 1. c. 1. freight to and from said stations.” 

“The discontinuance of these public freight stations,” said 
the trunk line railroads, ‘‘will cause additional and unneces- 
sary handling of 1. c. 1. freight and will be an expense and 
inconvenience to the tenants of the Bush Terminal Buildings 
Co., a former associate company but now a rival of the Bush 
Terminal Co. Such discontinuance will place applicant or the 
Bush Terminal Co. in a position to demand pickup and de- 
livery allowance or compensation from the trunk lines, since 
pickup and delivery service only will be available for effective 
l. ce. 1. deliveries at these buildings unless the tenant himself 
takes or makes delivery at a point to be designated by the 
applicant.” 

The trunk lines said they felt it was necessary to voice 
their objections to “the high-handed manner” in which both 
their own rights and the rights of the shipping public had been 
or were being “disregarded” by the applicant and the Bush 
Terminal Co. The trunk lines asked that the Commission, in 
any approval of the transaction, impose conditions, substantially 
the same as the conditions requested in the shippers’ brief. 


COMMISSION ORDERS 

No. 28536, Albers Bros. Milling Co. vs. G. N. et al. Petition of 
defendant Great Northern Ry. for reargument and reconsideration, 
and petition of defendant Northern Pacific Terminal Co. of Oregon for 
dismissal of complaint as to such petitioner, denied. 

No. 28536, Albers Bros. Milling Co. vs. G. N. et al. Order of 
October 11, 1943, further modified to become effective March 31, or not 
less than 30 days’ notice, instead of March 20. 

No. 28918, J. R. Kelley Cooperage Co. vs. Ill. Cent. et al. Re- 
opened for reconsideration. 

MC C-354, Line Material Co. vs. W. H. Hinchcliff, Jr., dba Hinch- 
cliff Motor Service et al. Complainant’s request that oral argument be 
denied, denied. , 

MC F-2073, Southern Pacific Co.—control; Pacific Motor Trucking 
Co., purchase, Valley Motor Lines, Inc. Time within which petitions 
for reconsideration, reopening and further hearing may be filed, in 
connection with report and order of Division 4, dated Dec. 23, extended 
to February 15. 

No. 28918, J. R. Kelley Cooperage Co. vs. Ill. Cen. et al. Order of 
October 1 further modified to postpone effective date until further order 
of Commission. 

No. 28991, Passenger fares between District of Columbia and nearby 
Virginia. For purpose of allowing respondents adequate time in which 
to make necessary preparations for compliance with order of January 
18, effective date of said order, postponed to April 13. Petitions for 
reconsideration, etc., filed by State Corporation Commission of Virginia 
and by each of respondents denied. 


iB. & C. et al. 
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|. & S. 5171, Less-carload class rates between Arkansas and Louisi- 
ana, and |. & S. M-2184, Less-truckload class rates between Arkansas 
and Louisiana. Order of January 14, modified to become effective 
April 21. : 

No. 28949, Simplicity Pattern Co. vs. N. Y. C. Complainant’s peti- 
tion for reconsideration denied. 

W-587, Foss Launch & Tug Co., applications. Effective date of 
amended certificate and order of December 18, 1943, postponed to 
April 12. 

W-764, Upper Mississippi Towing Corp., common carrier applica- 
tions. Effective date of certificate and order of September 15, 1943, 
further postponed to March 27. 

No. 28553, National Cottonseed Products Association, Inc., vs. A. 
Order of August 3, 1943, further modified to become 
effective August 15, on not less than 30 days’ notice, instead of Feb- 
ruary 14, 

MC 58948 Sub. 23, Union Transfer Co., extension, alternate routes, 
Report and order of September 25, 1942, modified so as to delete from 
route 5 of findings words ‘‘Iowa Highway 31”’ and substitute in lieu 
thereof words ‘‘Nebraska Highway 31.’’ This order shall become ef- 
fective April 1, unless prior thereto any party-in-interest shall show 
cause, if any there be, in a writing verified under oath, why report 


and order of September 25, 1942, should not be modified in manner 
described above. 


FINANCE APPLICATIONS 


Finance No. 14479, Washington & Old Dominion Railroad asks 
authority to issue promissory notes in the amount of $60,000, to be 
secured by a first mortgage deed of trust on the line of railroad extend- 
ing from a point in Alexandria, Va., to Purcellville, Va., also on a 
line of railroad extending from Rosslyn, Va., to Bluemont Junction, 
Va. The application said the proposed issue was necessary for appli- 
cant to conclude the purchase from the Southern Railway Co. of its 
line of railroad from Alexandria to Purcellville, now under lease to the 
applicant in Finance No. 14447. The applicant said it proposed to sell 
the notes at face value for cash, to bear interest at a rate of 4% per 
cent per annum on the unpaid balance, and to pay same at the rate of 
$500 a month plus interest until fully liquidated. 

MC F-2448, J. F. Rimbolt, Jr., and J. E. Hayes, dba W. R. Smith 
Transfer, of Houston, Tex., ask authority to purchase, and temporarily 
to operate, certain operating rights of Wm. Courtney Smith, dba W. R. 
Smith Transfer, of Houston. 

MC F-2441, Hancock Truck Lines, Inc., of Evansville, Ind., asks 
authority to purchase certain operating rights of McNamara Motor 
Express, Inc., of Kalamazoo, Mich. 


MC F-2442, Guy Moran and James A. Skaggs, dba Glasgow Transfer 
Co., of Glasgow, Ky., ask authority to purchase certain operating 
rights, equipment, and property of Doyle Transfer Co., also of Glasgow, 
and temporarily to operate. 

MC F-2443, Hall’s Motor Transit Co., of Sunbury, Pa., asks au- 
thority to purchase certain operating rights and equipment of E. C. 
Spannuth, dba E. C. Spannuth Motor Express, of Harrisburg, Pa. 

Finance No. 14472, Delaware, Lackawanna & Western Railroad 
Co. asks authority to acquire controi of Valley Railroad Co. through 
purchase and ownership of its stock, and, subject and subsequent to 
the consummation of the purchase of such stock, authority to pur- 
chase the properties and assets of Valley. The application said the line 
of the Valley extended from a point on the Pennsylvania-New York 
state line to Binghamton, N. Y., a distance of 11.1 miles of main line, 
connecting with the D. L. & W. at the state line and at Binghamton, 
and that, in addition, Valley had 36.1 miles of yard and switching 
tracks. 


MC F-2440, Hancock Truck Lines, Inc., of Evansville, Ind.; United 
States Freight Co., owner of 49.67 per cent, and Major A. Riddle, 
owner of 50.33 per cent of the Hancock stock, ask authority to pur- 
chase operating rights and certain equipment of L. J. Davidson, dba 
Stanley Truck Service, of Henderson, Ky., and temporarily to operate. 


Finance No. 10881, Frederick W. Walker, Henry Bruere and Rus- 
sell L. Snodgrass, as reorganization managers for the Chicago & North 
Western Railway Co., ask the Commission for an order (1) approving 
and authorizing the issue of securities and the assumption of obligations 
by the Chicago & Northwestern Railway Co., on reorganization, in 
accordance with the plan of reorganization heretofore approved, and 
approving in substance the forms of securities, indentures, and docu- 
ments to be used in connection with such issue and assumption; (2) 
approving the acceptance by Reconstruction Finance Corporation of 
new securities of the reorganized company in discharge of all claims of 
R. F. C. under section 5b(3) of the Reconstruction Finance Corpora- 
tion act; and (3) approving and authorizing the transfer of property 
to, and the assumption of obligations and liabilities by, the reorgan- 
ized company, pursuant to an order of the federal district court at 
Chicago (see Traffic World, Feb. 12, p. 393). 


Finance No. 12456, Supplemental, Atlantic & East Carolina Rail- 
way Co. asks authority to revise its present lease covering property 
of the Atlantic & North Carolina Railroad Co., extending from Golds- 
boro, N. C., to Morehead City, N. C., a distance of 94 miles, in order 
to assume an additional rental equal to 6 per cent of gross operating 
revenues in excess of $475,000, and to obligate itself to repay $600,000 
to be used in rehabilitation of the properties of Atlantic & North Caro- 
lina Railroad Co., under contracts between the railroads, the state 
of North Carolina and the Navy Department. 

MC F-2444, Signal Trucking Service, Ltd., of Los Angeles, Calif., 
asks authority to purchase certain operating rights of City Transfer & 
Storage Co., of Long Beach, Calif. 


MC F-2445, Fuller-Toponce Truck Co., of Ogden, Utah, asks per- 


mission to purchase. certain operating rights of Consolidated Freight- 
ways, Inc., of Portland, Ore. 
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Proposed Reports 


Official-W. T. L. Divisions 


In a report dealing with two proceedings involving the 
reasonableness of divisions between rail carriers in official 
and western trunk-line territories, No. 28277, Frank O. Low- 
den, James E. Gorman and Joseph B. Fleming, Trustees of 
the Estate of the Chicago, Rock Island & Pacific Railway Co:, 
Debtor, et al. vs. Ahnapee & Western Railway Co., et al.; 
and No. 28589, Baltimore & Ohio Railroad Co. et al. vs. Chi- 
cago, Rock Island & Pacific Railway Co., and Frank O. Low- 
den, James E. Gorman and Joseph B. Fleming, trustees of its 
Estate, et al., Examiner Arthur R. Mackley has recommended 
a basis for divisions of joint rates applicable between official 
and western trunk-line territories. The division factors rec- 
ommended by the examiner, embodied in an appendix to the 
report, resulted, he said, from the findings in Western Trunk- 
Line Class Rates, 164 I. C..C. 1; Public Service Comm. of 
Wyo. vs. Atchison, T. & S. F. Ry. Co., 196 I. C. C. 413; and 
W. H. Bintz Co. vs. A. & S. Ry. Co., 216 I. C. C. 481. 

In addition to recommending the basis of divisions, the 
examiner made the following recommendations: 


Rates required to divide on points of interchange between eastern 
and western carriers rather than on geographical boundaries of rate 
territories. 

Combinations of intermediate rates, applicable when lower than 
joint rates prescribed in the cases cited, under a tariff rule to that 
effect, found to be joint rates under the rule, and required to be di- 
vided upon the same basis as the one-factor joint rates. 

Cost of river transfer at St. Louis-East St. Louis required to be 
borne by eastern lines on west-bound shipments, and by western lines 
on east-bound shipments. 

Petition of all eastern and western lines, filed with the Commission 
December 5, 1931, two days after the effective date of the rates pre- 
scribed in Western Trunk Line Class Rates, asking the Commission to 
institute an investigation with a view to the prescription of a reasonable 
basis of divisions of those rates but to hold the proceeding in abeyance 
until further advised by the carriers, or any group of them, found not 
to have the status of an informal complaint, as affirmatively alleged 
in No. 28589, filed November 27, 1940, warranting retroactive applica- 
tion to December 5, 1931, of the divisional order herein prescribed. 


After a discussion of the divisional bases prior and sub- 
sequent to the Western Trunk-Line case, the divisions pre- 
scribed on both carload and less-than-carload shipments pro- 
vided in division sheet 285-A, effective April 1, 1935, and the 
so-called “memorandum of understanding’ unanimously 
agreed on December 3, 1938, by committees representing 
eastern and western lines, governing the permanent basis of 
divisions, the examiner pointed out that the committees had 
no authority to bind each carrier in the respective groups. 
As a result, he said, division sheet 500 was not published for 
the account of all the carriers, as some would not agree to 
the proposal contained in the memorandum. As a result of 
this disagreement, he said, the carload rates, since Septem- 
ber 30, 1939, had been divided in accordance with the policy 
of the lines collecting the revenues. The six western trunk 
lines that did not agree with the proposal contained in the 
memorandum, he said, continued to divide on the basis of the 
expired division sheet 285-A, and all of the eastern carriers and 
15 of the western lines on the basis of division sheet 500. 

The six western trunk lines had filed the complaint in 
No. 28277, naming as defendants all of the eastern lines and 
the 15 western trunk lines concurring with the eastern lines 
in division sheet 500, asking for a reasonable basis of divi- 
sions, but not for retroactive application. In No. 28859, the 
eastern lines filed a complaint, including as defendants the 
six western complainants in No. 28277, but not the 15 west- 
ern trunk lines, and sought retroactive application of the 
findings to December,5, 1931, as to carload shipments, and 
for the period from December 5, 1931, to March 31, 1935, 
for less-than-carload shipments, with divisions based on those 
provided in division sheet 500, with later modification. 

After analyzing the contentions and supporting data of- 
fered by the eastern and western lines, the examiner said 
those of the western lines were directd mainly to property 
investment, operating income, traffic density, composition of 
traffic, and rate of return on investment. Data of the eastern 
lines related principally to rate levels and costs, he said, and 
quoted the statutory requirements of section 15(6) as to the 
elements to be given consideraiton in fixing divisions. 








in I. C. C. Cases 


Railroad, Water, and Motor Transport 





That the Commission had not been able to work out, from 
those general requirements, any definite formula for fixing 
divisions was amply demonstrated in its discussion and find- 
ings in the more recent cases on the subject, said the examiner, 
citing a number of cases. Referring to Divisions of Freight 
Rates, 148 I. C. C. 457; 155 I. C. C. 94 report on further con- 
sideration); 203 I. C. C. 299 (report on further hearing), he 
said: 


In the first-named proceeding, involving divisions of rates between 
western trunk line and southwestern territories, the Commission suc- 
cessively discarded important single elemtnts as not controlling and 
left a not overly clear conception of an appropriate composite test. 
Thus, it stated (p. 473-6) that traffic densities, costs of service, and 
freight revenues per ton mile all have their weaknesses, and that 
obviously a better test would be the relative amounts needed to cover 
operating expenses, taxes, and other like charges, and a fair return on 
investment. But it went on to subject even this test to the criticisms 
that the figures were based on operations of system lines, in some 
instances extending beyond group boundaries; that book values were 
on a less conservative basis in the southwest than in western trunk 
line territory; that the computations were based on all traffic, and 
not only interchange traffic, and showed a somewhat larger proportion 
of low-grade heavy-loading traffic in western trunk line than in 
southwestern territory; and that the trend of changing conditions was 
more favorable in the southwestern than in western trunk line terri- 
tory. In its report on further consideration these general findings were 
affirmed, and in the other cited cases findings of the same general 
nature were reached, but no definite formula was prescribed. 


It appeared, the examiner said, that, while there was no 
final test for divisions, the nearest approach thereto did take 
into account financial conditions in the respective carrier 
groups as a substantial factor in the determination of relative 
abilities of the two groups to pay operating expenses and a 
fair return on investment. After brief reference to the condi- 
tion of the western carriers, he said it must be concluded that 
the relative financial needs of the opposing carrier groups were 
important considerations, and that it was the intention of the 
Commission in the western trunk-line proceeding substantially 
to increase the revenues of the western trunk-line carriers. 

It must also be concluded, said he, that relative costs of 
service, ‘so emphasized by the eastern lines,” was important. 
Pointing out the difficulty of definitely determining relative 
costs of the two carrier groups on interterritorial traffic, he 
said the record warranted the conclusion that, all necessary 
factors considered, the costs of operation were at least 10 per 
cent higher in western trunk-line than in official territory, and 
that it was deemed unnecessary to attempt a more definite 
estimate. 

The examiner said in the more recent division cases cited 
the Commission had rejected the mileage prorate as an un- 
satisfactory test for hauls short on one side of the gateway 
and long on the other, and that the record as a whole indicated 
that the level of the prorating factors might reasonably be 17 
per cent higher in western trunk-line than in official territory. 
He recommended that the Commission find that the reasonable 
prorating factors for the two territories would be those set 
forth in the appendix, and that the present basis of divisions, 
to the extent of its non-conformity with that basis, was unrea- 
sonable and unduly prejudicial. 

On the question of break points for divisions, the examiner 
said that, from the standpoint both of Commission and carrier 
precedent, and of carrier geography, the appropriate method 
of dividing the through rates would be on the points of inter- 
change between eastern and western carriers rather than on 
recognized geographical boundaries between eastern and west- 
tern rate territories. In addition to the support given his recom- 
mended basis by Commission divisions, the examiner said that 
the division on points of interchange was especially appropriate 
here, and analyzed the gateways reached by the involved lines. 
This was the basis under division sheet 285-A, he said, for- 
merly applicable on carload shipments, and still applicable on 
less-than-carload shipment, for the account of all carriers, in- 
cluding the six western complainants; and also under division 
sheet 500, concurred in by all eastern carriers and 15 of the 
western trunk lines. 

The examiner discussed at some length the sharp dispute 
he said existed as to whether rates made applicable under the 
aggregate-of-intermediate rule should be divided on the same 
formula as joint class rates, and rates related thereto, over all 
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routes, irrespective of the point of interchange. The six west- 
ern complainants contended that they should, said he, but that 
the eastern lines would divide them as made when based on 
the point of interchange, and under the: formula governing 
divisions of the prescribed joint rates when not so made, but 
subject to local rates as maxima. After setting forth the con- 
tentions of the two groups, he said the first impression might 
well be that the propriety of divisions in excess of local rates 
was open to question, but pointed out that the Commission on 
further hearing in Southwestern-Official Divisions; 234 I. C. C. 
135, had found nothing inherently wrong with such relation. 
Its evident intention, said he, had been to treat all combina- 
tions as joint rates, in all respects, under the rule. Therefore, 
he added, there appeared to be no justification for differentiat- 
ing between combinations (irrespective of whether they broke 
on points of interchange) and one-factor joint rates, in respect 
of the application of local rates as maximum divisions. 

As to the switching charge of the Terminal Railroad Asso- 
ciation of St. Louis, the examiner said the substantial effect 
of the trans-river charge on revenues was apparent. In a pe- 
riod of traffic test of the western complainants, he said, the 
absorption of the transfer charges on both east-bound and 
west-bound shipments had had the effect of reducing the rev- 
enue proportion of the western lines from 48.59 per cent to 
44.84 per cent. 

Concerning his finding that the petition of the carriers of 
December 5, 1931, did not warrant retroactive application of 
the divisional findings and order, the examiner said the peti- 
tion was not a complaint, formal or informal, but merely a 
request for the Commission to institute an investigation, and 
to hold hearings therein in abeyance until a request for hear- 
ings should be made by the carriers. The Commission had 
entered no order of investigation, he said, and that “there were 
no respondents before the Commission, against which to make 
either a current or a retroactive finding and order.” 





Dual Operations of Affiliates 


By a proposed report in MC 1771, Consolidated Cartage & 
Storage Co., et al. Dual Operations, an investigation instituted 
by the Commission involving Consolidated and nine other mo- 
tor carriers, controlled by United States Truck Lines, Inc., 
Examiner A. S. Parker has recommended a finding that: 


The holding of a permit by Superior Transfer Co., a Delaware 
corporation, controlled by the United States Truck Lines, Inc., of 
Delaware, for operation as a contract carrier by motor vehicle of such 
merchandise as is dealt in by retail general stores from and to the 
same points from and to which its affiliates Motor Express, Inc., and 
Cleveland, Columbus & Cincinnati Highway, Inc., under the same 
common control, are authorized to transport the same commodities as 
common carriers by motor vehicle, is not consistent with the public 
interest and the national transportation policy declared in the act and 
in contravention of the provisions of section 210 thereof. 


The examiner said further that the situation disclosed was 
one that should be remedied by the affirmative action of one 
or all such respondents. He said that as both Motor Express, 
Inc., and Cleveland, Columbus & Cincinnati Highway, Inc., 
were agreeable to a revision of the authorities held by them to 
eliminate therefrom any right to serve in the transportation 
of such merchandise as was dealt in by general retail stores 
between the same points as were served by their affiliate, Su- 
perior, an order that that effect should be entered permitting 
the two carriers a reasonable time in which to apply for the 
revisions necessary to remove the dual operations found to exist. 

The examiner said Superior was authorized as a contract 
carrier to transport such general merchandise as was dealt in 
by retail general stores, over irregular routes, from Toledo to 
points and places in Lenawee and Monroe counties, Mich., and 
rejected and returned merchandise in reverse movement. Of 
the carriers named as respondents, the examiner said the only 
ones authorized to operate as common carriers in any part of 
the territory served by Superior were Motor Express, Inc., a 
Delaware corporation, and Cleveland, Columbus & Cincinnati 
Highway, Inc. United States Truck Lines, Inc., through its 
control of the three carriers, was in position to dominate both 
common carriers and a contract carrier in the involved serv- 
ices, said the examiner, and was, therefore, in position through 
the medium of such carriers to offer shippers that did not wish 
to pay the rates of its controlled common carriers a concession 
therefrom by way of a special contract, and thus prefer cer- 
tain shippers to the prejudice of others. 

The other respondents named in the proceeding were Daniel 
Creedon & Sons Trucking Co.; Buffalo Delivery, Inc.; Detroit 
Delivery, Inc.; Superior Transfer Co., an Ohio corporation; 
Superior Transfer Co., a Delaware corporation; Motor Express, 
Inc., a New Jersey corporation; Cleveland, Columbus & Cincin- 


TRAFFIC WORLD 
nati Highway, Inc:; Motor Express, Inc., an Ohio corporation; 
and Motor Express, Inc., of Indiana. 

The examiner said that Akron Parcel Delivery, Inc., orig- 
inally named as a respondent, was no longer under the control 
of United States Truck Lines, Inc., and that its petition to have 
its name deleted from the list of respondent carriers was in ef- 
fect granted because, in view of the circumstances, future 
orders or notices in the proceedings would not include it. 

Issuance of a permit to Superior, the examiner said, should 


be withheld pending receipt of satisfactory proof of the adjust- 
ment required. 


MORGAIN FORWARDER APPLICATION 


Examiners R. M. Brown and W. K. Berryman, in a pro- 
posed report in FF-10, Morgain Forwarding Co. Freight For- 
warder Application, have recommended that the applicant’s 
past and proposed operations be found those of a freight for- 
warder, and that it be authorized to forward general com- 
modities from all points in Connecticut, Delaware, Illinois, 
Indiana, Iowa, Maine, Maryland, Massachusetts, Michigan, 
Minnesota, Missouri, New Hampshire, New Jersey, New York, 
Ohio, Pennsylvania, Rhode Island, Vermont, Virginia, West 
Virginia, Wisconsin, and the District of .Columbia, to all points 
in Arizona, Arkansas, Louisiana, New Mexico, Oklahoma, and 
Texas, and to St. Louis, Mo. 


Moior Proposed Reports 


(Recommended orders in proposed motor revorts, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably jiled by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city followiny.) 


California (Los Angeles)—-MC 8948, Sub. 2, Western Truck 
Lines, Ltd., extension. Denial of certificate proposed. General 
commodities, with exceptions, from and to points in Ariz. lo- 
cated within 25 miles of certain regular routes over which 
operations by applicant are presently authorized. 

Rhode Island (Providence)—MC 12283, Freightways, Inc., 
broker application. Denial of license proposed. General com- 
modities, in interstate or foreign commerce. 

New York (Albany)—MC 52830, Sub. 1, George E. Wilcox, 
extension. Certificate granted. Household goods, between Al- 
bany, N. Y., and points in N. Y. within 35 miles thereof, on the 
one hand, and, on the other, points in Mass., Conn., Vt., N. J., 
N. Y., R. I., and Pa., over irregular routes. 

New York (Brooklyn)—MC 95042, Sub. 2, Milton Godick, 
extension. Permit proposed. Uncrated furniture, from Brook- 
lyn, N. Y., to points in Conn., N. J., Pa., and those in a de- 
scribed area of N. Y., over irregular routes, and rejected goods 
on return to Brooklyn, N. Y. 

Kansas (Topeka)—MC 104751, Kansas Transfer & Storage 
Co., contract carrier. Denial of permit proposed. Cucumbers, 
in barrels and containers, from Denver, Colo., and points within 
25 miles thereof, to Topeka, and empty barrels and containers, 
from Topeka to Denver and points within 25 miles thereof, 
over U. S. highway 40; and pickles, vinegar, and canned goods, 
from Kansas City, Mo., to Topeka, and empty barrels and con- 
tainers from Topeka to Kansas City over U. S. highway 24. 

Pennsylvania (Pittsburgh) —-MC 39937, B. W. Healey, com- 
mon carrier. Denial of certificate proposed, for want of prose- 
cution. General commodities, with exceptions, between points in 
Pa., Del., Md., Va., W. Va., and D. C., over regular and irregu- 
lar routes. 


Pennsylvania (Erie)—-MC 47474, L. V. Metz, common car- 
rier. Certificate proposed. Continuance in operation, general 
commodities, with exceptions, over regular routes, between 
specified points in O., Pa., and N. Y., with service at specified 
off-route and intermediate points. 

Nebraska (Omaha)—MC 58948, Sub. 30, Union Transfer 
Co., extension. Denial of certificate proposed. General com- 
modities, with exceptions, serving Ralston, Neb., as an off-route 
point in connection with its present regular-route authority. 

Missouri (Kansas City)—-MC 61965, Sub. 15, Adams Trans- 
fer & Storage Co., extension. Certificate proposed. General 
commodities, with exceptions, serving the intermediate and off- 
route points of Stockdale, Olsburg, Fostoria, Westmoreland, 
Blaine, Wheaton, Louisville, and Flush, Kan., over prescribed 
regular routes, in connection with applicant’s present authority. 

Alabama (Troy)—MC 89926, Sub. 3,.J. R. Crow, extension. 
Certificate proposed. Passengers and their baggage, between 
Opp and Andalusia, Ala., over U. S. highway 84, with no service 
to or from any intermediate point on such route. 

California (Santa Cruz)—MC 94391, Sub. 1, R. C. Gregory, 
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extension. Permit proposed. Frozen fruits and vegetables, from 
Santa Cruz to San Francisco and Oakland, Calif., over irregu- 
lar routes. 

New York (Buffalo)—-MC 28659, Sub. 1 Ex, International 
Railway Co. exemption. Denial of application proposed, on fur- 
ther hearing, and findings in prior report, 41 M. C. C. 567, af- 
firmed. Operations by applicant in transporting passengers by 
motor vehicle, in interstate or foreign commerce, solely within 
New York found not of such nature, character, or quantity, that 
exemption from regulation under part II of ae act would not 
substantially affect or impair uniform regulation. 

Texas (Electra)—-MC 101315, Sub. 1, W. W. Jarmon, ex- 
tension. Denial of certificate proposed. Household goods, be- 
tween points in Tex. within 50 miles of Electra, including Elec- 
tra, on the one hand, and, on the other, points in Okla., and 
N. M.,: over irregular routes. 

Illinois (Fairfield)—-MC 102414, Sub 1, H. L. Johnson, ex- 
tension. Denial of certificate proposed. Machinery, materials, 
supplies, and equipment incidental to or used in the construction, 
development, operation and maintenance of facilities for the 
discovery, development, and production of natural gas and pe- 
troleum, between points in Ill., and Ind., on the one hand, and 
on the other, points in Ky., over irregular routes. 

Kansas (Independence)—MC 102711, Sub. 3, C. E. Haw- 
thorne, extension. Certificate proposed. Passengers and their 
baggage, express, and newspapers, over specified regular routes, 
between Emporia, Kan., on the one hand, and, on the other, 
Sedan and Independence, Kas., serving all intermediate points. 

Texas (Sherman)—MC 103528, Sub. 6, T. R. Howlin, con- 
tract carrier. Denial of permit proposed. Shortening, in semi- 
solid or plastic form, in drums, barrels, tubs, packages, cartons, 
and in tins and in glass, packed in fibre board, corrugated or 
wood boxes or cases; oleomargarine, in semi-solid or plastic 
form, in drums, barrels, packages, cartons, boxes, packed in 
fibre board, corrugated or wood boxes, cases or crates; cooking 
oil, and salad oil, in barrels, drums, and in tins or glass, packed 
in fibre board, corrugated or wood boxes and crates; and sta- 
tionery, office supplies, advertising matter, and such other ma- 
terial, equipment and supplies used in the conduct of shipper’s 
business, including boxes, barrels, drums, tubs, glass crates, 
cartons, containers, sacks, bags, and paper, between Sherman, 
Tex., on the one hand, and, on the other, specified Ark., La., and 
Okla. points, over irregular routes. 

California (San Francisco)—-MC 6905, Sub. 1, John Fox, 
extension. Denial of certificate proposed. Bags and bagging, 
from San Francisco and Oakland, Calif., to Santa Maria, Calif., 
over specified routes, serving intermediate and off-route points 
within 20 miles of Santa Maria; and dried beans from Santa 
Maria to San Francisco and Oakland, over specified routes, 
serving intermediate and off-route points within 20 miles of 
Santa Maria. 

Texas (Sherman)—MC 66730, Sub. 2, J. D. Akridge, ex- 
tension. Certificate proposed. Live stock, between points in 
Okla., and points in Tex., within a radius of 150 miles of Sher- 
man, Tex., except points in Grayson county, Tex., over irregu- 
lar routes. 

California (San Francisco)—-MC 78786, Sub. 133, Pacific 
Motor Trucking Co., extension. Certificate proposed. General 
commodities, between Pomona and Spadra, Calif., over irregu- 
lar routes, service to be limited to that which is auxiliary to or 
supplemental of rail service of the Southern Pacific Co. or the 
Pacific Electric Railway Co.; all contractual arrangements be- 
tween applicant and the railways to be reported to the Com- 
mission and be subject to revision. 

New Jersey (Lodi)—-MC 86615, Sub. 1, Salvatore Mignano 
and Jerry Rizzo, extension. Permit proposed. Woven fabrics, 
consisting of all wool, silk and wool, rayon, acetate and cotton, 
silk and rayon, silk and acetate, in the original piece and in 
remnants; material and supplies used by a dyer and finisher of 
woven fabrics, between Lodi, N. J., and New York, N. Y., over 
irregular routes. 


Ohio (Toronto)—MC 104472, Sub. 1, Bram Motor Express, 
Inc., extension. Permit proposed. Asphaltum compound, vege- 
table fibre packing, rubber packing rings, and clay products, 
except pottery and earthenware, from points in Jefferson 
county, O., to points in Ill., Ind., Ky., Md., Va., Mich., N. Y., 
N. J., Del., and D. C., over irregular routes. 

New York (Oak Hill)—-MC 104582, Gilbert J. Manniello 
and Francis P. Manniello, common carrier. Certificate proposed. 
Fresh fruits and vegetables, from Oak Hill, N. Y., and points 
within 10 miles thereof, to New York, N. Y.; butter, from Oak 
Hill to New York; novelties and souvenirs, from Livingston- 
ville, N. Y., to New York; empty containers, such as crates, 
baskets and boxes from New York to Oak Hill and points 
within 10 miles thereof; groceries, from New York to points in 
Rockland, Orange, Ulster, Greene, and Albany counties, N. Y.; 
and household goods, between New York, N. Y., on the one 
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hand, and, on the other, points in Albany and Greene counties, 
N. Y., over irregular routes, traversing New Jersey for operat- 
ing convenience only. 

New Jersey (Keyport)—-MC 2056, Sub. 4, Hopla Trucking 
Co., extension. Certificate proposed. General commodities, with 
exceptions, between points in Ocean,.Middlesex, and Monmouth 
counties, N. J., on the one hand, and, on the other, Newark, 
N. J., over irregular routes (restricted to shipments moving on 
bills of lading of freight forwarders). 

Wyoming (Albin)—-MC 7951, Sub. 3, Carl Pierce, exten- 
sion. Certificate proposed. Building materials, such as are usually 
handled by retail lumber yards, from Denver, Colo., to Albin, 
Wyo., over a specified route; coal, from Denver to Albin, over 
the same specified route, serving Fort Lupton, Colo., and points 
within 20 miles of Fort Lupton for pick-up, and Albin and points 
within 30 miles of Albin for delivery; and live stock, between 
points in Colo., Neb., and Wyo., within 150 miles of Albin, sub- 
ject to the restriction that no service is to be accorded between 
Colo. railheads and Colo. points. 

New York (Milton)—-MC 34736, Sub. 2, Joseph Dirago and 
James Dirago, extension. Certificate proposed. Frozen and proc- 
essed fruits, fruit pulp, apple pulp and grape pulp, from Milton, 
N. Y., to New York, N. Y., over irregular routes. 

Kansas (Ottawa)—-MC 36452, Sub. 2, Herbert Bishop, ex- 
tension. Certificate proposed. Live stock, farm seeds, and soya 
beans, from Ottawa, Kan., and points within 20 miles thereof, 
to St. Joseph, Mo.; live stock, feed, grain, farm seeds, and soya 
beans, from St. Joseph to Ottawa, and points within 20 miles 
thereof, over irregular routes. 

Colorado (Greeley)—MC 66699, Sub. 3, Union Delivery Co., 
extension. Certificate proposed. General commodities, with ex- 
ceptions, for the distribution of pool car shipments, from 
Greeley, Colo., on the one hand, and, on the other, points in 
Weld, Larimer, Boulder, Morgan, and Logan counties, Colo., 
over irregular routes. 

New York (Johnson City)—-MC 87852, James D. Brown, 
common carrier. Certificate proposed. Continuance in operation, 
household goods, between points in Broome county, N. Y., other 
than Johnson City, on the one hand, and, on the other, points in 
Pa. and N. J., over irregular routes. 

Nebraska (Schuyler)—-MC 89497, Sub. 1, Leo J. Dowd, 
common carrier. Certificate proposed. Salt, in packages and in 
bulk, including rock salt, from Lyons, Kan., and points within 
two miles thereof, and Hutchinson, Kan., and points within two 
miles thereof, to all points in Neb., over irregular routes. 

Ohio (Columbus)—MC 89706, Sub. 4, R. F. Eichenberger, 
extension. Permit proposed. Glass containers, caps, covers, disks 
and tops, and fibreboard boxes, doublefaced, corrugated, or 
knocked-down flat, from Fairmont, W. Va., to points in a de- 
scribed area of O., including points on the indicated portions 
of the highways specified, with return movements of rejected 
shipments, over irregular routes. 

Kansas (Manhattan)—-MC 104749, Wendell L. Watson, 
common carrier. Denial of certificate proposed. Household 
goods, between Manhattan, Kan., and points within 30 miles 
thereof, on the one hand, and, on the other, points in Mo., Okla., 
Colo., and Neb., over irregular routes. 


Louisville Live Stock Rate Cases 


Livestock rate adjustments sought by the Louisville (Ky.) 
Livestock Exchange have been discussed, pro and con, in 
briefs filed by the complainant, the defendant and respond- 
ents in No. 28976, Louisville Livestock Exchange vs. Alabama 
Great Southern, et al., and a related proceeding, I. and S. No. 
5265, In the Matter of Live Stock Between Louisville, Ky., 
and C. F. A. 

Four distinct and separate issues were involved in the 
proceeding, said the complainant in its brief. It said its posi- 
tion on the first issue was that rates on ordinary live stock in 
carloads between Louisville, on the one hand, and points in 
central territory, on the other, “where the short line distance 
is or should be computed via Cincinnati, O.,”’ were unreason- 
able, unjustly discriminatory, unduly prejudicial and in vio- 
lation of section 4 of the act to the extent they exceeded the 
rates computed on the basis of Louisville & Nashville mileage 
between Louisville and Cincinnati. It said that certain de- 
fendants had used mileage via the Pennsylvania to Jefferson- 
ville, Ind., and the Baltimore & Ohio beyond, a route 18 miles 
longer than the L. & N. route. 

“After the complaint herein was filed,” said the complain- 
ant in No. 28976, “certain of the defendants found that their 
tariffs were not properly worded to prohibit the use of the 
L. & N. mileage between Louisville and Cincinnati. They there- 
fore filed supplements clarifying the position which they seek 
to maintain in this case. The issue in I. and S. 5265 is directly 
related to issue No. 1... .” 

The second issue, said the complainant, was the allega- 
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tion by complainant that rates on ordinary live stock from 
Louisville to points in official territory east of central terri- 
tory were unreasonable and in violation of section 4 to the 
extent they exceeded rates based on the mileage scale pre- 
scribed in Live Stock to and From the South, 253 I. C. C. 241. 
The complainant said the third issue involved certain rules, 
rates and regulations at Louisville, and that it sought tariff 
provisions that would allow stopping to try the market for live 
stock at Louisville, without charge therefor, and, also, certain 
diversion and reconsignment privileges at Louisville on the 
live stock traffic at a reasonable charge above the through 
rates. It contended that failure of certain defendants to pro- 
vide these privileges was unreasonable, and that the defend- 
ants had failed to interpret properly the Commission’s de- 
cision in Live Stock to and From the South. The fourth issue, 
the complainant said, involved proportional rates on live stock 
from the Mississippi River crossings to Louisville. It averred 
that limitation by certain defendants of such rates so as to 
make them applicable only on traffic originating east of the 
Missouri River was in violation of section 1 of the act, and 
that the proportional rates should not exceed 2 cents under 
the local rate from Mississippi River crossings to Louisville. 
The complainant said that the defendants for many years had 
refused to comply with the Commission’s order in Eastern 
Live Stock Cases of 1926, 165 I. C. C. 277, adding that that 
order provided that proportional rates on traffic originating 
west of the Mississippi should be 2 cents under the local rates. 

A brief on behalf of official territory railroads and the 
Louisville & Nashville contained the assertion that the Com- 
mission never intended to require the carriers to include the 
L. & N. between Louisville and Cincinnati in computing live 
stock rates from Louisville to C. F. A. territory destinations. 
Those railroads contended, further, that, on traffic moving be- 
tweeen Louisville and points in official territory, Louisville 
was not entitled to the Southern Freight Association basis of 
rates on live stock moving to destinations in any part of offi- 
cial territory. On the issue of proportional rates, the official 
territory lines said that “inasmuch as the Commission spe- 
cifically provided that proportional rates need not be. pub- 
lished where through rates are applicable, defendants fail to 
see in what respect such a practice . . . is unreasonable.” 

“All the rates under attack are rates which have been 
specifically prescribed by the Commission, and in those in- 
stances where they have been based on a mileage scale, have 
been constructed in accordance with principles long established 
and often endorsed by the Commission,” said the official ter- 
ritory lines. 

The southern railroads, in a brief filed in their behalf, 
objected to the stopping-in-transit arrangement to “try the 
market” proposed by the complainant, with the contention, 
among others, that it would involve “danger of unlawul sub- 
stitution.” 

“When live stock is offered for sale at the Bourbon Stock- 
yards in Louisville,” said the southern roads, “it is sent to the 
sales division, where it is sorted according to weight and grade 
and offered for sale. After being sold, all of the live stock pur- 
chased by one buyer is placed in one pen and when reshipped 
no one but the buyer of the live stock knows where the ani- 
mals originated. . . . Manifestly the policing of transit ar- 
rangements by the railroads in such circumstances is impos- 
sible... .” 


UNCONTESTED FINANCE CASES 

Report and certificate in F. D. No. 14421, Chesapeake & Ohio 
Railway Co. Construction, authorizing construction by the Chesapeake 
& Ohio Railway Co. of a line of railroad in Greenbrier county, W. Va. 
Approved. 

Report and order in F. D. No. 14464, United New Jersey Railroad 
& Canal Co. Bonds, granting authority to the United New Jersey 
Railroad & Canal Co. to issue not exceeding $5,646,000 of general- 
mortgage 3 per cent bonds, to be delivered to the Pennsylvania Rail- 
road Co. at par to reimburse it for paying a like amount of general- 
mortgage 4 per cent gold bonds, which will mature March 1, 1944; 
and granting authority to the Pennsylvania Railroad Co. to assume 
obligation and liability, as lessee and guarantor, in respect of the above 
authorized bonds. Approved. 


PETITIONS FOR REHEARING, ETC. 

MC F-2246, C. D. Thomas, purchase, William D. Norton. C. D. 
Thomas and William D. Norton, Transferee and Transferor, respec- 
tively, ask Commission to eliminate, cancel and annul interstate oper- 
ating rights of William D,. Norton between towns of Silsbee, Tex., and 
Beaumont, Tex., over Federal Highway 96. 

MC F-2397, Peter O. Thompson, to acquire control of Helders Motor 
Service Co. Peter O. Thompson and Helders Motor Service Co., ask 
to withdraw application. 

No. 28090, Tex-O-Kan Flour Mills Co. et al. vs. Abilene & Southern 
et al. Complainants and intervener, Ft. Worth Grain and Cotton Ex- 
change, ask Commission to advance effective date of order of November 
12, 1943. 

No. 27766, Alden Coal Company et al. vs. C. of N. J. et al. De- 
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fendants and intervening railroads ask for further hearing to permit 
introduction of certain evidence in respect of changed conditions and 
for reargument before entire Commission. 

FF-108, Pacific Consolidators, Inc., freight forwarder application, 
Acme Fast Freight, Inc., protestant, asks for further hearing and for 
rulings on objections and motions. 

W-522, Nichols Transportation Co., common carrier application. The 
River Lines, protestant, asks for a review of certain rulings of trial 
examiner in course of hearing of December 6, 1943, for a reversal of 
such rulings and for a supplemental hearing. 

MC F-2073, Pacific Motor Trucking Co., purchase, Valley Motor 
Lines, Inc. Applicants ask for reopening, further hearing and modifi- 
cation of order. 

MC F-2217, Beneficial Industrial Loan Corp., control; Continental 
Motor Coach Lines, Inc., control; Tri-State Transit Co. of Louisiana, 
Inc., merger, Interurban Transportation Co., Inc., and Bordelon Lines, 
Inc., and MC F-2218, Tri-State Transit Co. of Louisiana, Inc., issuance 
of stock. Applicants ask for further hearing, further argument, recon- 
sideration and for leave to amend original applications. 

MC F-2317, Great Southern Trucking Co., lease, North Alabama 
Motor Express, Inc. Great Southern Trucking Co., Jacksonville, Fla., 
asks for authority temporarily to operate motor carrier properties of 
North Alabama Motor Express, Inc., Birmingham, Ala. 





MOTOR FINANCE CASES 


MC F-2270, James C. Robbie—Control; Lancaster Transportation 
Co.—Purchase—York-Buffalo Motor Express, Inc. Purchase by Lan- 
caster Transportation Co., of Lancaster, Pa., of operating rights and 
property of York-Buffalo Motor Express, Inc., of New Cumberland, 
Pa., and acquisition of control of said operating rights and property 
by James C. Robbie, also of Lancaster, through said purchase, ap- 
proved and authorized, subject to condition. 

MC F-2238, H. H. Holdcroft et al.—Control; Holdcroft Transporta- 
tion Co.—Purchase—Harry Jaffa, embracing No. MC F-2271, Holdcroft 
Transportation Co.—Investigation of Control—Harry Jaffa. 1. Pur- 
chase by Holdcroft Transportation Co. (Illinois), of Sioux City, Ia., of 
operating rights of Harry Jaffa, doing business as Jaffa Transportation 
and Jaffa Transit, of Minneapolis, Minn., and acquisition of control by 
H. H. Holdcroft, also of Sioux City, and certain other individuals of 
said operating rights through the proposed purchase, approved and 
authorized, subject to condition. 2. Issuance of a certificate to Hold- 
croft Transportation Co. (Illinois) authorized upon compliance with 
certain conditions. 3. Complaint of Watson Bros. Transportation Co., 
Inc., of Omaha, Neb., filed under section 5(7) alleging that Holdcroft 
Transportation Co. (Iowa), also of Sioux City, has effectuated and is 
exercising unlawful control over the operations of Harry Jaffa, doing 
business as Jaffa Transportation and Jaffa Transit, dismissed. 


1. C. C. ACCIDENT REPORTS 


“As the bus approached the crossing, most of the occupants 
were singing,” says a report of the Commission, written by 
Chairman Patterson, Investigation No. 2757, covering a colli- 
sion between a freight train of the Santa Fe and an.army bus 
at a private-road grade crossing near Berry, Ariz., Jan. 6, that 
resulted in the death of 27 bus passengers and the bus driver, 
and the injury of eight bus passengers. It was found the acci- 
dent had been caused by the bus being driven on the crossing 
immediately in front of an approaching train, but it could not 
be determined why because the driver was killed in the acci- 


‘dent, and the bus destroyed. A theory was advanced, the report 


said, that the clutch assembly became defective a short time 
before the accident occurred, in such manner as to interfere 
with normal control of the bus. 


Pointing out that in a 22-month period immediately pre- 
ceding the accident covered by its report, investigation No. 2759, 
seven other accidents, resulting in the death of 10 persons and 
the injury of 139 persons, had occurred on the lines of Sea- 
board under the same system of operation as that in effect at 
the time of the instant accident, the Commission, by Chairman 
Patterson, found that the latest accident was caused by lap of 
authority of two opposing trains. It repeated its recommenda- 
tion, which it said had been made in the reports covering the 
seven other accidents, that Seaboard establish an adequate 
block system on the line on which the accident occurred. 


The accident covered by the instant report occurred on the 
Seaboard line at Emory, Ga. In a head-end collision between a 
freight train and a passenger train, the report said, one em- 
ploye had been killed, and 22 passengers, 2 Pullman employes 
and 8 train-service employes had been injured. The accident 
occurred, it said, because the train orders held by the crews of 
each train gave each train the right to occupy the main track. 
At the point of the accident, it pointed out, the crew on the 
engine of. each train were unable to see the other train more 
than 800 feet away. 


The report said the manual-block system used on this line 
applied to following movements of first-class trains and pas- 
senger trains only. The book of operating rules of the road 
contained manual-block rules providing for the blocking of op- 
posing movements, it said, but that these rules were not in 
effect in the territory involved. 
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February 19, 1944 


Freight Classification 


Railroads of the western district have filed exceptions to 
the proposed report of Examiners Paul O. Carter and William 
J. Koebel in No. 28310, Consolidated Freight Classification, in 
which the examiners recommended the establishment of a 
nation-wide system of thirty percentage classes ranging from 
11 per cent of first class to four times first class (see Traffic 
World, December 11, p. 1439, and Feb. 12). 

The report errs, the exceptions say, “in holding that mere 
differences in classification ratings are sufficient to prove un- 
due preference and prejudice.” The proposals place before the 
Commission the question whether “it is to reverse and overrule 
doctrines which have controlled its decisions, and depart from 
legal principles which have been regarded as fixed and set- 
tled.” They err in “disregarding established law” and invite 
the Commission to “fall into error,” the exceptions say. 

Evidence in the case consists largely of statistical tabu- 
lations which “do not prove anything as to the propriety or 
impropriety of any rating,’ the exceptions continue, adding 
that other evidence came from “five or six witnesses repre- 
senting state commissions or commercial organization of 
Western Trunk Line and Southwestern states who, with a 
single exception, went no further than merely to advocate 
either a uniform classification or the extension of official clas- 
sification somewhat farther west than its present territorial 
application.” The exception, they add, was a witness who said 
“that unification should be based on the exceptions to the 
classifications.” 

The brief of exceptions continues on that point: 


To anyone who has examined the testimony of record relating to 
classification, or to anyone who carefully scrutinizes and analyzes 
this report, it is perfectly obvious that the conclusions are based upon 
the mere showing of differences in ratings and upon proposals made 
without evidence to support them. 

Respondents respectfully submit that a finding of undue preference 
and prejudice may not lawfully be drawn from any such material, and 
the error does not gain in authority and sanctity from the fact that it 
emanates from two able and highly regarded examiners. 


The report, the brief continues, ‘appears to rest upon an 
overestimate of public interest in uniformity, instead of the 
nature and scope of the case presented of record.” The lan- 
guage of the report, it says, “leaves the impression of a wide- 
spread dissatisfaction with the rates and the classifications, 
with special emphasis upon alleged dissatisfaction in the south 
and southwest,” but it also makes reference to opposition to any 
general revision of the southern classification by the Southern 
States Industrial Council and by “certain shippers in Tennessee, 
and others.” 


“The absence of shippers actually concerned in classifica- 
tion ratings was conspicuous,” it says. “The expressions of 
mere opinion and the lack of proof by proponents of uniformity 
amounted almost to default.” 


The examiners create the impression that they ‘believe 
themselves to be responding to a great public demand,” it 
says, but the text of the report fails to establish such a demand. 
It is apparent, it continues, that the authors of the report “were 
moved by the consistent expressions from the Commission call- 
ing for uniformity in the classification of freight.’”’” The report 
“appears to regard uniformity as a thing to be obtained im- 
mediately by some method and at whatever cost,” says the 
brief of exceptions, and counters this alleged doctrine by 
quoting from Commissioner Aitchison in his dissent in the 
original Consolidated Classification case: 


Uniformity is desirable. It is, however, a means to an end and not 
the end itself; and it does not follow that because rules are uniform, 
they are desirable. It is more important that classification rules should 
be adapted to the needs of commerce and each portion of the country 
than that an artificial uniformity with other sections should be brought 
about at such a price. 


The brief says that rating reductions proposed by the use 
of a formula are without lawful basis. The report, “presum- 
ably because of the nature of the testimony,” undertook to 
solve the problem “by inventing a formula,” it says, defining 
a formula as “a device which has become familiar in many 
fields in recent years as a means of temporizing with difficult 
Subjects by substituting an arithmetical calculation for judg- 
ment.” It analyzes the formula and says that “roughly, this 
means that a classification percentage rating in official terri- 
tory, an exception percentage in the south and a classification 
percentage in the west should be added together, divided by 
three, and the result should be assigned to that one of the 
thirty proposed percentage columns which is nearest to the 
figure so obtained; and that is the rating on a given article.” 
It continues: 


Of course, when the items are added and divided by three, the 
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result is a statistic, not a rating. The statistic will not be attended by 
any inquiry into its fitness for use in any territory or throughout the 
United States. The rating will be an unpredictable creature of accident 
and might well be drawn from a hat. If a tailor, making suits for two 
customers, one weighing 200 and the other 100 pounds, should elect to 
fit them to an average weight of 150 pounds, his statistic would be 
perfect and the suits misfits. 


Exceptions should not be used as units in determining rat- 
ings, the brief continues, because exceptions are excluded from 
the investigation and because they “have no relevancy to classi- 
fication principles.” The publication which would result from 
the adoption of the report’s recommendations, it says, ‘would 
be a catalogue of articles but hardly a classification. Having 
the guise of the latter, it would be in fact a hodgepodge of 
incongruities. If, as the report properly acknowledges, excep- 
tions and commodity rates will continue to be necessary, the 
expected uniformity will prove a mirage.” 

The brief of exceptions contains a number of examples 
intended to show that the proposed plan, if adopted, would 
“produce strange, startling and unjustifiable results.” The 
examples indicate that the application of the proposed for- 
mula would result in many reductions in the rates in Official 
Territory or Official and Western Territories, while bringing 
about increases in Southern Territory. On automobile lifts 
and runways, k. d., the new rate for 500 miles would be 9 cents 
lower in Official Territory and from 11 to 14 cents lower in 
Western Trunk Line Territory, but 17 cents higher in Southern 
Territory. On boiler cleansing compounds, use of the proposed 
formula, according to the example, would bring about a re- 
duction for 500 miles in Official Territory of 61 cents; in West- 
ern Territory of from 78 to 98 cents, and in Southern Terri- 
tory, an increase of 14 cents. 

The brief says that, although the report asserts that there 
is no proof that “substantial reductions in the revenues of 
carriers” would result from unification of ratings, it is also 
true that there is no proof that such a result would not follow, 
and that, indeed, the report itself asserts that “while some 
shippers interested in class rates subject to the present clas- 
sifications would suffer some increases, probably most of them 
would benefit from the reductions.” 

The report, it says, points*out that the rating in one ter- 
ritory might be reduced and that in another increased, and 
that the rating on one article would be reduced and another 
increased, apparently implying that the changes would aver- 
age out from a revenue viewpoint. However, it says, “the re- 
spective territories are not served by the same railroads,” and 
“shippers are not ordinarily so altruistic as to welcome in- 
creases on their own articles because other shippers are gain- 
ing reductions on theirs. Thus the report ascribes to the ship- 
ping public a naivete which that public does not customarily 
display.” Continuing, it says: 


The report invites the Commission to perform its solemn duties 
somewhat jauntily. The possible consequences upon the railroad reve- 
nues in any proceeding, and especially in one of this nationwide scope, 
are of too much importance and involve too deeply the major responsi- 
bilities of this Commission for them to be so lightly passed. The report 
suggests regulation by hypothesis. The interstate commerce act, its 
letter, its spirit and intent, provides for regulation by understanding 
and proof. Despite the injunction laid upon this Commission in section 
15a of the act to give consideration, among other factors, ‘‘to the need 
of revenues sufficient to enable the carriers under honest, economical 
and efficient management to provide’ adequate and efficient transporta- 
tion service, the report proceeds to its conclusions and recommendations 
without any informed judgment of their effect on railroad revenues. 


It is not sufficient to point out that only a small proportion 
of the shipping public using class rates would be affected by the 
unification, the brief says. Ife that were the case, it asks, 
“wherein lies the urgent need for the complicated and costly 
reconstruction of the classification which the report recom- 
mends ?” 

Adoption of the proposed program, it continues, ‘would 
require the services of large forces of technically equipped 
workers in a wartime period when the railroads are short- 
handed.” That task, “requiring the examination of 20,000 rat- 
ings and the attendant research, arithmetical calculations, dis- 
cussions and negotiations,” it says, could not be performed 
within a six months’ period as contemplated. Having finished 
the voluminous compilation, having had it printed, having sub- 
mitted it to the Commission and having served it on “two or 
three hundred parties to the proceeding,” the brief asks: ‘What 
then?” 

It points out that the report says that “in case of actual 
hardship or unlawfulness, any individual instances may be 
brought to the attention of the Commission,” but wonders 
whether such protests will be disposed of through the suspen- 
sion of individual items and hearings. The report, it adds, 
“is silent on what are,.in fact, exceedingly important steps in 
the proceeding.” 

It calls attention to the fact that Mountain-Pacific Terri- 
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tory is not involved in the proceedings and that the examiners’ 
plan, if adopted, would leave two classifications in effect in the 
western district. The railroads are accustomed to a single 
classification applying over the whole of the west, it says, add- 
ing that “the introduction of disunity in the interest of pseudo- 
unity will cause a confusion which does not now exist.” 

The report errs, it says, in failing to recommend: 


(a) That the progress made towards unification of the classifications 
has been so substantial as to give no warrant for any summary action 
by this Commission to precipitate complete uniformity; (b) that any 
such action would necessarily be a makeshift and wholly unsatisfac- 
tory; (c) that the items which have not been unified, largely carload 
ratings, offer peculiar difficulties, which cannot be resolved by the use 
of a formula; (d) that since each classification item is of concern to 
the shipper or manufacturer of the particular article, and the Com- 
mission is without information or evidence as to the interest of such 
shippers, no valid ground exists for disturbing important commercial 
relationships throughout the country as a mere concession to ‘‘uni- 
formity;’’ (e) that ratings are not unlawful because not uniform, 
but must be proved individually to be unjust, unreasonable, unduly 
preferential and prejudicial before they may be condemned as unlawful, 
and mere differences do not establish such unlawfulness; (f) that an 
issue involving every shipper and railroad in the United States is too 
vast in its ramifications and effects to be arbitrarily decided in an 
atmosphere of marked shipper indifference; (g) that no complaint, 
testimony or evidence whatsoever has been received from Mountain- 
Pacific interests, embracing one-third of the United States and one-half 
of the western district; (h) that were the claims to uniformity pre- 
sented more formidably and the record were more convincing of 
unlawfulness than it is, the war period is pecularily untimely for a 
sweeping destruction of the existing classifications and their recon- 
struction on theoretic patterns; (i) that the investigation should be 
discontinued and dismissed. 


Zinc Institute 


Increases that would be effected as a result of adoption 
of the examiners’ proposals would far outweigh any reduc- 
tions, said the American Zinc Institute, Inc., in a brief on ex- 
ceptions to the proposed report. 

The institute disagreed with the examiners’ conclusion, as 
stated in the brief, that while shippers would suffer from in- 
creases, probably most of them would benefit from reductions 
that would follow establishment of the nationwide classifica- 


tions proposed. It said the increases would outweigh any reduc- | 


tions, “first, because it is expected that the decision in this 
case will make possible the cancelation of many exceptions 
and commodity rates,” and, second, because the increases 
would be in the lowest rating—‘“the one in the territory where 
there is a preponderance of tonnage on a given article.” It 
added that “the decreases will be in the highest ratings, which 
are usually of no moment to the shippers, because there is a 
sparsity of movement of the particular commodity.” 

The course outlined by the examiners for establishment of 
a new and nationally uniform classification would result in a 
“hodge-podge” that could not “in its very nature” be just and 
reasonable or non-discriminatory, said the American Trucking 
Associations, Inc., joined by 14 motor freight rate bureaus and 


conferences, in their exceptions to the proposed report in 
No. 28310. 


“The examiners recognize,” said these motor carrier or- 
ganizations, “that while it was one of the avowed objects of 
this proceeding that the Commission itself should determine 
under the statute what would be a just, reasonable and non- 
discriminatory classification of freight, yet they recommend 
that the Commission should not here do so. Instead, they say 
that the setting up of a nationally uniform railroad classifica- 
tion should be left to ‘experts.’ 

“Contradictorily, the examiners then recommend that the 

. Classification shall not be*arrived at by the ‘experts’ by 
the employment of sound classification principles, but that 
instead it shall be arrived at by a mode of averaging the exist- 
ing unlike classifications. Moreover, after first and rightly say- 
ing that a very large part of class rate traffic is moving on 
so-called ‘exceptions’ which the examiners find are not gov- 
erned by any classification principles at all, they then recom- 
mend that the so-called exceptions be worked into the new 
uniform classification in computing the present averages.” 

The motor groups said that most of the exceptions were 
“ill-conceived” by the railroads, without regard to sound 
classification principles, ‘mainly in the vain hope of diverting 
traffic from motor to rail carriage by reductions in rates.” 

They asked that whatever uniform classification might 
be prescribed as a result of this proceeding be prescribed con- 
currently for both rail and motor carriers. 

“A new rate structure always causes a dislocation of 
traffic, particularly in the competitive field,” they said. “If the 
railroad classification were changed first and prior to the de- 
termination of the principles governing motor carrier classi- 
fication, there would be a tendency upon the part of rail car- 
riers, by classification exceptions or otherwise, to reduce rat- 
ings to as low a basis as possible because of a fear of what 
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the motor carrier ratings might be. This would mean that 
the uniformity desired by all would be immediately under- 
mined... .” 

Nebraska 


A proposal looking toward eventual abolition of exceptions 
ratings, with adjustments to provide for incorporation of all 
items in the 30 classifications proposed by the examiners, was 
submitted on behalf of the Nebraska State Railway Commis- 
sion and “cooperating” Chambers of Commerce—those of Bea- 
trice, Hastings, Grand Island, Lincoln and Omaha, Neb. Their 
exception to the proposed report was that it did not contain a 
specific finding that “any exception made to classification rat- 
ings, on and after the date the proposed classification becomes 
effective, should conform to and be designated as one of the 
thirty classes proposed by the examiners.” They cited an in- 
stance in which the percentage relationship borne by lower 
classes to first class was broken down into 88 different brackets 
with only a half point variation in the scale between many of 
the brackets. Such refinements, they said, indicated that either 
the shippers or the carriers, or both, had resorted to “hair- 
splitting” methods “far beyond the realm of reasonableness.” 
Neither shipper nor carrier would have to draw on imagina- 
tion to justify a reduction of a sufficient number of points to 
make the resultant rating conform to one of the 30 proposed 
classes, they averred. They said that to provide an exception 
would be necessary only in the event the proposed 30 classes 
proved insufficient to take care of “certain special require- 
ments peculiar to a particular territory or section thereof,” 
that such a condition seemed extremely remote, and that in 
such instances a special commodity rate could be published. 


Automobile Manufacturers 


In exceptions on behalf of automobile manufacturers ' 


designated as peacetime members of the Automobile Manufac- 
turers Association and other automotive manufacturers now 
members of the Automotive Council for War Production, the 
proposed report was styled “ill-advised and inopportune.” They 
asked for-withdrawal of the proposed report “until commercial 
conditions resume a normal state, following a declaration of 
peace between the United States and the Axis nations.” They 
said that traffic managers could not devote the time necessary to 


develop an exhaustive study of the report and that no normal } 
- commercial basis existed ‘fon which the examiners’ theories or 


formulae can be tested.” 
Cc. E. Widell 


Insisting on the need for the practical point of view of 
shipper interests in the matter of freight classification, and 
referring to the “artificial unformity” that he said would result 
from the examiners’ proposed report in No. 28310, C. E. Widell, 
of Nashville, Tenn., representing ‘‘various southern industrial 
interests of record,” has filed exceptions to five of the conclu- 
sions in the proposed report. 

“We respectfully submit that there is no warrant in law 
or fact for the sweeping and revolutionary changes recom- 
mended by the examiners in the proposed report,” he said. 
“The Commission is not empowered to condemn, even an indi- 
vidual rate schedule, much less a whole classification, merely 
because it might be of the opinion that something else would 
be better. It can only condemn what is unlawful, and what 
has been found by competent evidence to violate some provi- 
sion of the act.” 

There had been no change in the rule laid down in New 
York Produce Exchange vs. New York Central & H. R. R. Co., 
32 I. C. C. 212, that the Commission had no power to substi- 
tute a proposed new rate for an existing just and reasonable 
rate on the ground that in its judgment it would be wise 
policy to do so, said Mr. Widell. It was a well-settled prin- 
ciple that, to constitute a prejudicial relationship in rates (or 
ratings) which was undue, the circumstances and conditions 
surrounding both the alleged preferential and prejudicial rate 
situations must, in effect, be substantially similar and the 
service must be that rendered by or in connection with the 
same carriers, said he, adding that “there is a lack of such 
showing in the instant case.” He asked the Commission fur- 
ther to consider the requested findings set forth in the original 
brief filed by the interests he represented. 

Discussing one of the exceptions, Mr. Widell referred to 
“the philosophy” of the examiners which, he said, seemed to 
pervade the entire proposed report. There were two, or per- 
haps three, parts to this philosophy, said he. First, the gen- 
eral view, ‘which pervades the system throughout,” that undue 
prejudice and unjust discrimination was practiced against the 
people of one territory whenever those in an adjacent territory 
enjoyed a different or relatively lower basis of rates. Second, 
the view that the lawful right of the carriers to adjust their 
charges within reasonable limits was not an absolute right to 
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be exercised within an entire territory, but was limited to 
local situations and did not extend beyond changes in rates 
from and to particular points, or in a portion of the territory. 
Third, a holding that, having adopted a nation-wide uniform 
classification and territory class-rate levels on fixed relation- 
ships to meet the carriers’ revenue needs, each territory would 
be required to remain in the category placed. Primarily, said 
he, the whole system turned on the point of strict uniformity, 
designed to be enforced under rigid and inflexible rules, and 
with departures to be allowed only under strictly limited con- 
siderations. He added that “to this whole philosophy of rate- 
making we take exception.” 


Southern Cotton Interests 


Southern cotton and textile interests filed seven exceptions 
to the conclusions of the examiners, and asked that the five 
requested findings contained in their original brief be made 
by the Commission. These interests pointed out that in their 
original brief they had stated their position that uniformity 
of ratings should be influenced by findings in No. 28300, Class 
Rate Investigation—1939 as to territorial class relationships. 
The proposed report in No. 28310 failed to provide for excep- 
tions to uniformity of territorial ratings in cases where uni- 
formity of territorial rate levels might not be provided, they 
said, and that in that respect it accorded no consideration to 
the matter of suitability of rates for the movement of traffic 
that was one of the basic requirements not only of rates but 
also of classification ratings as provided in section 15a. The 
proposed report also failed to accord consideration, as required 
by section 1, to the matter of inherent reasonableness of 
charges that could not be determined at this time since the 
proposed ratings were to be applied tO some measure of rates 
to be fixed in the future. After discussing the provisions of the 
act as being applicable to ratings as well as rates, the southern 
interests said: 


In protecting our interest we cannot waive objections to proposed 
increases in ratings on the principal products shipped to and from 
southern textile mills, without definite knowledge that such increased 
ratings will be offset, or substantially so, by reductions to be made 
effective in the levels of class rates and differentials by whieh class 
rates subject to southern ratings exceed those subject to official ratings. 


The exceptions were filed on behalf of American Cotton 
Manufacturers Association; North Carolina Cotton Manufac- 
turers Association, Inc.; Cotton Manufacturers Association of 
South Carolina; Georgia-Alabama Textile Traffic Association; 
Alabama Cotton Manufacturers Association; and Cotton Manu- 
facturers Association of Georgia. 


Central Territory Exceptions 


Central Territory interests, comprised of Indiana, Michigan, = 
Wisconsin and Illinois state authorities; organizations and com- | 


.panies in those states, in Ohio and Pennsylvania; and eight 
Mississippi River cities, filed seven exceptions to the proposed 
report. In addition to requesting revisions in the conclusions 


excepted to, the central territory interests asked the Commis-. 


sion to promulgate “a uniform classification scheme or pattern 
by which to rate the various classes of commodities in Official, 


Southern, and Western classifications such as is recommended | 
in the third full paragraph on sheet 60 of the proposed report,’ 


to reject certain other findings recommended, “and to refrain 


from making any other findings or order calculated to require, tory railroads in their exceptions to the report. 


ratings in all classifications to be made uniform.” 


The central territory interests, in summing up their position, ° 


said a greater degree of uniformity in classification ratings 
was desirable and that they favored the adoption of a uniform 
nomenclature of classes designated by their respective class 
percentages. Uniformity of classification, said they, was not 


_an end in itself but was merely a means of attaining other ends, © 


such as simplicity of tariffs and rate structure and proper re- 
tlationships of class rates. Differences in conditions required 
'some departures from uniformity in classification ratings, they 
; said, but that the adoption of a section 3 finding as a device 
; for prescribing uniformity in classification ratings was espe- 
cially objectionable. They said that finding that undue prefer- 
ence and prejudice resulted ipso facto from any diversity in 


rating on an article of commerce that moved, whether on Class * 


or exception rating or on commodity rates, in more than one’ that “while uniformity by fiat can be achieved, true uniformity 


classification, was “palpably a device, and only a device, and 
indeed it may be the only means at hand for attaining the 
end sought—absolute uniformity.” 


Bolts, Nuts, Rivets, and patterns 


The American Institute of Bolt, Nut & Rivet Manufacturers, 
and United States Potters Association, filed substantially iden- 


tical exceptions, setting forth four exceptions, and the following 
conclusions: 





| efficient utilization of manpower and equipment; 


j 
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1. Uniformity in classification ratings cannot be progressed or 
made complete without the inclusion of present ‘‘Exceptions.’’ The 
exceptions are not in the record and are declared in the examiners’ 
report as not being part of the case. 

2. The progress made by the rail carriers to date in unifying classi- 
fication ratings is not proof that complete uniformity can be attained. 
The balance of the ratings that are not included in the present list of 
uniform ratings may be the ratings that are applied to a very large 
volume of the traffic that is moving. 


3. It is utterly impossible to consider that this case could be con- 
cluded without an opportunity for the parties to review such proposed 


uniform ratings as the examiners recommend that the rail carriers 
present. 


4. The fact that different classification ratings apply in the various 
classification territories is not proof of violation of the act and creates 
preference or prejudice, principally because exceptions to the classi- 
fication ratings are not included, and if they were, could easily change 
this entire picture as it may be presented. 


Kentucky Exceptions 


The only exception taken by the commonwealth of Ken- 
tucky, through its attorney general, and the Railroad Commis- 
sion of Kentucky, was that the proposed report did not make 
all of the findings that might be justified by law and the evi- 
dence, nor did it make too clear, they said, that a modern, 
reasonable, non-discriminatory classification that would be fair 
to each shipper, and fairly protect railroad traffic was the 
result the law required. 


“The proposed report is an excellent and comprehensive 
analysis of the classification,” said the exceptants. “It fairly 
illustrates the multitude of indefensible incongruities and ex- 
plodes the claim that classification of property for shipment 
is an exact science. It makes clear that the classification is 
not the reasonable non-discriminatory structure that is re- 
quired by law. It demonstrates that the classification is largely 
the accumulation of individual guessing throughout more than 
a century, based on the information at hand as to what the 
traffic would bear at the time each guess was made. One only 
needs to study the history of classification of property for 
shipment to become convinced that it has not kept current with 
changing conditions, and that it has become outmoded.” 


- The Kentucky authorities asked the Commission to find 
that the present classification was unlawful under sections 1, 
3, 6, 15, and 15a; that, in order to remove the unlawfulness, 
the railroads should be required to unify and consolidate the 
classification into not more than 16 classes to apply uniformly 
on all railroads; that there be one base class for carloads and 
one for less than carloads; that exceptional classes should be 
established for certain classes of traffic; that total classes 
should not exceed eight for carload and eight for less than 
carloads; that the classifications should fit a rate structure 
that would reflect the inherent advantages of rail transporta- 
tion; that quantity discounts should be given on both carload 
and less carload, so designed to encourage greater and more 
and that 
low-grade, heavy density traffic, not fitting the eight classes, be 
given commodity rates. 


Official Territory Railroads 


“It is wholly unrealistic to attempt even to discuss the 
creation of a uniform classification to govern class rates, the 
level or levels of which are not known,” said the official terri- 


They pointed out that the freight classification case and 
No. 28300, Class Rate Investigation, 1939, had been heard on a 
single record. They said that, because the classifications and 
the class rates were integral parts of the class rate structure 
under review, it was entirely proper and logical that evidence 


‘as to their lawfulness be taken on the one record, and con- 


tended that “‘they should not be separated now.” 


‘There is,” said the official territory railroads, “a sense of 
unreality about the proposed report, suggesting as it does an 
arbitrary method of achieving uniformity of classification to 
be used in conjunction with an unknown system of class rates.” 

They said that if the examiners had fully comprehended 
“the profound significance” of the Commission’s expressions as 
to why, as a practical matter, complete uniformity had not and 
could not be achieved, the examiners would have recognized 


is simply beyond the realm of attainment if the Commission is 
to follow the principles of the interstate commerce act and deal 
fairly with carriers and shippers.” 


Causes of Disparity 


“The examiners,” said the official lines in their exceptions 
brief, “have failed to comprehend that the present disparity in 
ratings is not the result of any whim or caprice on the part of 
the carriers. The roots of that disparity go deep into the funda- 
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mentals of the rate structures—both class and commodity—of 
the respective territories.” 

After observing that the examiners proposed that the aim, 
in unifying unlike ratings, should be to arrive at ratings that 
approximated the average ratings in the classifications and that 
where the carriers could not agree on a uniform rating, they 
should follow a formula recommended by the examiners, the 
official lines added: 


It is obvious that this arbitrary method of bringing about uni- 
formity will result in a most serious distortion of relationships between 
all the ratings in the classifications built up through action of the ship- 
pers, carriers and the Commission these many years. An attempt to 
achieve uniformity of ratings by an averaging process has a deceptive 
appearance of simplicity. Waving aside the value of such an average 
after it is cbtained, the practical difficulties of obtaining it are enor- 
mous. The classifications and rate structures of the several territories 
differ so widely that a requirement that the carriers produce uniform 
ratings by an averaging process is more like a demand to solve an 
equation with both X and Y equaling something different in each terri- 
tory than it is like a demand to produce an average. The averaging 
process presupposes tike units, which may be added and the total then 
divided. How this can be done when the units are not correlated and 
are bound up with the different class rate systems, is not explained 
by the examiners. 


The official lines quoted testimony by ‘Witness Jensen, 
who was the classification expert for the Commission over a 
considerable period of years,” including the following: 


Only when the .rates are made right—and a further revision with a 
view to making them so should surely be undertaken within the next 
five or ten years—will it be possible to unify the classifications through- 
out the country, and then will be the time to consider how many classes 
should be comprised in the unified classification and how those classes 
should be related to each other. 


“Impossible Dilemma” for Carriers 


The official territory railroads said the examiners’ recom- 
mendations placed the carriers ‘‘on the horns of an impossible 
dilemma.” 

“If they assume their present class rates to be lawful, as 
they have every right to do,” their brief continued, “they are 
faced with the task of unifying the classifications despite the 
fundamental differences in the class rate structures. In other 
words, the examiners recommend that the Commission require 
the carriers to achieve that which the Commission found im- 
possible of achievement when it prescribed these class rates. 
On the other hand, if the carriers indulge in the unwarranted 
assumption that the present class rates are unlawful, they are 
confronted with the task of producing a uniform classification 
to govern an unknown system of class rates to be prescribed 
for application in the future. They would have no way of de- 
termining through the judgment of ‘the classification experts’ 
which, if any, of the present ratings could be lawfully and 
properly adopted as uniform ratings and which ratings should 
be entirely supplanted. Of course, the carriers could cut the 
knot by unifying the diverse ratings arbitrarily, which the 
Commission has repeatedly stated should not be done and 
which, without question, would produce nothing but grief for 
carriers, shippers and Commission alike.” 

In connection with a contention that the examiners erred 
in their treatment of exceptions ratings, the official lines said 
that if conditions within a territory were such as to warrant a 
territory-wide application of reduced rates, it appeared the ex- 
aminers would prohibit the carriers from taking such action 
unless, simultaneously, similar reductions were made through- 
out the country east of the Rockies. The broader the territory 
covered by a Single rate structure, the greater was the neces- 
sity for exceptions to meet the varied and varying needs of 
different sections of this country, the railroads declared. They 
referred to the Commission’s modification of its finding No. 14 
in the Western Trunk Line Class Rate Case, 210 I. C. C. 312, 
315-316, removing from that finding any requirement that in- 
terterritorial rates between Western Trunk Line and official 
territories be governed by intraterritorial truck-compelled clas- 
sification exceptions of general application maintained within 
those territories. They quoted the .Commission’s statement 
therein the following: 


We believe that rail carriers should be encouraged to exercise their 
managerial discretion in meeting by reasonable and lawful means any 
competition encountered. Nothing in the record indicates unlawfulness 
in the truck-compelled intraterritorial classification exceptions, many of 
which also have been established since the further hearings closed. 


In contending that the examiners’ proposals would result 
either in unwarranted increases in rates or severe reductions 
in revenues, to an extent unascertainable without knowledge 
of the rates to be prescribed in No. 28300, the official lines 
said that the Commission in several important cases had pre- 
scribed classification ratings lower in the southern and western 
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classifications than in official classification on the same article, 
“thus offsetting to some extent the differences in the levels 
of the class rates,” and that the carriers voluntarily had done 
the same thing in many instances. They said the present classi- 
fications took into consideration, among other things, the level 
of the rates prevailing in the respective territories and the 
element of competition that also varied with the territories, 
and that the examiners would disregard either of those elements. 

“Elimination of these two factors in the construction of 
a uniform classification,’”’ they added, “would undoubtedly have 
a drastic and revolutionary effect upon the competitive posi- 
tion of shippers and upon the revenues of the carriers, which 
result, the Commission has repeatedly stated, is to be avoided 
in proceedings of this nature. Theory and logic under such 
circumstances must give way to experience.” 


Question of Undue Preference 


After stating that the proposed report relied entirely on 
“mere differences in classification ratings” as a basis for the 
‘recommended findings of undue and unreasonable preference 
and advantage, the railroads asserted that there was no factual 
basis for such a finding and that there was “still another 
reason why the finding recommended by the examiners cannot 
be sustained.” ; 

“The record shows,” their brief continued, “that the official 
territory carriers do not control, and cannot control, the classi- 
fication ratings applicable within the western and southern 
territories. Neither do the carriers in those territories control 
the ratings applicable in official territory. True, the commit- 
tees meet for the purpose of publishing ratings in the consoli- 
dated classification, but if they are unable to agree upon a rating 
the carriers in each territory may and do publish the rating 
as an exception. . . . The establishment of exception ratings 
within a territory cannot be controlled by carriers outside that 
territory. Thus, the carriers in other territories cannot be held 
responsible for a disparity in ratings brought about by inde- 
pendent action of the southern carriers. Accordingly, there 
is no foundation for a finding of undue prejudice under sec- 
tion 3.” 

The official territory lines asked that the proceeding in 
No. 28310 be assigned for oral argument in conjunction with 
No. 28300. 


Eastern States’ Exceptions 


An exceptions brief filed on behalf of the states of New 
York, New Jersey, Pennsylvania and Maryland and “various 
Chambers of Commerce and commercial organizations in east- 
ern trunk line territory’ expressed adherence to the view 
stated by these interests in their original brief, that “however 
desirable a single uniform classification may be, the fact is 
that there is no basis in the present record for prescribing 
one.” They said the proposed findings were “wholly imaginary 
and without justification in the evidence.” They suggested 
that the examiners’ conclusions might reflect unconsciously 
“the atmosphere which has been created by numerous public 
utterances, articles and press releases emanating from the 
complaining interests.” 

“Great as is the interest of these northern states and 
communities in the rate structure as such,” they declared, ‘‘that 
interest is transcended by their concern that the independence 
and integrity of the Interstate Commerce Commission shall 
be preserved. It must stand firm against political 
clamor. .. .” 

The brief of the four eastern states contained the conten- 
tion, among others, that the south and west had not suffered 
because of the non-existence of a uniform classification or 
because of the class rate structure. They said it must be 
realized that the existing percentage relationships were pre- 
scribed by the Commission and therefore, “presumptively at 
least,” could not be considered discriminatory or otherwise 
unlawful. They averred that the examiners’ proposal would 
directly change the rates on articles now moving under excep- 
tion ratings and that, in that respect, their recommendation 
would “plainly go outside the scope of this proceeding.” They 
said the examiners’ recommendations should be rejected. 


New England 


‘Governors of the New England states and several com- 
mercial organizations of those states, including the New Eng- 
land Traffic League, asserted, in an exceptions brief filed in 
their behalf, that the examiners’ conclusions were “unwar- 
ranted,” and set forth twenty exceptions to the proposed report. 

Parties to the brief, in addition to the governors and the 
New England Traffic League, were: New England Shoe & 
Leather Association, New England Paper & Pulp Traffic Asso- 
ciation, New England Furniture & Allied Products Manufac- 
turers’ Traffic Committee, Grinding Wheel Manufacturers As- 
sociation, Associated Industries of Maine, Associated Industries 
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of Vermont, New Hampshire Manufacturers’ Association, Asso- 
ciated Industries of Massachusetts, Associated Industries of 
Rhode Island, Textile Traffic Association, and The Manufac- 
turers Association of Connect‘cut. : 

“If a greater degree of uniformity is desirable,” they said, 
“it should be achieved in ordinary course. While such a course 
is slower it avoids undue d-slocations inevitable in drastic gen- 
eral changes. If particular relationships are unlawful (and 
none have been shown to be in this proceeding) the unlawful- 
ness should be established in particular proceed'ngs where 
adequate information can be developed with respect to the 
factors involved. On the present record it is clear that uni- 
formity of territorial ratings may not properly be required. .. .” 

They said that classification rating differences could not 
generally produce differences in the charges paid by shippers, 
because the rates on which the traffic actually moved were not 
class rates but exception rates and commodity rates and, there- 
fore, were not rates controlled by classification ratings. They 
said the vast majority of the “rates” to which the examiners 
referred were “superseded rates which no shipper ever pays 
and by which, therefore, no shipper could be either preferred 
or prejudiced.” Superseded rates did not and could not pro- 
duce shipping charges, they added. 

The New England interests said the record clearly war- 
ranted no finding either that articles that moved on class rates 
in one territory generally moved on class rates in one or all 
of the other territories “or that with respect to the limited 
number of particular articles which move on class rates in 
two or more territories, classification ratings are not uniform.” 
They added that “the record permits no finding as to whether 
those commodities (if any there are) which do move on class 
— in more than one territory, are or are not uniformly 
rated.” 

“Whether a greater use of class rates is or is not desir- 
able,” they said, “and whether uniformity of classification is or 
is not desirable, has no bearing on the issue herein. The issue 
is, as the examiners admit, whether lack of uniformity has 
resulted in violation of the act, and a finding, supported by 
evidence, that differences in ratings at least generally produce 
differences in charges paid by shippers in the different terri- 
tories on the same articles is a prerequisite to a finding of a 
violation of section 3.” 

In contending that the examiners erred in failing to find 
that differences in territorial classification ratings had not been 
shown to cause injury, the New Ergland interests stated that 
95 per cent of all traffic moved on rates that took no account 
of classification ratings “and so could not conceivably be af- 
fected . . . by non-uniformity of classification ratings.” The 
. per cent constituting class rate traffic had not been shown 
either to consist of traffic in the same articles in the various 
territories, or to move on non-uniform ratings, they declared. 
They maintained that differences in transportation conditions 
in the different territories justified differences in ratings in 
those territories. 

“The parties to this brief,” they said, “are confident that 
the examiners’ report will be rejected by this Commission not- 
withstanding the extrajudicial pressures being brought to bear 
on it. The very presence of these pressures calls for caut‘on.” 

They quoted a statement by Commissioner Eastman that 
nothing would speed the ruin of the Commission more quickly 
than “the disease of sectionalism.” 


Southwestern States’ Brief 


A brief filed by an eight-man steering committee, headed 
by J. C. Murray, on behalf of the states of Arkansas, Kansas, 
Oklahoma, Texas and the part of Louisiana west of the’ Mis- 
Sissippi River, expressed commendation of Examiners Carter 
and Koebel for their proposed report and agreement “in prin- 
ciple” with their recommendations. The steering committee 
submitted two exceptions, saying it believed a better result 
would follow from the changes suggested. The committee ex- 
cepted to the proposed finding that there should be 23 classes 
that were 100 per cent or less of class 100, with the declaration 
that “if the desired result—the cancelation of the numerous 
exceptions now applicable and the reduction in the present 
number of commodity rates—is to be secured, then in fairness 
to both shippers and carriers there must be more than 22 
Classes below the 100 per cent basis in which to place the 
various items and sub-items.” 

The steering committee asked the Commission to find that 
there should be at least 29 classes that were 100 per cent or 
less of class 100, as follows: 100, 95, 90, 85, 80, 75, 65. 60. 55, 
52%, 50, 47%, 45, °*421%4, 40, 3744, 35, 32%, 30, 27%, 25, 2214, 
20, 17%, 15, 13, 11 and 9. 

The steering committee also excepted to the following 
appendices to the proposed report: Appendix 2, table 2; ap- 
pendix 2, table 3; appendix 3, table 2, and appendix 3, table 3. 
The committee said the examiners failed to include in those 
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appendices ratings and rates applicable in southwestern and 
western trunk line, Zone III, territories, and that the Commis- 
sion had not been shown in those appendices ‘the true results 
of the ratings and the accompanying rates in the southwest 
and western trunk line, Zone III, territories.” 

“That a uniform classification, applicable throughout the 
country, is desirable has not been seriously questioned,” said 
the committee. “If this uniform classification is to have the 
effect of canceling the many exceptions now applicable, and if 
existing commodity rates on a portion of the traffic is to be 
related to the classification ratings, then there must be avail- 
able classification ratings which when considered with the ef- 
fective rates are not so far apart, one from the other, as to 
make it impossible to properly assign articles, items, and sub- 
items to such classification. . . . With due respect we say to 
the Commission that the time has come when the carriers 
should not be permitted to continue dilatory tactics to avoid 
this result (application of a uniform classification), and the 
requirement in the proposed report that this uniform classi- 
fication be submitted to the Commission and the parties within 
six months from the date of the order should be adopted.” 


-New Orleans Traffic Bureau 


The New Orleans Joint Traffic Bureau excepted to what it 
described as a suggestion by the examiners that the railroads 
should cancel all or most of their present exception ratings and 
some of their present commodity rates and apply in lieu thereof 
some higher or different agreed classification rating. The bu- 
reau said many shippers did not take part in the proceeding 
in No. 29310 because they had reasonable assurance from the 
Commission that their present exception ratings and commod- 
ity rates were not involved. It averred that the suggestion 
excepted to would, in effect, condemn all or most of the present 
exception ratings and some of the commodity rates without 
giving the interested parties an opportunity to be heard thereon. 
With respect to another recommendation by the examiners, the 
bureau said that, following the principle laid down in Texas & 
Pacific vs. U. S., 289 U. S. 627, it would be difficult for the 
Commission to find or conclude that the rail carriers operating 
in official territory effectively participated in or had any con- 
trol over the exception ratings or commodity rates established 
by the rail carriers serving New Orleans on traffic moving be- 
tween New Orleans, on the one hand, and points in Texas, 
Oklahoma, Arkansas, Mississippi, Alabama, Georgia, etc., on 
the other. The bureau said it objected to issuance of an order 
that would, in effect, say to railroads such as the Louisiana & 
Arkansas and the Texas & Pacific: 


You are forbidden from establishing an exception rating or even a 
commodity rate on any article lower than the published classification 
rating and class rates applicable in connection therewith, from New 
Orleans to points on your line or lines in Texas, unless or until the 
Boston & Maine, New York Central and other eastern rail carriers 
establish a like exception rating or commodity rates from Boston, 
Mass., to New York and to other points in official territory. 


Such an order, said the bureau, would have a tendency to 
discourage or destroy rail carrier incentive to initiate and estab- 
lish exception ratings or commodity rates lower than the pub- 
lished classification ratings, and “would certainly cause serious 
delay in obtaining the necessary approval by all carriers in all 
rate territories of much needed local reductions in the ratings 
and rates on particular articles.” 

The National Furniture Traffic Conference, of Gardner, 
Mass., said it excepted to “the manifest intent to whiplash 
exceptions generally into the classifications. It said that “to 
wrench exceptions from their peculiar controlling conditions 
and thrust them into a classification whose justifying condi- 
tions are wholly foreign and repressive to the exceptions,” 
would be severely prejudicial to traffic and shippers, and that 
the record justified no such “drastic” action. It asked the 
Commission to disapprove the proposed report insofar as it 
sought to embrace, directly or by implication, classification 
exceptions within the issue of the proceeding or within the 
scope of any findings therein. 


REFINERS TRANSPORT PURCHASE 


The protestants in MC F-1936, Refiners Transport & 
Terminal Corporation—Purchase—Marshall Transport Co., and 
Warren C. Marshall, have filed a petition for reconsideration 
and reargument before the full Commission concerning the 
order of division 4 approving extension of the lease of the 
a properties to May 17 (see Traffic World, Dec. 18, 
p. i 

The protestants said that it was appreciated that “a ma- 
jority of the members of division 4 dissented from this full 
Commission’s determination that, without participation by 
Union Tank Car Co. as an applicant, the Commission lacks 
authority to proceed further in the purchase matter.” They 
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pointed out that the federal court for the district of Maryland 
had set aside and enjoined enforcement of the order of the 
full Commission dismissing the application, and that the Com- 
mission, the United States of America, and the protestants, 
had all appealed to the Sureme Court of the United States, 
where, they said, the cause was now ending, and added that 
“presumably the Commission majority feels as it did when it 
decided the case, but division 4 appears to consider that it 
remains at liberty to disregard that majority point of view.” 
Their position was that no matter what the hardships were, 
the right to grant temporary authority pending final decision 
in a “control” case otherwise within section 5(2) was exhausted 
at the end of 180 days, and that there was no proper means 
of circumventing that limitation, said the protestants. Under 
section 5(2) and 205(e), they said, some form of proceeding 
was required, generally a public hearing, and that those re- 
quirements might not rightly be disregarded by division 4. 


South-North Motor Rate Protest 


_ Southern Motor Carriers Rate Conference, and Motor Car- 
riers Traffic Association, have filed an answer to petitions to 
the Commission to suspend master tariffs proposing increases 
of 4 per cent in the rates and charges of motor common carriers 
operating in southern territory and between the south, on the 
one hand, and the north and east on the other (see Traffic 
World, Feb. 12, p. 390). 

“The motor carriers in the south did not desire to raise 
their charges, and did not determine that such a course was 
necessary until after months of study,” said the carriers’ 
answer. “The carriers in the Middle Atlantic territory and 
New England territory found it necessary to proceed with 
general increases in their rates nearly nine months ago, but 
the southern carriers refused to authorize such steps until 
studies of operating expenses for the first three quarters of 
1943 were available.” 

All of the economies effected under joint action plans 
approved by the Office of Defense Transportation had not 
stopped the upward trend of costs, said the carriers. While 
revenues went up 21.4 per cent in the nine months of 1943 over 
the nine months of 1942, they said, total expenses had increased 
25.8 per cent, equipment and garage expense had increased 
40.5 per cent, transportation expense had increased 32.7 per 
cent, and terminal expense, 29.9 per cent. No other items of 
expense had increased in as large a percentage as did the 
revenue, they added. 

While there might be isolated cases where certain lines 
might be able to make some small savings, the general tendency 
in the industry clearly indicated that such isolated economies 
would not help the industry as a whole, they said, particularly 
when the carriers handling approximately 40 per cent of the 
tonnage in the south were operating at a deficit. 

Referring to information reported by the American Truck- 
ing Associations, the carriers said a preliminary study of the 
fourth quarter reports for 29 carriers in the southern region 
showed an operating ratio of 107.3 per cent, and indicated that 
for the year 1943 operating ratio would be 98.7 per cent, and 
that 21 of these carriers were operating at a loss. 

A comparison of the operating ratios in an exhibit sub- 
mitted, said the carriers, showed that over-the-road common 
carriers of general commodities were in worse condition than 
the contract carriers, local cartage crariers, and specialty car- 
riers. 

Referring to predictions that there would be a loss of ton- 
nage to the carriers as a result of the proposed increases, the 
carriers said the experience of the carriers in Middle Atlantic 
territory indicated there had been no considerable diversion of 
tonnage after the four per cent increase had become effective 
there. Again quoting A. T. A. figures, they said tonnage in the 
Middle Atlantic region in October, 1943, was 9.3 per cent above 
that in October, 1942, and 3.4 per cent above September, 1943. 
The figures for November, 1943, they said, showed that the 
tonnage in that territory had increased two-tenths of one per 
cent over October, 1943, whereas the tonnage in the United 


States had decreased 3 per cent, and in the south, 3.27 per cent. - 


This steady increase in tonnage had continued after the four 
per cent increase in rates became effective October 4, 1943, 
they said. 

It was only fair that, when a revenue emergency arose 
that could not be attributed directly to any traffic, it should 
be met by an increase on all traffic, said the carriers. The 
relationship of rates between commodities and .places was 
considered proper in rate cases, said they, but not in revenue 
cases, adding that this was purely a revenue matter. Other 
cases now pending, or to be brought in the future, would result 
in whatever adjustments were needed in specific rates, or in the 
general structure, they said. 
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Some carriers had refused to increase their rates on all 
of their local traffic, and others had excepted certain specified 
commodities, while others had been forced to maintain their 
present rates for fear of competition, said the carriers, but 
that, regardless of the exceptions, the national transportation 
policy required the Commission to preserve an adequate trans- 
portation system. This, they said, was an occasion when the 
will of the few would have to be overlooked for the good of 
the many. 


Dairy, Packing House Rates to East 


Examiner C. Garofalo held a hearing at Chicago February 
11 in I. and S. M-2317, dairy and packing house products, cen- 
tral to eastern points. The matter involves a proposal of the 
Eastern-Central Motor Carriers’ Association to cancel com- 
modity rates on dairy and packing house products moving from 
Chicago, Indianapolis, Detroit, and Cincinnati, Norwalk, Co- 
lumbus, and Washington Court House, O., to eastern destina- 
tions, thus permitting application of higher class rates. Repre- 
sentatives of the Cudahy Packing Company, the War Food 
Administrator, the Office of Price Administration, and Office of 
Economic Stabilization appeared in opposition to the proposal 
(see Traffic World, Oct. 9, 1943, p. 838). 

J. E. Haydon, Akron, O., of the association’s standing rate 
committee; L. M. O’Leary, vice-president, Brady Transfer and 
Storage Company, Fort Dodge, Ia.; W. M. Hatfield, general 
traffic manager, Spector Motor Service, Chicago; W. P. Downey, 
traffic manager, Eastern Motor Despatch, Inc., Columbus, and 
other truckers testified in support of the proposal. They took 
the position that, because truckers not parties to the associa- 
tion’s tariff MF-I. C. C. No. A-1, supplement No. 30 of which 
provides for the commodity rates, transported similar shipments 
at higher class rates, continuation of the commodity rates gave 
undue and unreasonable preference and advantage to shippers 
served by truckers parties to the tariff. Mr. Haydon submitted 
exhibits showing that the proposal would result, for example, 
in an increase, on 20,000-pound shipments of butter from Co- 
lumbus to New York, from 67 to 70 cents a hundred pounds. 
The approximately three-cent increase would bring association 
members’ rates up to the approximate level of rates charged by 
other truckers in central and eastern territory, he testified. The 
witnesses denied, on cross-examination, that they considered 
the proposal a means to a desired revenue increase. 

Counsel for protestants sought to show on cross-examina- 
tion that though non-association truckers maintained higher 
rates than those provided for in the tariff, little or no traffic 
moved under the higher rates. N. S. Schnadig, Chicago, price 
specialist for the O. P. A., testified about price ceilings on dairy 
products, trying to show that the proposed increase, if made 
effective, would eliminate profits of shippers currently using 
commodity rates. C. A. Lando, assistant manager, motor trans- 
portation division, Cudahy Packing Company, Chicago, said that 


commodity rates of the kind involved were similar to commodity - 


rates generally, and that the Commission had never held that 
such rates were unduly advantageous to the shippers whose 
products moved at those rates. 


ST. LOUIS-SAN FRANCISCO REORGANIZATION 


Voluminous exhibits were offered at a hearing before 
Director O. E. Sweet, of the Commission’s Bureau of Finance, 
and Examiner J. V. Walsh, February 16, in Finance No. 10008, 
St. Louis-San Francisco Railway Co. Reorganization, in sup- 
port of the plans of reorganization offered by the railroad and 
by certain bondholder committees. 

W. V. Hodges, representing the railroad, submitted evi- 
dence in support of the debtor railroad’s proposed modifica- 
tions of the modified plan of reorganization, intended to give 
effect to the results of trustee operation of the property since 
May 16, 1933 (see Traffic World, Feb. 12, p. 386). 

Henry W. Anderson, representing at the hearing holders 
of Kansas City-Fort Scott & Memphis Railway Co. Refunding 
bonds; the prior lien committee; and the consolidated bond 
holders committee, put in evidence to justify the plan of reor- 
ganization offered by the three committees, providing for a 
total capitalization of the reorganized company of $247,838,808 
(see Traffic World, Feb. 5, p. 331). Appearances were also 
entered by Leonard D. Adkins, representing the consolidated 
bondholders, and Edwin S. Sunderland and T. O’G. Fitz-Gibbons, 
representing the Kansas City-Fort Scott refunding bondholders. 
Mr. Anderson’s appearance was for the prior lien committee. 

Support for the plan offered by the three committees was 
indicated by statements or letters made or read into the record 
on behalf of Bankers Trust Co.; Chase National Bank; and 
Central Hanover Bank & Trust Co. 
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February 19, 1944 


Suspended Tariffs 


(Designation of a toriff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5285, the Commission has suspended from 
February 15 until September 15 the operation of certain sched- 
ules as published in supplements Nos. 25 and 15 to joint tariffs, 
Agent L. E. Kipp’s I. C. C. Nos. 1498 and 1499, respectively. 
The suspended schedules propose to establish rates on iron or 
steel grain storage bins or cribs, K. D., in carloads, from east- 
ern points to Pacific coast destinations. 

In I. and S. M-2367, the Commission has suspended from 
February 14 until September 14 the operation of certain sched- 
ules published in supplement No. 13 to joint tariff MF-I. C. C. 
No. A-4, issued by the Eastern Motor Freight Conference, Inc., 
Agent, West Hartford, Conn. The suspended schedules propose 
to cancel or revise commodtiy rates on groceries and grocery 
supplies and cancel commodity rates on sugar, from Boston, 
Mass., and related points, to points in New Hampshire and 
Vermont; also to cancel commodity rates on paper and paper 
articles from Sheldon Springs, Vermont, to points in Maine, 
New Hampshire, and Vermont. 

By an order in I. and S. M-2368, the Commission has 
suspended from February 17 until September 17 the operation 
of certain schedules published in supplement No. 23 to tariff 
MF I. C. C. No. A-33 of Trans-American Freight Lines, Inc., 
Chicago, Ill. The suspended schedules propose to establish 
exceptions to the application of joint class rates of Trans- 
American in connection with Boss-Linco Lines, Inc.; Hamblen 
Brothers Express; or Stott & Davis Motor Express, which 
would result in increased rates on traffic rated lower than 
third class, less truckload, and class 60 for truckloads. 

The schedules were protested by the Secretary of War 
and the Price Administrator. They said it appeared that 
Trans-American was attempting to circumvent the findings of 
the Commission by proposed increased rates in another form 
to give increased revenues sought in I. and S. M-2233, Trans- 
American Freight Lines—Classes in Central territory, and I. 
and S. M-2253. Trans-American Freight Lines—Classes, in 
which proceedings Examiner L. J. Kassel, they said, had rec- 
ommended cancellation of rates similar to those in the pro- 
tested supplement (see Traffic World, Feb. 12, p. 389) 


Port Terminal Charges 


In a brief filed with the Commission by interested parties 
in No. 29003, Jacksonville Port Terminal Operators Associa- 
tion et al. vs. Alabama, Tennessee & Northern Railroad Cor- 
poration et al. (see Traffic World, Nov. 20, 1943, p. 1263), 
operators of terminals at several southeastern ports have urged 
authorization of a 20 per cent increase in their charges for 
wharfage, handling and storage with the contention that port 
charges have been unduly depressed by keen competition be- 
tween railroads for the routing of traffic. 

Respondent railroads have contended, on brief, that their 
port terminal charges are not below the level of minimum 
charges for the service. In another brief Price Administrator 
Chester Bowles has averred that the rail terminal charges are 
not unduly low and that, anyway, the Commission has no 
jurisdiction over the port terminal charges of non-rail-operated 
terminal facilities. 

The ra‘lroads said that they were under no obligation 
under the law to increase their port terminal charges “with 
the view of enabling other and competing terminal operators 
to derive a profit from their operations.” 

Parties to the port terminal operators’ brief were the 
Operators at Wilmington, N. C., Charleston, S. C., Savannah, 


Ga., Jacksonville, Fla., and Port Everglades, Fla. They said ~ 


that 22 common carrier railroads were respondents in the 
case. They stated that an ‘‘emergency proposal” submitted 
by them to the Southern Freight Association had been heard 
Dec. 20, 1943. To meet objections of shipper interests and to 
avoid petitions for suspension, they added, the proposal was 
amended to exclude nitrates of soda and like articles that 
could be handled cheaply with special equipment; to exclude 
lumber and related items; to exclude cotton and knitted fac- 
tory products, and to leave unchanged the maximum seasonal 
Storage provisions. 

“Petitioners now understand,” said these terminal oper- 
ators, “that the elimination of those items from the emergency 
proposal and from this petition has removed any and all bona 
fide shipper-protests against the proposed horizontal increase 
of 20 per cent and against the ‘emergency proposal.’ ”’ 

One contention of the port terminal operators was that 
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their charges had been subjected to only one horizontal increase 
of 10 per cent since 1921, while railroad rates generally had 
been subjected to “numerous horizontal changes,” with the 
result that the general rate structure now represented about 
150 per cent of the 1921 level. They said, further, that costs 
of materials and equipment used in their business and expenses 
of various services had increased greatly since 1921. Now, they 
said, the port charges were “so unreasonably low” that they 
failed to provide reasonable compensation “to those entitled 
thereto.” 

Price Administrator Bowles asked the Commission to find 
that it had no jurisdiction over the charges of the port terminal 
operators seeking the 20 per cent increase; that “petitioner 
and complainants have failed to establish that the assailed 
charges which are subject to the jurisdiction of the Commis- 
sion are, or for the future will be, unreasonable or otherwise 
unlawful, as alleged,” and that the assailed charges that were 
subject to the Commission’s jurisdiction, when combined with 
charges accruing at the line-haul rates of the defendants, did 


not result in unduly low, unreasonable, or non-compensatory 
charges or rates. 


Georgia Intrastate Rates 


The Commission, saying that more than 75 days had 
elapsed from the service of the Commission’s report in No. 
28791, Rates on Road Aggregates within the State of Georgia, 
and that the Georgia Public Service Commission had failed to 
notify the Commission that it would permit the removal of the 
undue and unreasonable preference found in said report (see 
Traffic World, Nov. 20, p. 1252), has issued an order requiring: 


That the respondents herein, according as they participate in the 
transportation be, and they are hereby, notified and required to cease 
and desist on March 16, 1944, and thereafter to abstain, from practic- 
ing the undue and unreasonable preference and advantage, and undue 
prejudice and disadvantage found in said report to exist, and to estab- 
lish, upon notice to this Commission and to the general public by not 
less than one day’s filing and posting in the manner prescribed in 
section 6 of the interstate commerce act, and thereafter to maintain 
and apply to the intrastate transportation of the aforesaid commodities 
between points in Georgia (other than from Lithonia to Atlanta and 
points grouped therewith), rates which shall not be lower for corre- 
sponding distances than the carload rates on the aggregates found 
reasonable in said report for application from points in Alabama, South 
Carolina and Tennessee to destinations in Georgia. 


In that proceeding, with Commissioners Splawn and Ma- 
haffie dissenting, the Commission found intrastate rates in 
Georgia on aggregates, in carloads, not shown to be unjustly 
discriminatory, but found to cause undue preference and ad- 
vantage of persons and localities in intrastate commerce and 
undue prejudice and disadvantage to persons and localities in 
interstate commerce. A nonprejudicial rate relation between 
carload rates for intrastate application in Georgia, and car- 
load rates found reasonable for application from points in Ala- 
bama, South Carolina, and Tennessee to destinations in Georgia, 
was prescribed. 

The order said Alabama Asphaltic Limestone Co., by mo- 
tion, had prayed for entry of an order in accordance with the 
findings and conclusions in the Commission’s report. 

At the same time, the Commission denied a petition of the 
Georgia Public Service Commission for rehearing and recon- 
sideration. 


Schenley Motor Unit’s Status 


Whether operations of Schenley Distilleries Motor Divi- 
sion, Inc., a subsidiary of Schenley Distilleries Corporation, 
constitute private carriage or contract carriage is a question 
submitted to the Commission, with the request that the appli- 
cant be found to be a private carrier, in a brief on behalf of 
the applicant in -MC ‘103763, Sub. No. 1, Schenley Distilleries 
Motor Division, Inc., Contract Carrier Application. 


The applicant said that the sort of transportation “for 
compensation, under individual contracts” to which section 
203(a)(15) of the act applied meant the conduct of business 
in which the risk of profit or loss was assumed by the person 
conducting it under his own direction and for his sole benefit. 

“Here,” continued the brief, “there is no such thing in- 
volved. No matter what would be the form of internal ac- 
counting arrangements employed by this modern complex 
corporate commercial enterprise it will invariably be Schenley 
Distillers Corporation which not only owns and controls but 
manages Motor Division. . . . Here the degree of integration 
in respect to operations, the payment of bills and collection 
of income is about as complete as it could be short of single- 
ness of actual corporate identity. Motor Division, Inc., is 
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incapable of furnishing transportation ‘for compensation’ for 
anybody under arms-length ‘individual contracts’ for its own 
separate gain... .. 

“If a large corporation chooses to equip itself with a few 
trucks and thus put itself in position to make sales on a de- 
livered basis the circumstance that its open market competi- 
tion might (or might not) enable it to realize (if capable of 
separate computation) out of the truck operations a theoret- 
ical profit corresponding to about what some independent 
trucker for hire would make for doing the same haulage job 
would not convert a private manufacturing industry into a 
public transportation industry.” 

The applicant said it was acknowledged, without reser- 
vation, that if there were to be transported in its vehicles at 
any time property that, when so transported, did not belong 
to Schenley, “then, of course, some form of carriage ‘for hire’ 
would occur” and that, lacking a permit or a certificate un- 
der such circumstances, Schenley would be subject to prose- 
cution. That, it added, should be enough assurance that the 
status of private carriage would not be abused or tempt the 
Schenley interests to evade the law. 

The applicant said it had filed its application for a permit 
“out of an abundance of caution.” In the event the Com- 
mission found it to be a motor contract carrier, it added, the 
Commission could apply the Keystone case principle by limit- 
ing the haulage to certain commodities for a particular kind 
of shipper. It said that “to refine that principle enough to 
specify the kind of shipper as one which is wholly owned and 
managed by Schenley Distillers Corporation would not in- 
volve a departure from principle.” 


G. & F. MAIL RATES 


The Postmaster General has filed an answer in No. 9200, 
Railway Mail Pay, asking the Commission to deny the petition 
of Georgia & Florida Railroad for reopening, rehearing, recon- 
sideration, and reargument. The railroad asked an opportunity 
to offer the Commission a new “actual cost study” which, it 
said, would show that the pay received for carrying the mails 
od — short of operating cost (see Traffic World, 

eb. . 

The Postmaster General said the road’s compensation for 
carrying mail had been considered by the Commission on four 
separate occasions. The regularly and properly made joint 
cost study had been considered by the Commission and ac- 
cepted by it and by the Post Office Department and the car- 
rier as sufficient for its purpose, said he, and that there was 
now no ground for submission of the so-called “actual cost 
study” just now completed for 1931 and 1932 which, he added, 
“was not made in accordance with the accepted, standard prac- 
tice in this class of rate cases.” 


WESTERN RATE DIVISIONS 


Trustees of the Rock Island, the trustee of the Missouri 
Pacific, the trustees of the St. Louis-San Francisco, and the 
Missouri-Kansas-Texas have filed a petition with the Commis- 
sion in No. 15234, In the Matter of Divisions of Freight Rates 
in Western and Mountain-Pacific Territories, asking the Com- 
mission vacate and set aside its order of June 10, 1929, as 
amended, in that proceeding, insofar as the order prescribes 
divisions of joint rates on chatt between points on the lines of 
the petitioners. According to the petition, the Commission, act- 
ing on petitions filed by certain railroads in January and April, 
1937, vacated and set aside its order of June 10, 1929, insofar 
as it prescribed divisions of joint rates on chatt between points 
on the lines of the carriers parties to those petitions. The peti- 
tion now filed says that the trustees of the Rock Island were 
not parties to either of the petitions filed in 1937. It says that 
the parties to this new petition desire to establish ‘‘the same 
divisions of joint rates on chatt as are now in effect between 
the respondent carriers in the two territories named in the Com- 
mission’s order of January 27, 1937.” 

The petitioners said that about 90 per cent of the chatt 
movement here involved—in the tri-state ore field embracing 
parts of Oklahoma, Kansas and Missouri—was for track ballast 
and constituted company material for the destination lines. 


ENCINALS TRANSIT-STOP PLAN 
With the explanation, supported by letters from several 
shippers, that curtailment of the movement of canned goods 
for civilian consumption has created a demand for pool car 
shipments by many points that formerly received canned goods 
in carload lots, Encinal Terminals, of Alameda, Cal'f., has 
amended its application in FF-21, Encinal Terminals Freight 
Forwarder Application, so as to request authority for forward- 
ing of canned goods as a stop-in-transit lot for partial unload- 
ing between Alameda and Oakland, Calif., on the one hand, 

and all points in the United States, on the other. 


TRAFFIC WORLD 


“The institution of the rationing system on canned goods 
and the requirements of the military and lend-lease agencies 
for a large part of the canned goods output,” said the applicant, 
“has meant that the canned goods moving in the civilian trade 
has been in much smaller quantities than usual. As a result 
many points that formerly received merchandise in carload 
lots are highly desirous of moving their merchandise in pool 
cars. In order to serve these many points with the reduced 
volume available, it is necessary that stoppage in transit serv- 
ice as authorized by Office of Defense Transportation Order 
No. 18 be utilized. Many shippers have requested applicant to 
serve additional points other than those presently served and 
this can be done only by means of stoppage in transit service.” 


MORGAIN TARIFF PROTEST 

Chester Bowles, Price Administrator, on his own behalf and 
on behalf of the economic stabilization director, has asked the 
Commission to suspend the operation of Morgain Forwarding 
Co. Tariff I. C. C. FF-No. 5, supplement 8, effective February 
22. Morgain proposed to cancel its present commodity rates 
from New York, N. Y., and St. Louis, Mo., to Dallas, Tex., and 
permit the application of class rates, which would result in 
substantial. increases in many of Morgain’s charges, said the 
administrator. 

He said the present rates were under attack in No. 29039, 
Acme Fast Freight, Inc., et al. vs. Central Package Car Co., 
Waco, Tex., et al., and in No. 29039, Sub. 1, as a result of com- 
plaints filed by several nationally-known forwarding companies 
(see Traffic World, Oct. 30, p. 1094). He added that the pro- 
posed rates affected several hundred commodities that fell 
under a maximum price regulation of the Office of Price Ad- 
ministration. The fact that the respondent had made no attempt 
to increase present rates until they were attacked, indicated 
that they were compensatory, said the administrator. 


TRAFFIC AT TEXAS PORTS 

By an order in No. 17000, Rate Structure Investigation, 
Part 9, Livestock—Western District Rates, the Commission has 
denied the petition of southwestern respondent railroads for 
reconsideration of their petition dated September 1, 1943, and 
modification of the findings and order so as to permit the 
grouping or equalization of the ports of Houston, Galveston 
and Texas City, Tex. (See Traffic World, Jan. 29, p. 268). 


BOSTON & PROVIDENCE REORGANIZATION 
The Commission, division 4, by an order in Finance No. 
12131, Boston & Providence Railroad Corporation Reorganiza- 
tion, has denied the petition of Samuel M. Freeman, William 
G. Creamer, and William P. Sheffield, as Boston & Providence 
Railroad Corporation stockholders committees for leave to 


* intervene. 


LEE STEAMBOAT APPLICATION 


Robert E. Lee Steamboat Corporation, of Washington, 
D. C., has filed an application with the Commission in W-900, 
asking authority to continue in operation as a common carrier 
of passengers, over regular routes, in the season between May 
and September, inclusive, between Richmond, Norfolk, Hamp- 
ton, —— Comfort and Newport News, Va., and Washing- 
ton, D.C. 


B. & H. TEMPORARY WATER AUTHORITY 


By an order in W-191, Babbidge & Holt, Inc., Temporary 
Authority Application, the Commission, division 4, has author- 
ized Babbidge & Holt to operate as a common carrier by non- 
self-propelled vessels with the use of separate towing vessels 
for 180 days from February 8, in the transportation of com- 
modities generally between ports and points along the Colum- 
bia River from its mouth to its confluence with the Wilamette 
River, and along the Wilamette River from this confluence to 
and including Portland, Ore. 


VEGETABLE OIL RATES ADJUSTMENT 

The Commission, by an order in I. & S. No. 5280, Vegetable 
Oils in W. T. L. and Illinois, has extended the period of sus- 
pension of certain schedules as published in supplement No. 33 
to Chicago & North Western Railway Co.’s tariff I. C. C. No. 
10951, and others, from February 14 to August 15. Originally 
the Commission suspended the schedules for’ 30 days, from 
January 15, following an offer by the War Food Administra- 
tion to attempt an adjustment of the matters in dispute (see 
Traffic World, Jan. 22, p. 205). The involved schedules pro- 
posed to increase rates on soybean oil, corn oil, and other 
vegetable oils within western trunk-line and Illino’s territories, 
and were suspended on protest of A. E. Staley Manufacturing 
Co. and the Iowa State Commerce Commission. 

At the War Food Administration it was said that a meet- 
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ing had been arranged earlier in the month at Memphis, with 
representatives of the government, the cottonseed oil interests 
and the soybean oil interests in attendance. A tentative agree- 
ment had been reached on all but one matter, it was said, and 
that W. F. A. had asked for the further suspension in order 
to make a further attempt to reach an agreement. The soy 
bean interests, it was said, had refused to withdraw their peti- 
tions ‘for suspension, alleging that some rates had been in- 
creased that were not with'n the scope of the Commiss‘on’s 
order in No. 28553, National Cottonseed Products Association, 
Inc., vs. Atlanta, Birmingham & Coast Railroad Co. et al., 256 
I. C. C. 89. In that proceeding the Commission, dividing six to 
four in a report on rehearing, reversed in part its findings in 
the prior report 248 I C. C. 127, to find undue preference to 
shippers of soybean and corn oil, as compared with rates on 
cottonseed oil (see Traffic World, Aug. 28, p. 467). The sus- 
pended schedules were published in compliance with the order 
in that proceeding. 

The Commission has also postponed until August 15 the 
effective date of its order in No. 28553. 


ST. J. & L. C. NOTES 


The Commission, division 4, by a supplemental order in 
Finance No. 6675, St. Johnsbury & Lake Champlain Ra lroad 
Co. Notes, has modified its order of January 23, 1928, 138 
I. C. C. 97, so as to limit the amount of promissory notes that 
might be issued thereunder to $195,000. The order said the 
railroad had represented that only $195,000 of the notes author- 
ized had been issued and that the remaining $105,000 would 
not be issued. 


FORWARDER TARIFF PROTEST 


The Commission has refused to suspend various provisions 
of supplement No. 11 to I. C. C. FF-1, issued by Mutual D‘s- 
tributing, Inc., and Agent A. R. Fowler’s FF-I. C. C. No. 1, 
both effective February 15. The schedules were protested by 
Middlewest Motor Freight Bureau, which said they contained 
proposed reduced class rates were unjust and unreasonable, 
and in violation of section 404 of the interstate commerce. act 
(see Traffic World, Feb. 12, p. 388). 


Cc. & N. W. REORGANIZATION 


The Commission, division 4, has approved as reasonable a 
maximum compensation of $30,000 a year to be paid to Claude 
A. Roth as trustee of the property of the North Western, be- 
ginning January 28, 1944. The approval was embod'‘ed in an 
order in Finance No. 10881, Chicago & North Western Railway 
Co. Reorganization. 


SHORT-HAUL CASE 


On consideration of the pendency of a suit in the federal 
court for the Maryland d'strict, involving the validity of the 
Commission’s decision of March 18, 1943, in No. 28647, D. A. 
Stickell & Sons, Inc. vs. Alton Railroad Co. et al., the Com- 
mission, by Commissioner Porter, has postponed its order to 
become effective April 17, on not less than 30 days’ notice, 
instead of March 17, on the same notice. 


In the involved proceeding, the Commission, divis‘on 2, pre- 
scribed through routes from Chicago, Ill., St. Louis, Mo., East 
St. Louis, and Cairo, Ill., to destinations on the Pennsylvania 
Railroad Co. east of York, Pa., and Fulton Junction (Balti- 
more) Md., and between New York, N. Y., and Cape Charles, 
Va., inclusive, and the Pennsylvania and 12 other ral carriers 
filed suit in the Maryland court to have the order set aside (see 
Traffic World, Nov. 13, p. 1195). 


ELKINS ACT INDICTMENT DISMISSED 


A federal jury in the district court for the eastern district 
of Wisconsin, at Milwaukee, February 11, acquitted the Connor 
Lumber and Land Company and A. J. Ford, an employe, of 
Laona, Wis., of violating the Elkins act, as charged in a 
2-count indictment returned by a federal grand jury in Octo- 
ber, 1941 (see Traffic World, Oct. 11, 1941, p. 912). The in- 
dictment charged the defendants with soliciting. acceptinz, and 
receiving concessions in violation of section 1 of the act, by 
fraudulently tendering shipments of wood flour under the 
description of sawdust, thereby obtaining a lower rate on 
var‘ous shinments. The indictment alleged that savines of $22 
to $55 a shipment were unlawfully obtained by the defendants 
by false billing. Adolph E. Solie, Madison, Wis., and John 
. Burchmore, Chicago, represented the defendants at the trial, 
Which lasted from February 8 to 11. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Tenth Circuit.) The published 
tariff providing that when carrier furnishes a closed car longer 
than that ordered, minimum weight shall be that fixed for 
car ordered except when “loading capacity” of car is used 
minimum weight shall be that fixed for car furnished does 
not use quoted words as meaning full loading capacity, ‘“‘ca- 
pacity” meaning size, space or compass, and hence shipper 
which loaded more cotton linters into cars furnished than 
could have been loaded into cars ordered, but did not fill the 
cars to full capacity, was liable for freight on full minimum 
weight of cars furn'shed. (Atchison, T. & S. F. Ry. Co. vs. 
Guthrie Cotton Oil Co., 139 Fed. Rep. 2d 10). 





(Circuit Court of Appeals, Fifth Circuit.) The Circuit 
Court of Appeals in action to recover additional freight charges, 
was rot bound by decision of Interstate Commerce Commission, 
United States Maritime Commission or Texas Court of Civil 
Appeals, relating to an applicable freight rate under tariff 
schedules. 

Applicable freight rate under tariff schedules cannot be 
waived and must be collected by carrier. 

Where shipments originated at shipper’s warehouse in 
Houston and were moved to carrier’s dock in Houston over 
house or side tracks, shipper was not entitled to tariff rate 
provided for shipments “moving via rail lires to * * * * Hous- 
ton” from points in Louisiana and Texas, since that rate only 
applied where shipments originated outside of Houston. 

Mistake of carrier in quoting to shipper an inapplicable 
tariff rate was not a defense to shipper in action for under- 
charges, since all shippers must pay the applicable rate. 

Where shipments originating at Houston were made under 
cheaper proportional tariff rate applying to shipments to and 
through Houston from other po‘nts, in carrier’s suit for under- 
charges, shipper was not entitled to defend on ground of al- 
leged misrouting by carrier, on theory that shipper would have 
originated shipments elsewhere had it known that the lower 
rate was not applicable, since shipment could only be made 
under the rate applying to Houston. (Standard Rice Co. vs. 
Southern Pac. Co., Fed. Rep. 2d 93). 





(Supreme Court of Texas.) Where motor carrier’s suit to 
recover undercharges from freight forwarder was predicated 
on theory that freight forwarder was not entitled to file tariffs 
and participate in joint rates with carrier on basis of which 
shipments had been made, federal statute, adopted after insti- 
tution of suit, granting immunity to freight forwarders from 
liability for past acts and omissions precluded recovery by 
carrier. Interstate Commerce Act, Secs. 216(c), 217(a b), 401 
et seq., and Sec. 419, 49 U. S. C. A. Secs. 316(c), 317(a, b), 
1001 et seq.. and Sec. 1019. 

Generally, a right of action given by a statute may be 
taken away at any time, even after it has accrued and pro- 
ceedings have been commerced to enforce it. 

If a statute giving a special remedy is repealéd without a 
saving clause in favor of pending suits, all suits must stop 
where the repeal finds them, and final relief cannot be granted 
thereafter, even if cause is pend’ng on appeal. 

Where a statute giving a snecial remedy is repealed with- 
out a saving clause in favor of pending suits, the repeal de- 
prives the court of jurisdiction of the subject matter. 

Generally, a statute should not be given retroactive effect 
unless such construction is required by explicit language or 
necessary implication. 

Provis‘on of federal statute regulating freight forwarders 
and granting immunity from liability for any act or omission 
prior to effective date of statute has a retroactive effect. Inter- 
state Commerce Act, Sec. 419. 49 U. S. C. A. Sec. 1019. 

The provisions of the Fifth Amendment may not be in- 
voked to obstruct a national policy which Congress has power 
to adont. U. S. C. A. Const. Amend. 5. 

The giving of retroactive effect to federal st»tutory provi- 
sion granting immunity from liability to freight forwarders 
for any act or omission prior to effective date of statute does 
not deny “due process of law” to motor carrier whose alleged 
right to recover undercharges from freight forwarder accrued 
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prior to adoption of such statute. Interstate Commerce Act, 
Secs. 217(b), 419, 49 U. S. C. A. Secs. 317(b), 1019; U. S.C. A. 
Const. Amend. 5. 

Right of motor carrier to recover undercharges from 
freight forwarder under statute making it obligatory on car- 
rier to collect full legal tariffs in effect at time of shipment 
was not a “vested right” within production of Fifth Amend- 
ment. Interstate Commerce Act, Sec. 217(b), 49 U. S. C. A. 
Sec. 317(b); U. S. C. A. Const. Amend. 5. 

A “vested right” protected by Fifth Amendment must 
be something more than a mere expectation based on ant ci- 
pated continuance of existing law, and it must become a title, 
legal or equitable, to present or future enjoyment of property, 
or to present or future enforcement of a demand or a legal 
exemption from the demand of another. U. S. C. A. Const. 
Amend. 5. (National Garloading Corporation vs. Phoenix-El 
Paso Express, 176 S. W. Rep. 2d 564). 


Motor Act Prosecutions 


(Digests of stateménts issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal couris, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Northern Texas district, Dallas division, at Dallas. Auto 
Convoy Co., of Dallas, Tex., was fined $1,000, and six of its 
drivers were fined a total of $300, Jan. 25, following their con- 
viction on charges of having violated the interstate commerce 
act. The corporation was charged with violating the Commis- 
sion’s safety rules by failing to require its drivers to maintain 
daily logs and by requiring its drivers to remain on duty for 
excessive hours a week. The carrier entered a plea of nolo con- 
tendere to the charges. The drivers, Arthur C. Jones, Earl H. 
Burgin, Elmer R. Lewis, Ellis N. Shirley, Loren W. Houtchens, 
and Wilbert C. Morris, all of Dallas, entered pleas of guilty to 
separate informations charging them with having prepared 
false logs, and each was fined $50. All fines were paid in full. 

Northern Indiana district. Buske Lines, Inc., of Litchfield, 
Ill., was fined $620 and costs after hav’ng entered a nolo con- 
tendere plea to an information charging the defendant with 
operating as a motor contract carrier of property in interstate 
commerce for compensation without a permit from the Com- 
mission authorizing the operations performed, and without hav- 
ing on file with the Commission and without having published 
a schedule containing applicable rates and charges for such 
transportation. The fine was paid in full. 


MOTOR SERVICE FOR RAILROAD 


In No. 70, Charles M. Thomson as Trustee of the Chicago 
& North Western Railway Co. vs. United States of America 
and Interstate Commerce Commission, the Supreme Court of 
the United States has granted a motion to substitute Claude A. 
Roth as trustee “in the place and stead of Charles M. Thom- 
son.” In its decision of January 17, 1944, in that case, involving 
the question of “grandfather” rights of the Chicago & North 
Western with respect to operations by motor carriers whose 
equipment the railroad used under terms of written contracts, 
the Supreme Court reversed the federal district court for the 
northern Illinois district and remanded the case to the district 
court (see Traffic World, Jan. 22, p. 215). 


TOLLS ON BRIDGES BETWEEN STATES 


The Supreme Court of the United States has denied a peti- 
tion for certiorari in No. 591, Cooperative Transit Co., Coop- 
erative Bus Co., and The Cooperative Bus Co., Petitioners vs. 
State Road Commission of West Virginia. In this proceeding, 
brought to the U. S. Supreme Court from the Supreme Court 
of Appeals of West Virginia, the petitioners, operators of street 
car lines and bus lines over bridges spanning the Ohio River 
between Wheeling, W. Va., and Ohio, challenged the authority 
of the state road commission to control the rates of toll on the 
interstate bridges now owned by the state of West Virginia, in 
view of the commerce clause of the Constitution, the general 
bridge act of 1906 and the interstate commerce act. 


ALTON REORGANIZATION 


The Louisiana and Missouri River Railroad Company, 
owner of that part of the Alton Ra‘lroad system between 
Louisiana, Mo., and Mexico, Mo., has filed a petition in the 
federal district court at Chicago asking for an order authoriz- 
ing it to “effect a reorganization in connection with, or as a 
part of, the plan of reorganization” of the Alton. It said the 
101-mile line was built in 1870, at which time it was leased 
for 1,000 years to the Chicago and Alton Railroad, predecessor 
in interest to the Alton Railroad. The Alton at present owned 
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nearly all of the leased line’s outstanding shares of common 
and preferred stock, the petition said. It said the leased line 
had debts under a mortgage dated August 1, 1870, which se- 
cured an issue of first mortgage bonds and guaranteed pre- 
ferred stock. It said the C. and A. had issued its own refund- 
ing mortgage bonds to pay off $1,785,000 of the L. and M. R. 
bonds that matured by August 1, 1900. The remainder of the 
L. and M. R. bonds had been converted to $329,000 of preferred 
stock, bearing 7 per cent interest annually, of which matured 
and unpaid installments at present amounted to $34,545, the 
petition said, adding that the line was without funds to meet 
its obligations and could not borrow funds. The petition said 
the line’s directors believed that a reorganization as part of 
the Alton would be the only practicable method of handling 
the line’s financial problems. The petition was filed by W. R. 
Galloway, president. 

There are two other short lines that constitute parts of 
the Alton system, both of which have filed similar petitions for 
reorganization in the court at Chicago. One is the Joliet and 
Chicago Railroad, owner of the line between Chicago and Joliet, 
Ill., and the other is the Kansas City, St. Louis and Chicago 
Railroad, owner of the line between Mexico, Mo., and Kansas 
City, Mo. 

_ Judge John P. Barnes set February 24 for hearing on the 
petition and appointment of a trustee or trustees of the line. 


SERVICE ORDER VIOLATION ALLEGED 

The Commission has been advised that a complaint was 
filed against each the Atlantic Coast Line Railroad Co., and the 
Southern Railway Co. in the federal district court at Charles- 
ton, S. C., charging violations of the Commission’s service 
order No. 68. 

Service order No. 68 suspended the operation of rules 24 
and 34 of Consolidated Freight Classification No. 14, as 
amended, as well as the operation of all provisions in all other 
tariffs permitting freight cars to be used for the shipment of 
carload freight, including live stock, otherwise than subject to 
the established carload minimum weight. It was the first serv- 
ice order issued by the Commission following the entry of the 
United States into the present war. 

“In a “memorandum for the press,” Secretary Bartels, of 
the Commission, said the shipments involved in the complaints 
were carloads of imported manganese ore transported from 
Charleston to Gary, Ind. The complaints alleged that the car- 
riers, in disregard and violation of service order No. 68 at 
Charleston, had assessed freight charges for the transportation 
of the ore based on the actual weight of the shipments which 
was less than the carload minimum weight provided in the 
tariffs for the freight cars loaded, and permitted the freight 
cars to be used for the transportation of freight at less than 
such carload minimum weight, the memorandum said. 


Cc. N. S. AND M. REORGANIZATION 


Counsel for the Reconstruction Finance Corporation have 
petitioned the federal district court at Chicago, in the Chicago, 
North Shore and Milwaukee reorganization case, to direct trus- 
tees of the company to pay at least one year’s interest on the 
debtor’s first mortgage and first and refunding mortgage bonds 
to public holders of the bonds, including the R. F. C. and others 
who hold such bonds as collateral. The trust estate has amassed 
ample funds to make such a payment, says the R. F. C. 

The finance corporation also asks that the court not permit 
the trustees to purchase for $1,329,000 rolling stock and equip- 
ment owned by the American National Bank and Trust Comn- 
pany, Chicago, successor trustee under three equipment trust 
indentures dated January, 1926; December 1, 1927, and Decem- 
ber 1, 1929. The railroad leases and operates 86 passenger and 
freight cars and 2 locomotives under the indentures. American 
National last year petitioned the court for permission to re- 
possess the cars or for an order directing the estate’s trustees to 
pay $1,960,000 claimed in principal and defaulted interest under 
the indentures (see Traffic World, Feb. 20, 1943, p. 418). Rail- 
road trustees recently requested permission to make a settle- 
ment with American National for $1,329,000, saying they be- 
lieved the claimant’s “position, apparently well taken, is that 
it has title to the equipment.” The R. F. C. says the claim 1s 
“unsecured, without priority for damages suffered by reason of 
any breach of contract” by the railroad company; that the pro- 
posed settlement price is unreasonably high; that such a pay- 
ment would constitute a partial reorganization in which one 
creditor would be paid off, at the expense of other creditors. 
But, it says, the trustees should be directed to pay a year's 
interest now on the publicly-held bonds, whether or not the 
court approves of the proposed purchase of the equipment. 

The R. F. C. holds approximately $2.000,000 of the road’s 
first and refunding mortgage bonds as collateral for a loan 
1932 of more than $1,000,000. 
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A. W. A. Wartime Meeting 


Record Attendance at American Warehousemen’s Association Meeting and War Conference Dis- 
cusses Current Problems—F. E. W. A. Set-Up Approval Announced—Eastman Speaks 


By Rosert J. Bayer 


Registrations at the fifty-third annual meeting and second 
@ wartime industry conference of the American Warehouse- 
men’s Association, at the Edgewater Beach Hotel, Chicago, 
February 16, 17 and 18, broke the record for the second suc- 
cessive year. At the close of the second day, it was reported 
that registrations were past the 400 mark. Sessions covering 
the three days lasted late in the afternoon and into the evening, 
and there was no program of entertainment, nor was there a 
program for ladies. 

For the most part, speakers were representatives of gov- 
ernment bureaus who, in one way or another, had dealings 
with the warehousing industry. These appeared at sessions of 
the wartime conference. Business meetings of the assoc ation 
and of its two divisions—the merchandise warehousing division 
and the National Association of Refrigerated Warehouses— 
were interspersed and held to brief sessions. 


Eastman the Keynoter 


The first address at the opening general session of the con- 
ference was by Director Eastman of the Office of Defense 
Transportation, on “Wartime Storage and Transportation.” 

He said that storage was a partner of transportation and 
that its function was to regulate the flow of distribution so 
that it might be “spread out and adjusted to the ability to con- 
sume.” Plans for handling the important problems of storage 
went back to the early days of the defense effort, long before 
the attack on Pearl Harbor, he said. When he inherited the 
problems, at the time of the creation of the Office of Defense 
Transportation, he said, he became convinced that “if the 
O.D.T. was to accomplish anything in the field of storage it 
would have to be done by salesmanship and leadership.” He 
was fortunate to get both in the person of L. M. Nicolson, the 
head of the O.D.T. division of storage, and the men with 
whom Mr. Nicolson had surrounded himself, he said. The di- 
vision began by making studies to determine what new storage 
facilities would be necessary and where they should be located. 
These studies helped government procurement agencies in 
scheduling the production of materials so as to “avoid undue 
need for storage,” he said. 


The value of the early planning was proved by the fact 
that “there has been no freight car detention because of the 
lack of suitable dry storage space,” and by the fact that there 
was at present no surplus of such space, “despite the fact 
that the government has, since Pearl Harbor, built storage 
facilities having a floor space of almost double the area of the 
total space operated by all the public merchandise warehouses 
of the country prior to the war.” Not as much could be said 
about refrigerated warehousing facilities, he continued. The 
trouble there was that the “shortage of critical materials 
needed for that type of construction made expansion impossi- 
ble,” he said, adding that that was the reason why there has 
been, at times, “rather acute shortages of refrigerated space 
in certain areas.” It has been necessary, he said, ‘“‘to be con- 
stantly on the alert to prevent the flow of perishable freight 


to any terminal area in excess of the refrigerated space avail- 
able for its accommodation.” 


He said the organization of Federal Emergency Warehouse 
Associations in 33 “important transit cities,’ making available 
to government agencies 41,000,000 square feet of floor space 
In 289 warehouses, had saved those agencies “a very large 
amount of time, manpower and expense.” The government was 
currently using about half of that space, he said. A revolving 
fund of $1,000,000 furnished by the Lend-Lease Administration 
for the lease of storage space had been instrumental in leasing 
about 1,000,000 square feet, he said and the fund was “still 
more than 90 per cent intact.” Altogether, he said, the asso- 
Ciations had made it possible for the government to avoid “the 
building of 10,000.000 square feet of warehouse space at a 
cost of $50,000,000.” 

The storage division, with the cooperation of the carriers 
and the shippers, had succeeded “in keeping the ports from 
becoming congested and in a sufficiently fluid condition to meet 
the fluctuating needs of overseas movement,” and had solved 
the problem of frustrated freight, he said. 

Storage, however, he pointed out, was only one of the re- 
sponsibilities of the O.D.T. He said that, although “our stock 
of transportation facilities at present. was on the whole less 


than it was when the war began,” those facilities had carried a 
load “beyond even the dreams of noraml times.” They had, 
he said, “surprised the expectations of the country” and even 
his own expectations. That load would be greater in coming 
months, he said, but he believed the increase would be ‘“‘com- 
paratively small.” His greatest anxiety was about truck 
transportation, he said, adding: 


Truck transportation is, I fear, in particular danger, not only from 
manpower shortage, but from shortages in vehicles and tires, and 
possibly in gasoline. The for-hire motor carriers are also, unlike every 
other form of for-hire transportation in the country, suffering from 
financial disabilities. Operating with aging, and sometime decrepit, 
trucks and trailers, the cost of »peration has mounted and the expense 
of maintenance has soared, and these effects have been magnified by 
widespread wage increases, labor scarcity, and the lower quality of 
much of the labor they have been able to get. You in the warehouse 
industry are, I know, both patrons and operators of trucks on large 
scales. As patrons of for-hire carriers, I hope you will be generous to 
them in their difficulties, especially their financial difficulties. The 
nation must not lose their services. There are no means of transporta- 
tion that it can afford to spare so long as war persists. As operators 
of trucks, I beseech you from the heart to do everything in your power 
to conserve their uge and operation. Assailed from every quarter, as 
they are, by serious shortages, only by extreme measures of conserva- 
tion can our trucks be kept rolling. 


Federal Emergency Warehouses 

A number of other speakers had things to say about the 
Federal Emergency Warehouse Associations. At the A. W. A. 
meeting a year ago there was great uncertainty about the legal 
status of those associations, under regulations of the Office of 
Price Administration. The associations operate under what is 
called the Kansas City plan. Local warehousemen make a pool 
of their space, usually ten per cent of the total controlled by 
the group, which they agree, under contract, to keep available 
to specified governmental agencies at a rental based on the 
average rates. The position taken by the O. P. A. a year ago 
was that such an arrangement would be illegal in cases where 
part of the pooled space had been charged for at less than the 


average in March, 1942. Several warehousemen, at the 1943 


meeting, expressed the decision that they intended to withdraw 
from the associations rather than to risk prosecution under the 
O. P. A. orders. In April, 1948, the O. P. A. granted temporary 
permits for the operation of the associations. The permits were 
extended from time to time, but were presently dated to expire 
with the end of February, it was pointed out. 

At the afternoon session, February 17, Spurgeon Avakian, 
of the Department of Justice, formerly with the O. P. A., for 
which he was speaking, announced that the O. P. A. had issued 
an order on that day approving the Federal Emergency Ware- 
house Associations’ average rate set-up, with the proviso that 
there be no increases in the originally agreed rates without 
O. P. A. approval. 

An earlier speaker, Major H. R. Pelligrino, chief, storage 
control section, office of the quartermaster general, U. S. Army, 
had spoken of the importance of the F. E. W. A. set-up to the 
Army, and had also described an alternative plan which he 
called the Cleveland plan, under which the War Department 
made individual contracts with warehouses not parties to 
F. E. > A. agreements and in areas where no such agreements 
existed. 


Mr. Avakaian said, that coincidental with the F. E. W. A: 


-order, the O. P. A. had issued another approving the Cleveland 


plan under rates to be held to those of March, 1942, as a maxi- 
mum on comparable commodities. Where new commodities 
were involved, he said, the order specified that rates might be 
fixed by agreement between the warehousemen and the War 
Department. 

Food Storage Problems 


Brig. Gen. Carl A. Hardigg, office of the quartermaster 
general, U. S. Army, spoke on the warehousing of Army food. 
He said the Army had not constructed and did not propose to 
construct food warehouses as long as there was suitable space in 
commercial warehouses. When the food began to move toward 
the armed forces, he said, it had to be taken care of by the 
Army itself, and the quantity was such—about 40,000,000 
pounds a day at present—that dry and cold storage space had 
to be constructed at several points. 

He said that the success of the anti-submarine campaign, 
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which insured more shipping space and faster shipping time, 
would operate to reduce somewhat the food storage space re- 
quired by the Army in the rest of 1944. Generally, he said, the 
Army was getting good cooperation from commercial ware- 
housemen, but there were a few “flies in the amber.” Among 
them, he mentioned the occasional storage of Army food in 
unsuitable space to its deterioration, particularly in canned 
goods, and the tendency in some warehouses so to store the 
goods that prompt shipment could not be obtained. He spoke 
at some length about the many advantages of boned beef over 
carcass beet, and said its use was a military advance compar- 
able with the ‘“‘jeep.” 

C. P. Austin, assistant chief, transportation and warehous- 
ing branch, office of distribution, War Food Administration, 
said that the food storage program had so far been successful, 
but that success had been possible only because of the whole- 
hearted cooperation of the A. W. A. and its officers. He spoke 
of the near crisis in the shortage of cooler space, which had 
been avoided by an order of the W. F. A. requiring the removal 
from cooler space of commodities that could be safely stored 
elsewhere and the abolition of the practice of reserving cooler 
space. The order had made available an extra 500,000,000 
square feet of cooler space for the storage of meat, he said. 


Manpower and Wages 


C. W. Hepler, chief of the regional division of placement, 
War Manpower Commission, Chicago, said the labor situation 
was getting tighter. He was not optimistic about the possibility 
of much relief from the hiring of additional women. Many 
women were already leaving jobs, he said. For every ten new 
women hired, eight were quitting their jobs, he pointed out. 
By the first of July, he said, the available labor supply would 
be further reduced by the drafting of 900,000 more men into 
the armed forces and by the need for 3,400,000 agricultural 
laborers. He pointed out that, so far as the new draftees were 
concerned, they would be taken increasingly from the ranks of 
the more experienced and more highly skilled. 

Col. George A. Irvin, regional field officer, Selective Service 
System, Chicago, said much the same thing about the 900.000 
added men to be drafted in the next four months. He outlined 
the steps warehousemen should take to seek deferment for key 
employes but warned that they would have to seek solutions for 
their problems in other quarters than in the exemption of men 
fit for military service. 

E. B. McNatt, regional wage stabilization director, Na- 
tional War Labor Board, Chicago, said that, although the so- 
called little steel formula still governed in wage increase 
moves, the President’s “hold the line” order introduced addi- 
tional restrictions. He described what he called the “bracket 
formula” on which wage increase applications were, in most 
cases, decided at present. That formula, he said, was based on 
the range between high and low “sound and going wage rates” 
paid for particular classes of work in each area. The high and 
low used in the formula were not absolute, he said, but were 
based on the “cluster theory,” which he explained as meaning 
that the factors were selected at levels where a considerable 
cluster of existing wage rates were presently paid. He said no 
adjustments were being made on the basis of wage inequalities, 
but that they were being based, where allowed, on inequities, 
adding that he didn’t know the difference, but that he knew 
the regional bodies were no longer allowed to use the word 
“inequality.” Wages could still bé raised on the ground that 
they were substandard, he said, although the level varied in 
the regions. In the Chicago region, he said, 50 cents an hour 
was considered the standard up to which substandard wages 
might be increased. 


Protection of Scarce Commodities 


C. D. Williams, chief, service and recording division, De- 
fense Supplies Corporation, spoke on the special necessity of 
warehouse protection for, valuable and scarce materials. He 
said the D. S. C. had set®up a special set of specifications for 
the storage and protection of such commodities and that, 
although it was not obligatory for warehousemen to live up to 
those specifications, it was hoped that they would serve as a 
“uniform guide” for storage practices. Many of these com- 
modities were unfamiliar to peace-time storage, he said, and 
were susceptible to damage of which some warehousemen were 
not aware. He mentioned possible spontaneous combustion in 
burlap bags caused by contact with vegetable oils; the caking 
of shellac stored too near steam pipes, and the contamination 
of food from juxtaposition with belladonna leaves. These con- 
ditions had caused the organization by the D. S. C. of an inspec- 
tion corps, he said, and he asked the warehousemen to regard 
those inspectors rather as being desirous = helping than of 
acting as policemen. 

Other Addresses 


There were several inspirational addresses. The first was 
by R. M. Hagen, general president of the A. W. A., at the 
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opening session, in which he urged the members of the asso- 
ciation, while bending their efforts toward winning the war, 
to give some consideration to post-war problems and the prob- 
lems of reconversion. 


Phil S. Hanna, former editor of the Chicago Journal of 
Commerce, speaking on “Reconversion or Reconvulsion,” said 
there would not be so much talk about labor shortages if labor 
wastages were abolished. Among such wastages he enumerated 
the continuation of useless services such as those of hotel 
doormen and elevator starters; stand-by services, and make- 
work and featherbed rules among railroad workers. 

He said the greatest hope for avoiding a post-war convul- 
sion was the American habit of thrift, the operation of which 
had piled up $100,000,000 in savings to tide over the uncertain 
conversion period. He estimated that there would only be a 
lag of from six to eight months in industry in reconversion and 
that the “stored up purchasing power” represented by those 
savings would bring about an era of “wonderful business,” 
always providing ‘the people in control don’t press their ad- 
vantage” 

Arthur H. Motley, publisher of the American Magazine, 
speaking on “It’s Up to You” at a luncheon session February 17, 
differed with Mr. Hanna on the significance of the $100,000,- 
000, in savings in the immediate post-war period. He said 
a survey had shown that only a small percentage of the hold- 
ers of those savings intended to spend them. The trouble was, 
he said, that industry had a way of planning on the basis of 
what they thought people ought to buy whereas the people 
bought only what they wanted There was no indication that 
there would be a great rush to buy a lot of things as soon as 
the war was over, he said. If industry really wanted to avoid 
a break-down, he said, it should not only be thinking about 
making a lot of wonderful things but should be thinking about 
how to persuade the people to buy them—that is, they should 
be planning selling efforts to parallel their production efforts. 
It would be best, he said, if industrial plans were based on the 
post-war income of the people rather than on their accumu- 
lated savings. 

The speaker at the annual dinner, at which 600 were in 
attendance, was Harold O. McLain, president, Railways Ice 
Company, Chicago. He said the business man, today, had 
three duties: First, and foremost to bend all his efforts and 
resources to the winning of the war; second, to see to it that 
the American form of government was preserved and that the 
rights and liberties, which had been abandoned because of war 
necessity, were restored as soon as possible after the war was 
over. Finally, he said, he should be working for the welfare of 
his own industry and business, and that he could best do so 
by paying some attention to the things that had to be done to 
a private enterprise acceptable in an altered post-war 
world. 


Business Sessions 


At the opening general session, General President Hagen 
appointed the following committees: 


Resolutions: Sidney A. Smith, Chicago, chairman; T. L. Hanson, 
Milwaukee, Wis.; J. D. Beeler, Evansville, Ind.; A. N. ‘Otis, New York; 
R. B. Collins, Chicago: George L. Gross, Duluth, Minn. 

Nominating: Valee O. Appel, Chicago, chairman; H. C. Herschman, 
St. Louis, Mo.; P. S. Stewart, Chattanooga, Tenn. ; V. D. Sullivan, 
Philadelphia, Pa.; C. C. Daniel, Kansas City, Mo.; B. F. Johnson, Los 
Angeles, Cal. 


R. H. Switzler, St. Louis, the association’s counsellor on 
the United States Chamber of Commerce, reported on the ac- 
tivity of the chamber, and there were brief reports from P. W. 
Frenzel, St. Paul, Minn., president of the merchandise division, 
and F. A. O’Hara, New York, president of the National Asso- 
ciation of Refrigerated Warehouses. Wilson V. Little, general 
secretary, reported that the total membership of the associa- 
tion was 705, a gain of 17 over a year ago. 

At the brief session of the merchandise division, late Feb- 
ruary 17, the following were placed in nomination for divisional 
officers, the elections to take place the following afternoon: 


For President, P. W. Frenzel, St. Paul, Minn.; vice-president, J. 
Leo Cooke, Jersey City, N. J.; treasurer, R. M. King, Syracuse, N. Y.; 
members of the executive committee, L. T. Howell, Philadelphia, Pa.; 
W. E. Fessenden, Los Angeles, Cal.; Frank M. Cole, Kansas City, Mo.; 
D. L. Tilly, New York; R. E. Abernathy, Dallas, Texas. 


The National Association of Refrigerated Warehouses also 
held a brief session at which President O’Hara spoke and there 
were reports from the secretary, W. M. O’Keefe, Washington, 
D. C., and the treasurer, C. A. Martin, Nashville, Tenn. A. N. 
Otis, New York, R. B. Collins, Chicago, and G. L. Gross, 
Duluth, Minn., were appointed to the divisional resolutions 
committee, and Vallee O. Appel, Chicago, was made chairman 
of the nominations committee. 
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February 19, 1944 


0. P. A. Storage Charge Ruling 


By amendment No. 44 to revised supplementary regula- 
tion No. 11 to the general maximum price regulation, effective 
as of February 1 but not announced until February 18, the 
Office of Price Administration has exempted from price control 
charges for the storage of property, other than cold storage 
and tank storage, for four federal agencies in 45 cities and the 
Port of New York. It said charges for these services when 
performed anywhere in the United States for the War Depart- 
ment had been exempted since April 10, 1943. Amendment No. 
44 continued that exemption and extended it to similar services 
performed for the Navy Department, Procurement Division of 
the Treasury Department and the United States Commercial 
Company, all agencies of the federal government, in the desig- 
nated 45 cities and the Port of New York. In its announcement 
the O. P. A. said: 


The purpose of the exemption is to enable these government 
agencies to purchase storage services under a group storage plan ad- 
ministered by Federal Emergency Warehouse Associations in the 
respective cities. 

These associations, sponsored by the Office of Defense Transpor- 
tation and the War Department, consist of warehousemen who have 
established in each of the cities a uniform schedule of rates and have 
undertaken to furnish storage services to Government agencies under 
a uniform contract. 

The uniform rates are substantially on the same level as the aver- 
age of March, 1942, rates. Under O. P. A. price control, maximum 
rates were the highest charges made in March, 1942. These rates dif- 
fered with each operator. The new schedule evens off the high and 
low rates of operators and produces uniformity without raising the 
general level of charges. 

As the new schedule of rates is in conformity with the stabilization 
program, and the government agencies declare it will facilitate the 
administration of their dry storage requirements, the requested exemp- 
tion has been granted. 

No increases above the prevailing schedule of rates will be sought 
without prior consultation with O. P. A. Representatives of the Office 
of Defense Transportation have assured O. P. A. that if and when it 
appears that any of the rates in the schedule are out of line with the 
average March, 1942, rates, steps will be taken at once to reduce them. 





























The places in which the exemption applies are: 


Atlanta, Ga.; Baltimore, Md.; Boston, Mass.; Buffalo, N. Y.; 
Charleston, W. .; Chattanooga, Tenn.; Chicago, Ill.; Cincinnati, 
Ohio; Corpus Christi, Texas; Dallas, Texas; Denver, Colo.; Des Moines, 
Iowa; Detroit, Mich.; Dubuque, Iowa; Evansville, Ind.; Fort Dodge, 
Iowa; Fort Worth, Texas; Grand Rapids, Mich.; Huntington, W. Va.; 
Indianapolis, Ind.; Jacksonville, Fla.; Kansas City, Mo.; Little Rock, 
Ark.; Los Angeles, Calif.; Louisville, Ky.; Memphis, Tenn.; Milwau- 
kee, Wis.; Minneapolis, Minn.; Nashville, Tenn.; New Orleans, La.; 
Norfolk, Va.; Oklahoma City, Okla.; Omaha, Neb.; Philadelphia, Pa.; 
Pittsburgh, Pa.; Port of New York, N. Y.; Pueblo, Colo.; Rochester, 
N. Y.; St. Louis, Mo.; St. Paul, Minn.; San Francisco, Calif.; Savannah, 
Ga.; Seattle, Wash.; Syracuse, N. Y.; Tampa, Fla., and Toledo, Ohio. 












PUBLIC WAREHOUSE STATISTICS 


J. C. Capt, director of the bureau of census of the Depart- 
ment of Commerce, in a compilation of statistics on public 
merchandise warehousing for December, 1943, as reported by 
700 firms, reported 1,983 merchandise warehouse buildings 
operated, with a total of 52,867,568 square feet of occupiable 
space intended for public warehousing of general merchandise, 
of which 45,339,425 square feet were reported as occupied. The 
percentage of space occupancy at the end of December, 1943, 
was reported as 85.9 per cent as compared with 85.3 per cent 
for November, according to the compilation. 















RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported total compensation paid in November, 1943, 
of $280,849,635, according to a compilation of wage statistics of 
those roads, statement M-300, prepared by the Commission’s 
Bureau of Transport Economics and Statistics. 

The employment of 1,361,147 as of the middle of the month 
was an increase of 44,235, or 3.36 per cent, over the number 
teported for November, 1942. The total number of hours paid 
for was 8.78 per cent greater and the total compensation was 
11.34 per cent greater in November, 1943, than in November, 
1942, and it was noted that to some extent the actual compensa- 
tion paid in November had reflected a higher wage level. A 
Comparison of the number of employes who received pay in the 
month with the total hours paid for, showed 212 hours an em- 
ploye in November, 1943, and 200 hours in November, 1942. 
Employes paid on an hourly basis in November, 1943, received 
bay for 31,799,495 hours of overtime, which was 12.31 per cent 
of the straight time paid for. The corresponding percentage for 
November, 1942, was 8.20. 

Compensation for “time paid for but not worked” for No- 
Vember, 1943, was reported as follows: Executives, officials, 
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and staff assistants, $54,256; professional, clerical, and general, 
$1,562,809; maintenance of way and structures, $369,868; main- 
tenance of equipment and stores, $1,298,641; transportation 
(other than train, engine, and yard), $433,907; and transporta- 
tion (yardmasters, switch tenders, and hostlers), $108,428. 

In the train and engine service, compensation for Novem- 
ber, 1943, was reported as follows: Straight time actually 
worked, $58,295,083; straight time paid for, $69,789,230; over- 
time paid for, $8,928,970; constructive allowances, $2,970,347; 
total, $81,688,547. Miles actually run totaled 554,673,128 and 
miles paid for but not run totaled 63,256,532. 


RAIL RETIREMENT LEGISLATION 


The House interstate commerce committee has ordered 
reported H. J. Res. 227, extending until June 30, 1945, from 
June 30, 1943, the period for acquisition by the Railroad Re- 
tirement Board of data needed by the board to establish serv- 
ice and compensation prior to January 1, 1937. 

Representative Sikes, of Florida, has introduced H. R. 4188, 
a bill to amend the railroad retirement act to extend annuities 


to employes totally and permanently disabled after fifteen years 
of service. 


RETIREMENT BOARD FIGURES 

Retirement benefit payments to railroad employes in De- 
cember, 1943, totaled $11,236,196, compared with $11,193,795 in 
the previous month, and $10,952,133 in December, 1942, the 
Railroad, Retirement Board says in its January report. The 
December payments included: Employe annuities, $9,306,879; 
pensions, $1,336,616; survivor annuities, $118,787; death-benefit 
annuities, $29,101; lump-sum death benefits, $444,810. To De- 
cember 31, 1943, receipts for the retirement account since the 
board began operations totaled $1,066,236,000, of which $754,- 
813,837 has been paid to beneficiaries, $310,000,000 is invested 
in federal treasury notes, and approximately $1,422,000 is in 
cash funds. 

The board reported that claims filed for unemployment 
insurance totaled 2,800 in December, compared with 2,100 in 
November. It said benefit payments paid totaled $37,917 to 
1,470 certified claimants in December, compared with payments 
of $39,960 to 1,510 certified claimants the previous month. It 
paid out $151,625 to claimants in December, 1942. Benefit pay- 
ments for first registration periods averaged $20.94, compared 
with $19.47 the previous month; payments for subsequent regis- 
tration periods averaged $26.14, compared with $28.60 the pre- 
vious month. 

The board’s employment service made 77,314 placements 
in December, compared with 38,322 the previous month. The 
November placements had set the record for the service, and 
the December placements totaled more than all placements 
made in the six-month period from July to December, 1942. 
Approximately 25,000 of the December placements were those 
of mail and baggage handlers. 


RAIL EMPLOYES AND WAR BONDS 


Response of railroad employes to an appeal from Secretary 
of the Treasury Morgenthau that they invest their recent 
retroactive pay increases in war bonds has been favorable, 
according to a statement issued by the Treasury Department. 
It said at least $205,000,000 in retroactive pay was involved. 
A number of railroads reported that compilation of retroactive 
pay would take some time but that indications were that 
employes were willing to invest as much as they could in war 
bonds. The railroads reported they were passing on the Sec- 
retary’s appeal to the employes. The Treasury reported a 
number of specific pledges. 


RAIL EMPLOYMENT STATISTICS 

Class I steam railroads, other than switching and terminal 
companies, had a total of 1,358,778 employes at the middle of 
January, 1944, an increase of 2.98 per cent over their total in 
January, 1943, and an increase of 0.57 per cent over their De- 
cember, 1943, total, according to a compilation issued by the 
Commission’s Bureau of Transport Economics and. Statistics. 

The tabulation showed a decrease of 0.64 per cent below 
the December, 1943, total of operating employes, other than 
those in train, engine and yard service, the January, 1944, total 
being 163,075. The January total of employes in train and 
engine service, 298,274, was 0.34 per cent below that of Decem- 
ber. The number of employes in maintenance of way and 
structures work in January, totaling 261,493, was 1.43 per cent 
above the December total, but 1.9 per cent below the total in 
January, 1943, according to the compilation. There was an 
increase of 1.42 per cent, compared with the December total, 
in the number of employes engaged in maintenance of equip- 


ment and stores, aggregating 379,502 in January, the tabulation 
showed. 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 





Traffie World and “Politics” 


Editor the Traffic World: 

I congratulate you on your editorial of February 5 entitled 
“Traffic World and ‘politics’.” 

It would seem that no justification would be necessary of 
the right and duty of any publication, industrial or otherwise, 
which is worth its salt, to make honest and forceful comments 
on matters of government and on individuals who constitute the 
government, whether high or low. However, we seem to have 
in this country quite a few citizens who do not recognize that 
right or duty, or who do not have the moral courage to exercise 
it. Probably that is the principal reason we have the kind of 
country we have now—namely, the wealthiest country in the 
world with a huge pile of governmental indebtedness to burden 
future generations caused by extravagant and wasteful ex- 
penditures, along with confusion in nearly every major branch 
of governmental activity. 

I recently read a rather silly letter in your publication from 
the traffic manager of some shoe manufacturing concern, and 
it seems clear to me that you have the right answer to this. 

V. E. Phelps, 
Assistant General Solicitor, 
Atlantic Coast Line R. R. Co. 
Wilmington, N. C., Feb. 11, 1944. 


The Southern Governors 


Editor The Traffic World: 

Referring to the letter of J. V. Norman, of Louisville, Ky., 
Traffic World, February 5: 

His statements that the southern governors are not seeking 
legislation at this time and the reference to the statement of 
Governor J. Melville Broughton that the southern governors 
were not in favor of any additional legislation at this time, are 
significant. 

Governor Prentiss Cooper, on returning from the con- 
ference of governors at Denver, Colorado, passed through 
Omaha and was invited to address the good fellowship com- 
mittee of the Omaha Chamber of Commerce. He accepted the 
invitation and made what I consider a very partisan and mis- 
leading address on the subject of uniform rates. At the close 
of his remarks he said he would be glad to answer any ques- 
tions, and he was asked what, in the event the Commission 
failed to grant the relief sought in Docket 28300, the southern 
governors intended to do. He replied, in substance, that they 
would then appeal to Congress. 

You may draw your own conclusions. 

Dana T. Smith, 
A. W. G. Counsel, Union Pacific. 

Omaha, Neb., Feb. 15, 1944. 


Political Rate-Making 


Editor the Traffic World: 

I have read with particular interest the article, “Political 
Rate Making,” »n page 337 of your February 5 issue and espe- 
cially Representative Kunkel’s comment beginning with ‘Mr. 
Wallace complains that the Interstate Commerce Commission 
never reviewed more than 1 per cent of the tariffs filed with it 
in any one year during the last 10 years. * * *” 

I think you will be interested in the following excerpt from 
the 57th annual report of the Interstate Commerce Commission, 
November 1, 1943: 


Subject to certain restrictions imposed by the Interstate Commerce 
Act itself, of which the requirements as to notice conformability with 
the long-and-short haul provisions of the act may be cited as examples, 
and subject to our general regulations as to tariff publication, and also 
subject to the limitations imposed by our outstanding orders affecting 
either the measure of rates or their relation, each ‘‘carrier is entitled 
to initiate rates and, in this connection, to adopt such policy of rate 
making as to it seems best.’’ (United States vs. Chicago, M., St. P. & 
Pac. R. Co., 294 U. S. 499, 506, quoting from United States vs. Illinois 


Central R. Co., 263 U. S. 515, which cited carlier decisions of the court 
to tris effect.) Because of the restrictions upon the freedom of the 
carriers in making effective their rate policies, whether imposed by 
statute but remediable by our consent, or imposed by orders of ours 
which have the effect of statutes but which we may modify, in a great 
number of cases the carriers find it necessary to obtain our authority 
before making effective rate changes which they desire. Authority is 
not granted until investigation has been made as to the propriety of 
the request. Further, a great many changes in rates are directly re- 
quired by ov are the necessary consequence of our orders made after 
full hearing. Numerous rate changes are made as the result of informal 
negotiations with other federal authorities, or as the result of our own 
informal representations or recommendations. Analysis of the filings 
of tariffs in a recent year showed that approximately 40 per cent of the 
total number lodged in our Bureau of Traffic, and reported in our an- 
nual report for the year, stated rates which either had been required 
by us, or had received our formal approval as justified under the act, 
or the filing was permitted upon administrative consideration of the 
applications for special permission. A large number of the total num- 
ber of tariffs above reported as filed with us do not either affect the 
rate level or change any rate. 


J. C. McGohan, 
General Freight Agent, 
Baltimore, Md., Feb. 11, 1944. B. & ©. KR... Co. 


Bouquet for Burchmore 


Editor the Traffic World: 

I have read with interest your editorial on page 260 of the 
Traffic World of January 29th. 

It was a pleasure and, indeed, a privileke to hear Mr. 
Burchmore’s address to the Canadian Industrial Traffic League. 
When Mr. Burchmore first mentioned the matter of criticism 
I was momentarily concerned—as you apparently are—but it 
was only for an instant, for his true meaning was immediately 
made fully apparent to all, with vigor and clarity. None of his 
appreciative listeners could have any doubt as to what he 
wished to convey to us and of the breadth and soundness of 
his views. 

I join with you in your reference to Mr. Burchmore as a 
man of ability and standing. 

We in Canada are greatly indebted to the United States 
for the many thoughtful addresses we are receiving from men 
like Mr. Burchmore, who have so readily and graciously given 
of their time and culture to us and, in so doing, have made 
notable contribution to the strengthening of our cordial and 
important relationships. 

F. T. Parker, Manager, Traffic and Customs, 
Canadian Industries, Ltd. 
Montreal, Can., Feb. 11, 1944. 


Wallace on Rates 


In an address at Minneapolis, Minn., February 14, before 
a meeting sponsored by the Democratic, civic and labor groups 
of that city, Vice-President Wallace urged correction of what he 
said were freight rate inequalities in order to have ‘“develop- 
ment of balanced regional economies.” His remarks with re- 
spect to freight rates follow: 


The people of the middle west, the south, and the far west have 
long known that their markets have been confined by high and dis- 
criminatory transportation charges. The middle west has, moreover, 
been placed at an added disadvantage since the Panama Canal reduced 
the cost of transportation from coast to coast. The inter-coast water 
rate is less than the rate by rail from the central United States to any 
seaport. As a result of these handicaps, the middle west has not only 
been unable to develop new industries but has actually lost industries 
to regions more favorably located with respect to transportation 
charges. 

The people of this region were unwilling to accept this trend; they 
determined to do something about it. A group of your outstanding 
citizens turned to the development of the upper Mississippi River to 
secure the lew-cost transportation so essential to agriculture and the 
development of industry. They recognized that the upper Mississippi, 
as a part ot a great trunk system of inland waterways, would afford 
low-cost transportation to and from important markets throughout the 
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Mississippi-Ohio basins, and would, through an all-water route to the 
Gulf of Mexico, give access to the three coasts. The people of this 
region owe much to that courageous group for spearheading the battle 
to free this great area—as large as Great Britain, France, Germany, 
and Italy combined—from those vested interests which sought to main- 
tain the status quo. This group was singularly successful in creating 
a vnited front between the south and the west. It was wise in joining 
forces with the south to complete the Mississippi waterway system 
under the vigorous leadership of President Roosevelt. Unfortunately, 
the railroads and allied interests have thus far succeeded in blocking 
the St. Lawrence seaway, long advocated by President Roosevelt. 

The middle west, like other sections of the country, still depends 
largely upon rail transportation for the movement of manufactured 
goods. Hence, the freight-rate structure which handicaps the middle 
west, the south and the far west must be corrected if these great regions 
are to develop as part of a progressive national economy. I, therefore, 
urge you to follow the course adopted by your leaders in the develop- 
ment of the Mississippi; join hands with the south and far west in re- 
moving high and discriminatory freight rates. 

The battle for low-cost transportation over our inland waterways 
and highways has been without permanent victory. The railroad inter- 
ests have seemingly forgotten the elementary fact that before they can 
prosper the country must prosper, that a more prosperous people will 
benefit the railroads. Their policy has been one of controlling and sup- 
pressing competition. Having failed to stop the construction of our 
navigable rivers, they now seek to restrict their use. As Secretary of 
Agriculture, I joined with the then Secretary of War and the Chair- 
man of the Maritime Commission in opposing the transportation act of 
1940. Our fears as to its destructive effects have been realized. 

Private rate bureaus and rate-making conferences have been estab- 
lished in all fields of public transportation, and aided by the minimum 
rate orders of the Interstate Commerce Commission, they have elim- 
inated all competition in rates and perpetuated high and discriminatory 
rates ggainst the west and south. Recently I addressed the Southern 
Governors’ Conference on this subject, and urged that this private rate- 
making machinery be stripped of its power to continue its monopolistic 
pricing of transportation services and that the Interstate Commerce 
Commission should protect the public interest in accordance with the 
direction of Congress. I hope that the middle-western and far-western 
governors will join the southern governors in a constructive program 


to remove existing discriminations against the middle west, the far 
west and the south. 


Roosevelts and Rates 


Rail rate tariff experts are puzzled over statements at- 
tributed to President Roosevelt and similar statements made by 
Mrs. Roosevelt in her syndicated daily newspaper column to 
the effect that the Roosevelts had to pay higher charges on 
shipments made by them or members of their family from 
Texas to the north than they had to pay from the north to 
Texas. Inapplicable rates must have been applied to the north- 
bound shipments in question, in the opinion of the experts. 

President Roosevelt, who has indicated at various times 
that he concurs in the view that the south is discriminated 
against in the matter of freight rates, recently was said to have 
told congressmen calling on him that a few years ago he had 
shipped a box of trinkets to his son Elliott at Fort Worth, Tex., 
by express, at a cost of about $3.50, but that Elliott did not 
want the trinkets and returned them to Hyde Park and that 


the express charge was about $6.50, though the distance in each 
instance was the same. 


With the foregoing statement in mind and after checking 
express tariffs, an express rate tariff expert said: 


Except where commodity express rates are established for valid 
reasons, express rates are on a block system and are the same in either 
direction. Commodity express rates are established the same as freight 
rates—where there is a heavy movement from production point to 
market. Special packaged citrus fruit rates are made on citrus fruit 
from Florida to all points in the United States. While there are some 
instances where commodity rates apply in both directions, generally 
they are ‘‘from and to’’—that is, rates applying in one direction only. 

There have not been and are not commodity rates on jewelry, not 
even from such points as New York and Chicago, so that there could 
have been no commodity rate to apply from Hyde Park to Fort Worth, 
or in the other direction. 

There must have been an error somewhere. With a valuation 
charge of 10 cents for $100, the valuation charge on the package com- 
ing back from Fort Worth would have had to run up to about $3,000 
in order to account for the additional $3 express charge. 


Mrs. Roosevelt’s Statement 


Mrs. Roosevelt said she was about to order some grape- 
fruit which she obtained each year from the Rio Grande Valley, 
but that she would pay more freight on the shipment than she 
did for the grapefruit. She also said she could send a package 
of equal weight to her daughter-in-law in Texas and pay less 
freight than her daughter-in-law paid in sending her (Mrs. 
Roosevelt) an identical package. Mrs. Roosevelt said she puz- 
zled about these things every year and that they never seemed 
quite right and wondered who was to blame. 

A check was made by rate experts with respect to Mrs. 
Roosevelt’s statements. It was stated by them that freight 
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rates from Fort Worth to Washington were not higher than 
those from Washington to Fort Worth; that the rate on the 
same article, moving in the same quantity, was the same in both 
directions.: Freight rates on grapefruit from the Rio Grande 
Valley to Washington, it was stated, were not more than the 
price of the fruit in the valley but were much less. As com- 
pared with retail prices of the fruit in Washington, freight 
rates were a still smaller fraction of the total, it was stated. 


NATIONAL RATE CONFERENCE 


A. H. Schwietert, traffic director of the Chicago Associa- 
tion of Commerce, has sent a letter to T. M. Henderson, execu- 
tive secretary, Southern Traffic League, Nashville, Tenn., re- 
plying to the recent letter received from Mr. Henderson, which 
criticized the selection of the name of the National Freight 
Rate Conference. Mr. Henderson, addressing his letter to Mr. 
Schwietert as chairman of the conference, said the conference 
should not have used the word “national” in choosing its name 
because the conference was composed exclusively of interests 
located in Official Territory (see Traffic World, Jan. 29, p. 
292). 

Mr. Schwietert writes that, though he attended the recent 
organizational meeting of the conference at Indianapolis, Ind., 
“I do not hold any official position in this organization and 
was only one of many persons present. . . . The organization 
is not limited to Official Classification Territory and any state 
may become a member, but regardless of any limitations the 
purpose is to deal with freight rates from a national and not 
a local or sectional viewpoint, therefore, the name ‘National 
Freight Rate Conference’ as nearly as possible describes the 
subject matter with which the conference intends to deal.” He 
says Mr. Henderson may have been “somewhat confused .. . 
due to the fact that I was appointed chairman of a special 
committee of the National Industrial Traffic League to oppose 
statutory rate-making.” 

Mr. Schwietert says that “we are in apparent agreement 
on the subject of statutory rate-making, and I hope that you 
will continue actively to oppose the bills now pending in Con- 
gress.” He urges that the Southern Traffic League and its 
members seek to have southerh members of the Congress with- 
draw the pending bills. 


Railroads and Anti-Trust Laws 
William S. Halstead, president of the Halstead Traffic 


-Communications Corporation, of New York City, a witness 


before the war mobilization subcommittee of the Senate military 
affairs committee in a hearing relative to charges that the rail- 
roads had “repressed” technological developments in the rail- 
road industry (see Traffic World, Feb. 12), said that radio com- 
munications equipment for use in control of main-line traffic 
was still in a developmental stage, that successful tests of radio 
control of switching yard traffic had been made, and that there 
was “no problem in getting the cooperation of some railroads 


in testing the equipment when we get it ready for main-line 
work.” 


Radio traffic control equipment had been placed in opera- 
tion, he said, in several army ordnance plants, including the 
ordnance plant at Kingsbury, Ind. He pointed out that cars 
carrying high explosives were moved at the ordnance plants. 
Experimental radio equipment for direction of switching yard 
operations had been installed on the Chicago & Northwestern in 
September, 1940, he said. This equipment, he added, was instru- 
mental in speeding up yard operations, enabling a switch engine 
to perform in, in three minutes, work that otherwise required 
20 minutes. He explained that the installation on the C. & N. W. 


was of a “test” nature, for the purpose of “trying out new 
techniques.” 


Discussing the “wired wireless” method of radio communi- 
cation, designed for use on railroads, Mr. Halstead said this 
was a method of impressing high-frequency signals on existing 
conductors, such as wayside telephone or telegraph wires, or 
on rails, provided the rails were “bonded” as they were in 
mines. 

Asked whether the engineer of one train could talk to the 
engineer of another train with the use of the contemplated 
rail-radio equipment, Mr. Halstead said that that was “entirely 
possible.” He said such two-way equipment was now in use in 
the mobile services of the army. Rain or fog did not affect it, 
he said. However, he continued, the radio equipment would 
not take the place of the existing block signal systems, but 
would supplement such systems, with a view to greater safety 
of operation. Eventually radio would be coordinated with the 
signal systems, he predicted. 

One of the problems of the railroads today, he said, was the 
prevention of head-end collisions, in cases in which the engineer 









































































































































































































































































































































































































































TRAFFIC WORLD Feb: 


No. 404 didn’t waste a minute getting on the 
job. Less than a day after the giant 5,400-horse- 
power diesel locomotive was delivered to Great 
Northern it was speeding westward with a heavy 


tonnage freight train. 


Several of these powerful, streamlined power 


plants now are hauling heavier freights faster 


over Great Northern’s Rocky Mountain territory. 


There will be more like No. 404 on the job before 


long, supplementing steam and electric motive 


power ° 


Dependable motive power makes possible Great 


Northern’s reputation for dependability. 
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No. 404 symbolizes a constant effort to improve—one of the many things which make Great Northern great 
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of the second section of a train did not know what happened 
to the first sectidn. Mr. Halstead said his. organization had 
developed a system under which, in emergencies of that kind, 
an automatic pulse signal would be sent out and picked up by 
all trains and by the nearest wayside station in the area, as a 
warning that there had been a derailment or other mishap 

One of the reasons for slowness of adoption of radio in 
the railroad fiéld, he said, was that the railroad industry had 
been “brought up in telephone and telegraph techniques.” 

Radio control in switching yards would become increasingly 
important as time went on and rolling stock began to wear out, 
said the witness. He said that records of the Interstate Com- 
merce Commission showed that about 30 per cent of freight 
train time in transit was spent in switching yards. In one army 
ordnance plant, he said, purchase of two additional locomotives 
had been made unnecessary because of the increased efficiency 
of the locomotives in service, with the use of radio traffic 
control equipment. He suggested that adoption of radio com- 
munications systems by railroads might help to attract passen- 
ger traffic, as telephones on the passenger trains would be 
available and as, according to his views, radio control would 
insure greater safety of train operation. 

Senator Kilgore, of West Virginia, chairman of the sub- 
committee, suggested that “the public” ought to contribute 
something” toward research designed to provide greater safety 
of operation of the railroads, because the public was heavily 
interested in successful operation of the roads. Mr. Halstead 
said the government should help to stimulate research in 
“equipment of this type.” Asked what interest the railroads 
had shown in the research work discussed by the witness, 
Mr. Halstead said they had shown “considerable interest in what 
we have been doing.” He added that his company had made 
no effort to sell equipment to the railroads. 

Questioned about prospective use of radio equipment for 
highway traffic control, Mr. Halstead said equipment had been 
developed to “bring red, green or amber signals into the car” 
when a motorist approached an intersection. When an auto- 
mobile neared a green traffic light, a steady, buzzing sound 
would be heard in the car; when the traffic light was red, a 
“pulse” signal would be heard in the car, he said. He sug- 
gested various other uses for the “pulse” signal for highway 
traffic control and safety promotion. 


I. C. C. and Rate Making 


Notwithstanding testimony by Director Eastman, of the 
Office of Defense Transportation, before the Senate interstate 
commerce committee, June 15, 1943, contradicting assertions 
that 99 per cent of the rates filed with the Commission were 
never reviewed by it, Wendell Berge, Assistant Attorney Gen- 
eral in charge of enforcement of anti-trust laws, testified De- 
cember 2, 1943, before a subcommittee of the House committee 
on appropriations, that: 


We are after several rate bureaus where competitors in the motor 
truck and rail field have gotten together and agreed upon rates that 
would be submitted to the Interstate Commerce Commission in tariffs. 
As the committee well knows, but the general public does not, the 
Interstate Commerce Commission does not actually fix rates except 
to a very, very limited extent. There will be, I suppose, thousands of 
tariffs filed that are not contested, and the railroad rates are not fixed 
in the sense that gas rates or water rates of a local utility are spe- 
cifically fixed by a regulatory commission; and the field is open for 
common carriers to violate the anti-trust laws, just as is true with 
unregulated business. 


Representative Rabaut, of Michigan, asked whether the 
Commission was not “supposed to make some rates.” 


“The Interstate Commerce Commission actually passes on 
a small percentage of the rates filed,” replied Mr. Berge. “I 
cannot state it with accuracy, and I do not like to make loose 
statements that might not stand up... . I cannot tell you the 
precise limits of their power, but they can review tariffs.” 

Mr. Berge’s testimony, heard in executive session of the 
appropriations subcommittee, was made public this week with 
the reporting of the appropriation bill covering the activities of 
the Department of Justice. 


In his testimony on proposed regulation of rate bureaus, 
Director Eastman said, in part: 


You have been told that 99 per cent of the rates filed with the 
Commission are never reviewed by it. . . . The fact that only a small 
percentage of tariff changes that are filed with the Commission are 
suspended for formal investigation does not warrant the conclusions 
which have been drawn from that fact. A large proportion of these 
changes are. of a purely routine nature. . .. Many others are in re- 
sponse, directly or indirectly, to decisions of the Commisison. Many 
others involve reductions in rates or are otherwise in favor of the 
shippers. . .. It ‘s also the fact that by far the greater part of the 
freight-rate structure has at one time or another been under Commis- 
sion review. The great majority of the rates charged are equal to or 
below those which have been prescribed by the Comission as maximum 
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reasonable rates, and conform io relations between commodities and 
species of traffic and between localities and sections of the country 
establishe the Commission after long and painstaking investigation. 






RATE BUREAU REGULATION HEARINGS 


airman Wheeler, of the Senate interstate commerce 
ommittee, has introduced a resolution asking the Senate to 
authorize the printing of 1,000 copies of the hearings of his 
committee on S. 942, providing for regulation of rate bureaus. 


Land Grant Rate Repeal 


A bill (H. R. 4184) providing for repeal of the part of 
subsection (a) of section 321 of Title III, part II, of the 
transportation act of 1940 that continued the application of 
reduced land-grant rates ‘on military and naval traffic was 
introduced in the House, February 15, by Representative 
Boren, of Oklahoma, a member of the House committee on 
interstate and foreign commerce. The act of 1940 repealed 
the provisions of law under which land-grant reduced rates ap- 
plied to government traffic with the exception as to military and 
naval traffic. The exempted traffic was not defined other- 
wise in the act and many disputes as to the applicability of 
land-grant reduced rates to “military and naval” traffic have 
developed, involving hundreds of millions of dollars. The 
government contends, for example, that material going into 
merchant ships being built by the Maritime Commission 
should move under the reduced land-grant rates while the 
railroads contend such traffic does not come within the scope 
of “military and naval traffic.” 

Mr. Boren’s bill would amend section 321 (a) to read as 
follows: 


Sec. 321. (a) Notwithstanding any other provision of law, but sub- 
ject to the provisions of sections 1 (7) and 22 of the interstate com- 
merce act, as amended, the full applicable commercial rates, fares, or 
charges shall be paid for transportation by any common carrier subject 
to such act of any persons or property for the United States, or on its 
behalf, and the rate determined oy the Interstate Commerce Commission 
as renzsonable therefor shall be paid for the transportation by railroad 
of the United States mail: Provided, however, that any carrier by rail- 
road and the United States may enter into contracts for the transporta- 
tion of the United States mail for less than such rate: Provided fur- 
ther, that section 3709, Revised Statutes (U. S. C., 1934 edition, title 
41, sec. 5), shall not hereafter be construed as requiring advertising 
for bids in connection with the procurement of transportation services 
when the services required can be procured from any common carrier 
lawfully operating in the territory where such services are to be per- 
formed. 


RAIL EMPLOYE COURTESY EDUCATION 


Passenger traffic officers for the western railroads, meeting 
at Chicago, February 16, agreed to set up a committee to work 
out a plan under which railroad employes could be educated 
to assist passengers courteously and more efficiently. H. W. 
Siddall, chairman, Trans-Continental and Western Passenger 
associations, who presided, said the committee members would 
be appointed within a few days. 


RAIL TRAFFIC OFFICERS TO MEET 


Chief traffic officials of the railroads will meet at Chicago 
March 1 and 2. Among the subjects to be considered will be 
the expiration of the present suspension of the Ex Parte 148 
rate increases and the question as to whether or not the rail- 
roads should take a position against the renewal of that sus- 
pension. A number of important matters having to do with 
rates on government traffic will also come under consideration 
at the meeting, it is understood. 


AIRCRAFT PRODUCTION 


In a statement containing the prediction that the indus- 
trial and military power of the United States and its allies 
would “bring the militarists of Germany and Japan to their 
certain defeat,” Charles E. Wilson, executive vice-chairman of 
the War Production Board, said that in November a single 
American aircraft company, employing more workers than the 
whole aircraft industry employed three years before, produced 
1,038 planes, one plane coming off the assembly line every 
fifteen minutes. Contrasting that production rate with pre-war 
plane production in this country, he said that in 1940 the Pa- 
cific coast aircraft companies built about 2,600 planes and by 
December of that year had 87,000 employes. 

“The ability of the American aircraft industry to produce 
more efficient combat aircraft types in greater numbers is 
gaining momentum,” he said. “While the total military plane 
acceptances were substantially the same in numbers in Janu- 
ary as in December, the weight of airframes products increased 
by 5.4 per cent; from 85,700,000 to 90,300,000 pounds.” 
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Air Transportation 





Air Certificate Applications 


U. N. Airships, Inc., of Washington, D. C., has asked the 
Civil Aeronautics Board for authority to engage in air trans- 
port operations, with the use of “rigid airships of approved 
conventional design, of 10,000,000 cubic foot capacity,” between 
Washington, D. C., on the one hand, and, on the other, Buenos 
Aires, Argentina; Calcutta, India; Moscow, U. S. S. R., and 
Brisbane, Australia. 

It was stated at the board that this application, docketed 
as No. 1306, was the first application before the board propos- 
ing the use of lighter-than-air craft. Intermediate points that 
the applicant would serve, according to the application, are: 
Rio de Janeiro, Brazil; Dakar, French West Africa; Capetown, 
Union of South Africa; Zanzibar, British East Africa; Glas- 
gow, Scotland; Los Angeles, Calif.; Honolulu, Hawaii; Chung- 
king, China, and Darwin, Australia. 

An application for authority to institute scheduled and 
non-scheduled transportation of passengers by light landplanes, 
seaplanes or helicopters over sightseeing routes within and into 
the Panama Canal Zone has been filed by Lieutenant Colonel 
John.C. L. Adams and Alberta E. S. Adams of Philadelphia, 
Pa. The application is docketed by the C. A. B. as No. 1304. 
Termini of the sightseeing routes proposed would be Cristobal 
and Balboa, Canal Zone. 

Other new applications and docket numbers assigned them 
are: 


No. 1301, Empire State Airlines, New York, N. Y.; scheduled trans- 
portation of passengers, mail and property over routes between New 
York City, on the one hand, and, on the other, Syracuse, Buffalo, and 
Jamestown, N. Y., serving specified intermediate points. 

No. 1302, South Suburban Safeway Lines, Inc., Harvey, II1.; sched- 
uled transportation of passengers, property and mail in local, feeder 
and pickup service, by helicopter or conventional type aircraft, over 
routes having as their termini the following cities: Chicago, Cairo, 
Danville, Rock Island, Centralia, Springfield, Ottawa and Jacksonville, 
Ill.; Cedar Rapids and Dubuque, Ia.; St.- Louis, Mo., and Milwaukee, 
Wis. 

No. 1303, John W. Foreman, Pocatello, Ida.; scheduled transporta- 
tion of passengers, mail and express between Chicago, Ill., and San 
Francisco, Calif.; Burns, Ore., and Seattle, Wash., and Pocatello, Ida., 
and Los Angeles, Calif., via specified interm2diate points. 

No. 1305, The Dayton Co., Minneapolis, Minn.; scheduled transpor- 
tation of persons and property by helicopter between Minneapolis, on 
the one hand, anda, on the other, Virginia and International Falls, Minn., 
Minot and Mandan, N. D., Mobridge, Rapid City and Mitchell, S. D., 
Sioux City, Des Moines, Ottumwa and Davenport, Ia., and Wausau, 
Wis., via specified intermediate points. 


INTERNATIONAL AIR TRANSPORT 


Representative Sheppard, of California, who said in the 
House that Leo Crowley, head of the Foreign Economic Ad- 
ministration, was a member of the board of directors of Pan 
American Airways (see Traffic World, Feb. 12) later read a 
letter from Mr. Crowley to the effect that the latter was 
elected a director in May, 1941, attended one meeting of the 
board at which he indicated his desire to resign and that he 
had resigned August 7, 1943, Mr. Sheppard said his informa- 
tion that Mr. Crowley was a director had been obtained ‘from 
a directory which is utilized by the banks and business people 
of this nation, which gives the record of men on the boards 
of directors of the corporations throughout the United States.” 


MONEY FOR AVIATION 


Appropriations of $33,884,000 for the Civil Aeronautics Ad- 
ministration and of $1,514,000 for the Civil Aeronautics Board, 
of the Department of Commerce, were recommended by the 
House committee on appropriations in the bill carrying money 
for the department for the fiscal year beginning July 1, reported 
to the House. 

The amount for the C. A. A. represents a cut of $7,676,800 
under the appropriation for the present fiscal year, while that 
for the C. A. B. represents an increase of $288,000, including 
$175,000 for war overtime pay. 

With respect to the C. A. A. cut, however, the committee 
said that in the appropriation for the present year there was 
an item of $9,907,890 appropriated in the first supplemental 
national defense appropriation act for the development of civil 
landing areas and that this was a non-recurring item which, 
when eliminated, reduced the cut to $1,059,900. 

The money for the C. A. A. is expended on establishment 
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of air navigation facilities, maintenance of such facilities, and 
enforcement of safety regulations. 

The committee said that the increase for the C. A. B. 
requirements of $113,000, apart from overtime pay, was, in the 
main, for a small number of positions in the economic bureau 
for new route analyses and other economic studies of potential 
traffic, operating costs, etc.; for a small number of positions in 
the economic bureau required to handle war contracts work 
for the army and to prepare special studies and reports re- 
quired by war agencies, and for the purpose of establishing a 
small office in Alaska it said was necessary for the economic 
regulation of air transportation in that territory. 


OPERATION OF AIRPORTS 


Senator Ellender, of Louisiana, has introduced S. 1723, a 
bill to provide temporarily for the operation by municipalities 
and other governmental units of airports abandoned or placed 
in a stand-by condition by the army or navy air forces. 


STOWAWAYS ON AIRCRAFT 


The House interstate commerce committee has ordered 
reported, without amendment, S. 1386, making it a misde- 
meanor to stow away on aircraft and prescribing penalties to 
be imposed on conviction of such misdemeanor. 


KANSAS CITY-DENVER AIR SERVICE 

The Civil Aeronautics Board has authorized inauguration 
of service by Continental Air Lines, Inc., on its route No. 60, 
between Kansas City, Mo., and Denver, Colo. In an order 
granting such authority, the board noted that the certificate 
issued by it to Continental in No. 2-401-B-4 and applications 
joined with that proceeding had contained a provision that the 
service should not be instituted until Continental had been 
notified by the board that operations on the route need no 
longer be delayed. The board said that delay of the inaugura- 
tion of service was no longer required by the national defense. 


SAN ANTONIO-DENVER AIR ROUTE 

Authority to extend its.air route No. 29, the northern 
terminus of which is Denver, Colo., from Hobbs, N. M., to San 
Antonio, Tex., via Midland, Big Spring and San Angelo, Tex., 
has been granted to Continental Air Lines, Inc., by the Civil 
Aeronautics Board. The board said, in its order granting such 
authority, that the national defense no longer required delay 
in the inauguration of service between Hobbs and San Antonio, 
as to which a certificate had been granted to Continental in 
No. 2-401-B-2 and applications joined with that proceeding. 


Foreign Trade Conference 


The annual Chicago World Trade Conference, sponsored 
by the Export Managers Club of Chicago and the Chicago As- 
sociation of Commerce, was held at the Hotel LaSalle Febru- 
ary 14. About 1,000 representatives of shipping companies, 
exporters and importers, banking companies, and federal agen- 
cies attended. 

Harry Salinger, vice-president, foreign commerce, of the 
association, and vice-president of the First National Bank of 
Chicago, was general chairman in charge of arrangements. He 
said the primary purpose of the conference was the stimula- 
tion of interest on post-war trade. He said government agen- 
cies must act as quickly as possible, after the war, to free 
“business from undue and unnecessary restraint.” This thought 
was voiced, also, by William S. Swingle, vice-president, Na- 
tional Foreign Trade Council, New York, and Frank J. Taylor, 
president, American Merchant Marine Institute, New York. 
Mr. Swingle said that federal lend-lease operations had created 
fear among business men that a method was “being built up 
which would be a ‘Frankenstein’ to devour foreign trade.” He 
urged that direct contact among individual buyers and sellers 
in various nations be reestablished as soon as possible, and 
that private industry and banking be allowed by the govern- 
ment to finance and handle post-war foreign trade. Mr. Taylor 
urged that the government relinquish some of its controls over 
exports and imports at the present time, if not inconsistent 
with the war effort. He said that the nation’s merchant marine 
industry sought to participate in overseas air transportation 
after the war, “in order to improve its services.” 

Philip Young, assistant to the administrator, Foreign Eco- 
nomic Administration, Washington, D. C., said the F. E. A. had 
every intention of relinquishing its authority over foreign trade 
at the earliest opportunity. He said the F. E. A. was foremost 
in the fight to increase American export trade but that that 
objective had to be subordinated to winning the war. 

Rudolf S. Hecht, chairman of the board, Hibernia National 
Bank, New Orleans, said that, after the war, Latin American 
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nations would be in an excellent financial condition and oppor- 
tunities for trade with those countries would be much greater 
than in the pre-war period. He said that this nation’s business 
concerns would benefit from the elimination of Japanese and 
German competition for that trade, but that increased compe- 
tition could be expected from Great Britain, for the British 
“will have to stimulate their exports to pay for the food and 
raw material they need and will surely move heaven and earth 
to reestablish themselves with all their old customers and gain 
as many new ones as possible.” He urged business and agri- 
cultural interest of the middle-west to turn to Africa and Latin 
America in their search for customers and to develop new 
export-import trade moving through the port of New Orleans. 

George E. Quisenberry, vice-president and editorial director, 
Business Publishers International Corporation, New York, also 
said that “remarkable” opportunities for foreign trade with 
Latin America were now developing. 

George F. Bauer, international traffic analyst, Air Cargo, 
Inc., New York, said that air cargo transport would permit 
“expansion of sales of many products into areas heretofore 
inaccessible in a truly economic manner.” He pointed to various 
savings, such as elimination of warehousing, of rehandling at 
ports, of possibilities of theft and the like, that could be made 
through use of planes for shipping. 

At a dinner meeting, Wayne Chatfield-Taylor, Under Sec- 
retary of Commerce, said it was probable that Chicago would 
become an important center of international air traffic after 
the war, because of its location on “logical” air routes and 
because of its importance in the middle-west industrial and 
agricultural region. Herbert H. Lehman, director general, 
United Nations Relief and Rehabilitation Administration, spoke 
on the administration’s activities. 


T. A. of A. Asks Transport Stady 


The transportation problem must be considered as a major 


post-war issue, says the Transportation Association of America 
in its monthly letter for February. Congress, it says, should 
establish machinery, “preferably through joint action of the 
House and Senate, to undertake a complete reappraisal of 
domestic transportation in the light of the experiences of the 
past twenty years.’ 

e country has no national transportation policy, it con- 
tinues, having developed a system of regulation “in piecemeal, 
patchwork fashion to alleviate emergency situations, to correct 
financial abuses—usually after they have occurred—and in no 
small measure to promote one form of transportation at the 
expense of another.” Transportation, it says, is “the only public 
service for which the design of regulation fails to adhere to 
some framework of basic principles dedicated to the orderly 
development of the industry under private ownership.” 

Transportation rates bear little relationship to the fluctua- 
tions in business or to the value of the investment, it Says, and 
rates generally have been “reduced when price levels in agri- 
culture and industry could have justified increases and have 
been advanced in periods of business depression.” The govern- 
ment agency which controls rates has no supervision over costs, 
it points out, wages being “fixed by legislative procedures wholly 
divorced from the regulation of rates.” The handling by the 
government of the railroad wage controversy of 1943, it says, 
‘is only one of the long series of errors in our national treat- 
ment of this major industry.” 

The present method of regulation, it says, results in ‘‘de- 
structive competition between modes of transportation” and 
gives little or no consideration to the relative efficiencies of the 
various types. It operates on the “fallacious theory that the way 
to keep rates down is to force all agencies into a fight to the 
death for the available traffic.”’ That kind of competition, it adds, 
encourages unnecessary capital expenditures and wasteful dupli- 
cated services which must be paid for out of rates, and it makes 
equality of regulation impossible. 

Although the law forbids discrimination and preference in 
rates, it says, Congress continues to make the government a 
preferred shipper by refusing to abolish land grant rates. The 
reduction in total revenue caused by those rates, it says, must 
be made up in the rates paid by private industry. This, it as- 
serts, “constitutes a hidden tax amounting to hundreds of mil- 
lions of dollars annually.” 

American industry does not want government ownership 
in transportation, neither does it want a regulated transporta- 
tion monopoly, says the letter. What it wants, it asserts, is com- 
petition under private ownership. It can have both under the 
principle of competitive transportation systems “each company 
being permitted and encouraged to furnish all types of facili- 
ties wherever economical to do so, each being accorded the use 
of the public domain on the same terms and conditions as pri- 
vate carriers.” That is the only solution the Transportation 
Association has been able to develop from its studies of the 
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transportation problem, it says. But, it adds, there may be a 
better one. If there is, it adds, “some one should present it, 
always bearing in mind that private capital, which depends on 


earning power, cannot compete with government capital which 
depends on taxing power.” 


PETTENGILL LEAVES TRANSPORTATION ASSOCIATION 


Samuel B. Pettengill has resigned as vice-president and 
general counsel of the Transportation Association of America, 
effective February 15. The association’s announcement of the 
resignation says he plans “‘to reenter other fields of activity.” 
Since his retirement from Congress some years ago, after serv- 
ing four terms as representative from Indiana, Mr. Pettengill 
has been in private practice as a lawyer in South Bend. He 
will continue to be available to the Transportation Association 
for occasional addresses and will continue as a member of the 
board of governors. 

The association also announced that it had appointed Ed- 
ward A. Moree to be its director of education, with headquar- 
ters at New York. Mr. Moree has been with the Economists’ 
National Committee on Monetary Policies and has been active 


in affairs promoting the advance of private enterprise in Ameri- 
can industry. 


Conn Asks Economic — a ! 


Declaring that there can be no solution of the transporta- 
tion problem that will preserve private ownership in the post- 
war period, if regulation continues to promote disastrous com- 
petitive war between modes of carriers, Donald D. Conn, execu- 
tive vice president of the Transportation Association of America, 
told the members of the Waukegan Chamber of Commerce and 
service clubs at a luncheon meeting Feb. 16 that “too many 
groups within the industry are more interested in their own 
autonomy than in applying economic reasoning to the trans- 
portation problem as a whole.” — 

“Transportation facilities afe tools,’ said he. “One con- 
tracting transportation company competing with another should 
be privileged to use any tool that will most efficiently and effec- 
tively do the job at the cheapest price to the buyer. The ship- 
per is interested in having the job done well. He cannot expect 
the maximum of service or the lowest rates if he supports a 
national attitude that keeps each form of transport in its 
separate legislative straight-jacket—tools of one denied to the 
other—regardless of how or where they could best be fitted 
in to accomplish the task at hand. 


“Many of our great manufacturing industries are produc- 
ing transportation facilities of all kinds. The same companies, 
through the principle of common ownership, manufacture auto- 
mobiles, trucks, Diesel engines for railroads, Diesel engines for 
boats—airplanes for the air. 


“Common ownership of all types of transportation facil- 
ities is the very backbone of our system of private transporta- 
tion—and private transportation is the controlling competitive 
influence upon common carrier transportation. Our large indus- 
tries own and operate fleets of trucks, boats on island water- 
ways, ships in inter-coastal service, private car lines on the 
railroads, and some own and operate pipe lines; each facility 
is used where it is less costly and more efficient, with the 
whole public as the beneficiary. 

“And yet we deny, or seriously restrict, this principle of 
common ownership in common carrier transportation. The fact 
is that we have no policy whatever in dealing with this industry. 
On the one hand, we are engaged in punitive and restrictive 
assault by enforcing anti-trust laws; on the other, we attempt 
to apply efficient regulation. 

“Is regulation so weak and meaningless that it must be 
supported by disastrous and wasteful application of the com- 
petitive principle which, in itself, destroys the very purpose 
of regulation? 

“The American public must resolve its attitude toward 
transportation before it is too late. If we continue the crazy- 
quilt of regulation which we are attempting now, we will drive 
this industry into government ownership in the post-war period; 
and this means that we will pass over to an already entrenched 
bureaucracy another 20 per cent of the invested capital of this 
country—a weapon that can be used to regiment all basic 
industry into a pattern of state socialism. 

“As a research and educational institution, the Transporta- 
tion Association seeks to determine the facts relative to. the 
issues involved in the problem and to suggest the principles 
of a long term national policy that will permit this industry 
to live as a profitable private enterprise. The association is 
concerned in the orderly development of all types of trans- 
portation facilities, each used in the particular sphere for which 
it is most economically adapted.” 
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e Reparation may be defined as repayment by carriers who 
have transported shipments and received revenues of the 
difference between the rates found by the Commission to be 
lawful and the rates provided for in the carriers’ tariffs at 
which the shipments were actually moved and on which the 
freight charges were paid. Reparation may be said to be a 
retroactive rate adjustment. To state it another way, repara- 
tion is the relation back of the rates found to have been lawful 
under the state or federal regulatory statutes and those that 
should have been charged on the shipments and the repayment 
of the difference between the rates paid and those that should 
have been paid in conformity with the law. 

Carriers subject to the reparation provisions of the inter- 
state commerce act may be ordered to revise their unlawful 
rates and charges. In cases where the carriers’ rates or charges 
are found by the Commission to be unjust and unreasonable 
or unduly discriminatory or preferential, in violation of the 
act, the Commission orders the rates and charges found to be 
unlawful replaced by lawful rates or charges. The carriers 
may then be ordered by the Commission to repay the parties 
entitled to receive such reparation payments, the difference 
between the higher rates or charges at which the shipments 
actually moved and the lower rates or charges found to be 
lawful, provided the Commission finds that such lower rates 
or charges were those that should lawfully have been charged 
at the times the shipments moved, and that reparation should 
be paid. 

Reparation is clearly distinguishable from overcharge 
claims. The latter arise from the collection of rates or charges 
greater than those provided for in legally applicable tariffs. 
Reparation is made for damages suffered by those who have 
borne freight charges based on rates that, though published in 
legal tariffs, are, subsequent to the movement of the goods, 
found by the Commission to be unreasonable. Awards of rep- 
aration directing the carriers to refund to the parties who have 
borne the charges the difference between the rates at which 
the goods moved and the rates found to be reasonable and 
subsequently published as the lawful rates, are made by order 
of the Commission. Reparation is, therefore, a special award 
of damages made to reimburse those who have borne freight 
charges found to have been unlawful. 

The complainants in reparation cases before the Commis- 
sion base their petitions or prayers for reparation on allega- 
tions that the rates and charges of which complaints are made 
are unjust, unreasonable, and discriminatory, in violation of 
the interstate commerce act. 





































Authority to Pay Reparation 


Carriers are not permitted voluntarily to readjust freight 
charges and pay reparation if the charges have been assessed 
in accordance with the provisions of lawful tariffs. The carriers 
must make application in the form prescribed by the Commis- 
sion for authority to pay reparation, even in cases where the 
carriers are willing to pay the damages sought.’ 

The admission by defendant railroads that the rates charged 
are unreasonable is not conclusive. The Commission stated, in 
Swift and Co. vs. C. and A. R. Co., that the willingness of the 
carriers to pay and of the shippers to receive reparation on 
certain traffic or under certain rates, could be approved only 
under a clear and decisive showing of facts that would lead 
the Commission to award the reparation in opposition to the 
carriers’ wishes, and under which it would also award repara- 
tion to all others who might have shipped in the same period 
under the same rates or under substantially similar circum- 
stances and conditions.*. The Commission has repeated this 
view in later cases.* 

The Commission, in the Swift case, to which reference has 
been made, has held that a private understanding as to the 
rate to be charged made prior to the shipments—the rate re- 
maining unchanged until after the shipments had been made— 





























1T,. C. C. General Rules of Practice before the Commission, Effective 
September 15, 1942. 

2 Swift and Co. vs. C. and A. R. Co. (16 I. C. C. 426), 1909. 

2See particularly: Pacific Elevator Co. vs. C. M. and St. P. R. 
Co. et al. (17 I. C. C. 8373), 1910; Chapin and Co. vs. C. I. and L. R. 
Co. et al. (38 I. C. C. 611), 1916; Sunderland Bros. Co. vs. C. B. and 
Q. R. Co. et al. (51 I. C. C. 21), 1918; Florida Dairies, Inc., vs. D. L. 
and W. R. Co. et al. (157 I. C. C. 271), 1929; and Ellanovitz vs. W. and 
L. E. R. Co. et al. (209 I. C. C. 203), 1935. 
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is improper as tending to establish a precedent for the “grossest 
discrimination and favoritism.’ 

It has held that reparation to a basis found reasonable in 
a former decision involving similar shipments may, however, 
be awarded on a stipulation of record.° 


Applications for Authority to Pay Reparation 


Applications by carriers for authority to pay damages for 
violations of the provisions of the interstate commerce act are 
placed by the Commission on a special docket. To each appli- 
cation is assigned a serial number. If the applications are 
granted by the Commission, orders to that effect are entered 
on the special docket. Complaints that contain prayers for 
reparation may be filed with the Commission either informally 
by letter or formally as prescribed in the General Rules of 
Practice before the Interstate Commerce Commission.° 

If the applications have not been made on informal com- 
plaints filed with the Commission, they must be filed within 
the statutory period for filing complaints or claims and are 
deemed to be the equivalent of informal complaints under the 
rules of practice of the Commission. Answers admitting the 
matters stated in the applications for reparation must be made 
by the carriers as a condition precedent to the entertainment 
of the applications by the Commission. 

If a carrier is unable to file application within the statutory 
period and the claim is not already protected from the running 
of the statute of limitations that would bar the action through 
limitation by the filing of an informal complaint, a statement 
setting forth the facts in the matter may be filed by the car- 
rier within the statutory period. Such statements are consid- 
ered by the Commission as equivalent to informal complaints 
filed on behalf of the shippers. As such, they are sufficient to 
stay the running of the statute of limitations. Statements may 
be filed by the carriers to stay the statute, but the claimants 
may do so only through filing informal complaints. 


Special Reparation on Informal Docket 


The Commission has held that reparation under informal 
proceedings will be authorized in instances where the tariff 
rates have been applied, on the filing of applications by the 
carrier or carriers that paticipated in the transportation of the 
traffic. These reparation applications must contain the admis- 
sion that the rates charged were unreasonable and must be 
supported by statements of the facts substantially showing 
that the charges demanded for the transportation services per- 
formed were excessive. It must be shown also that tariffs 
naming rates on the bases of which the adjustments are sought 
have been published within a reasonable time and that the 
adjusted rates have been made applicable to traffic moving 
over the routes the shipments moved. The orders of the Com- 
mission for refund because of reduction in rates or changed 
tariff regulations require the carriers to maintain the rates or 
regulations on the changed basis for at least one year after 
the effective dates of the Commission’s orders.’ 


In Riverside Mills vs. Georgia R. Co., the Commission held 
that an informal complaint showing the date of shipment, 
weight, and rate charged, coupled with an allegation that the 
rate was unreasonable, was sufficient presentation of a claim 
against an interstate common carrier, though, for reasons stated 
in the report, the complaint was dismissed and reparation was 
denied.® In an earlier case, Memphis Freight Bureau vs. St. L.- 
S. W. R. Co., the Commission held that this form of presenta- 
tion of claim was adequate in a case in which the rate was 
found to be unreasonable, and reparation was awarded.’ In 
the case of Crescent Lumber Co. vs. M. and O. R. Co. et al., 
the Commission found the charges unreasonable and awarded 
reparation to the extent of the difference between the charges 
paid and the charges that would have accrued had the rate 





(16 I. C. C. 426), 1909, supra; and Armour Car Lines vs. S. P. 
Co. (23 LC; C.. 461), IBM: 

5 See du Pont vs. Director General, N. Y. P. and N. R. Co. et al. 
(62 I. C.. C. 108), 1922: and (96 1. C.. C. 233), 1919. 

6 Interstate Commerce Commission, General Rules of Practice Be- 
fore the Commission, Effective September 15, 1942. 

7I. C. C. reparation orders. 

§ (20 I. C. C. 423), 1911; see also, Interstate Commerce Act, Part L 
Section 16. 

® (18 I..C. C. 67), 1910. 
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legally applicable been applied, with interest from date of pay- 
ment of the illegal charges.” 


Reparation Statements in Formal Procedure 


When reparation is found by the Commission to be due 
but the amount of reparation cannot be determined on the 
record in the proceeding, the complainants are required to file 
a statement showing the detailed data of the shipments on 
which reparation is claimed. A standard form for the prepara- 
tion of such statements is prescribed in the Commission’s Gen- 
eral Rules of Practice Before the Commission.” 

This form shows the following data pertaining to the ship- 
ments with respect to which reparation is requested:—1. Claim- 
ant’s name; 2. I. C. C. docket number; 3. Dates of shipments; 
4. Dates of deliveries or tenders of deliveries; 5. Dates of pay- 
ment of charges; 6. Car initials and numbers containing the 
shipments; 7. Points of origin; 8. Points of destination; 9. Full 
routes of the shipments; 10. Commodities shipped; 11. Weight 
of the shipments; 12. Rates paid; 13. Charges paid; 14. Correct 
rates; 15. Correct amounts that should have been paid; 16. 
Amounts of reparation due on the basis of the decision of the 
Commission in the proceeding. 

These items are certified as having been checked against 
the records of the carrier collecting the charges and found to 
be correct. The statements are signed by the auditor of the 
collecting carrier and concurred in by the defendant carrier 


by its auditor, if the collecting carrier was not a defendant in © 


the proceeding. 

Statements must not include any shipments not covered by 
the findings of the Commission or any shipments on which 
complaints were not filed with the Commission within the 
statutory period. The claimant, by the practitioner appearing 
on his behalf in the proceeding, is required to execute a cer- 
tificate that the statement includes claims only on shipments 
covered by the findings of the Commission in the described 
docket, and that it contains no claim for reparation previously 
filed with the Commission by or on behalf of the complainant, 
or, so far as the claimant knows, on behalf of any other person 
in any other proceedings, subject to any explained exceptions.” 

Appropriate changes in the references in the statement are 
made to vessel and voyage numbers if the statement is made 
with respect to shipments that moved via water carriers. 

The Appendix V or Rule 100 statements, together with the 
paid freight bills, or true copies of the bills, must be forwarded 
by the claimants to the carriers that collected the freight 
charges, to be checked and certified. The certificates must be 
signed by the auditors or general accounting officers of the 
collecting carriers and must cover all the points of information 
required to support the statements, as shown above. In cases 
where the carriers that have collected the freight charges are 
not defendants in the proceedings, the certificates must be con- 
curred in by the auditors or general accounting officers on 
behalf of the carriers defendant. 

Separate statements should be prepared to show the ship- 
ments moving over each route, if the movements have been 
made via several different routes. Each statement should be 
numbered separately, except that the General Rules of Prac- 
tice Before the Commission provide that shipments, the freight 
charges on which have been collected by the same carrier, may 
be included in a single statement. These shipments, again, 
must be grouped according to the routes.” 


The Commission considers orders for reparation on the 
formal docket only after statements so prepared and so certi- 
fied have been filed with it. The filing of Appendix V or Rule 
100 statements does not stop the running of the statute of lim- 
itations as to shipments not covered by the original or supple- 
mental complaints.” 


Discrepancies, duplications, or other errors in statements 
must be adjusted by the parties and correct statements agreed 
on by the parties must be submitted to the Commission. 


Statute of Limitations and Reparation 


Reparation awards are made in consideration of the special 
damage by those who have paid or borne the unlawful charges, 
by reason of unjust and unreasonable discrimination in viola- 
tion of the provisions of the interstate commerce act. The 
awards are subject to the limitations respecting claims imposed 
by the act. 


%* (20 I. C. C. 230), 1911. 

1 Form of Reparation Statement Under Rule 100, General Rules of 
Practice Before the Commission, Appendix No. 5. 

12 Certificate required in Reparation Statement under Rule 100, 
I. C. C. General Rules of Practice. 


13 General Rules of Practice Before the Commission, Rule 100. 
4 Tbid. 
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The act provides, in part, that, if the Commission deter- 
mines, after a hearing on a complaint filed, as provided for in 
the act that any party complainant is entitled to an award of 
damages for a violation of the act) it shall make an order 
directing the carrier to pay to the complainant the sum to 
which it finds the complainant is entitled on or before a day 
named in the order.” 


The interstate commerce act, as amended by the Wheeler- 
Lea act of 1940, provides that complainants against carriers 
subject to the act seeking recovery of damages not based on 
overcharges, must be filed with the Commission within two 
years from the time the causes of action accrue, except that, 
if a carrier subject to the act begins an action for the recovery 
of charges for the same transportation service or collects the 
charges without beginning an action at law on or before the 
expiration of the two year period, the period of limitation is 
extended to include ninety-days from the time the action is 
begun or charges collected by the carrier.“ Causes of action 
under this section of the interstate commerce act are deemed 
to accrue on delivery, or tender of delivery, of the property by 
the carrier.” 


If claims for reparation are not properly presented within 
the limits imposed by statute, the causes of action are barred 
and claims may not be presented after the period has elapsed. 


Rules in the Sloss-Sheffield Case 


The findings of the Commission with respect to the right 
to claim and to interest on reparation have been affirmed by 
the Supreme Court of the U. S., notably in Louisville and 
Nashville R. Co. vs. Sloss-Sheffield Steel and Iron Co.* Com- 
plaint was made to the Commission by the Sloss-Sheffield Steel 
and Iron Company, which operates blast furnaces in Alabama 
and Tennessee, to obtain reduction in rates on its product—pig 
iron. An order was entered by the Commission, June 1, 1914, 
directing a reduction of 35 cents a ton to be made in the rates. 
Later an order was entered finding that the effective rates had 
exceeded just and reasonable rates to the extent of 35 cents a 
ton during the period of two years prior to the filing of the 
original complaint. This case and the suits on the orders were 
before the Commission and the courts between 1913 and 1925.” 

The decision of the Supreme Court in this case contained 
two important features bearing on reparation claims: 1. The 
status of a consignor who has sold goods on a price including 
delivery at destination, and a consignee who has paid the 
freight charges and billed these charges back to the con- 
signor; 2. The basis for the determination of the amount of 
interest due on the freight charges paid in excess of the charges 
found to be just and reasonable. 


Who Is Entitled to Reparation? 


The Sloss-Sheffield decision decided the question of the 
right of a shipper to establish pecuniary loss and a claim to 
reparation when the consignee physically paid the freight 
charges at destination on goods sold on the basis of a price 
f.o.b. destination, when the charges paid by the consignee were 
credited to the latter, who remitted to the consignor the in- 
voice price, f.o.b. destination less freight charges. 

The Supreme Court stated, in the majority opinion deliv- 
ered by Justice Brandeis, that, when goods are sold f.o.b. des- 
tination, the seller ordinarily bears the freight and suffers from 
the excessive charges. He is the party entitled to sue for 
reparation for the damages he has suffered by reason of the 
excessive freight charges. When a seller enters a competitive 
market with a standard article, he must meet competitive 
offerings from other sources. The published freight rates from 
points of origin to competitive destinations are essentially parts 
of the sellers’ costs of production of goods sold on an f.o.b. des- 
tination basis. Excessive freight charges for the delivery of 
the finished articles affect the shippers on such basis as di- 
rectly as excessive charges on raw materials. The burden of 
the published freight rates rest on the consignor under the 
bill of lading contract, as well as under the contract of sale. 
The purchasers who pay the freight charges on such conditions 
of sale do so as agents of the sellers. The carriers do not know 
and are not required to ascertain the provisions of sales con- 
tracts, nor have the carriers any concern with the right or 
equities between the sellers and purchasers. The establishment 





15 Interstate Commerce Act, Part I, Section 16 (1); and Part III, 
Section 308 (f). 

16 Tbid Part I, Section 16, (3), (b) and (d). 

17 Ibid, Part I, Section 16, (3), (e). 

18 (269 U. S. 217), 1925. 

See (30 I. C. C. 507), 1914; (35 I. C. C. 460), 1915; (40 I. C. C. 
738), 1916; (46 I. C. C. 558), 1917; (51 I. C. C. 635), 1918, and (52 
i. C. C. Sie), 2000. 
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of this principle follows the decisions of the courts, and of the 
Commission in a number of earlier cases.” 


Interest on Reparation Awards 


It has been argued that interest should not be allowed 
prior to the date of the final award of reparation on the ground 
that there is no obligation to pay the sum claimed as repara- 
tion until the date the award of reparation is finally made. 
It is uncertain until that time whether any amount at all is 
payable by way of reparation. 

The Commission has consistently recognized the loss of 
interest on money paid as charges unlawfully collected as an 
element of the damages for which reparation must be made. 
Reparation awards of the Commission usually include orders 
to pay interest on the excess charges from the date the charges 
were paid to the date of settlement of claims. The U. S. Su- 
preme Court has affirmed this practice of the Commission.” 

In the Sloss-Sheffield decision, the Supreme Court stated 
that the practice of the Commission was in conformity with 
the general rules governing the allowance of interest. The 
wrong for which the statute renders the carrier liable is the 
exacting of payment of charges on the basis of an unlawful 
rate, not the. withholding of the excess charges unlawfully col- 
lected. “The mere fact that the validity of the claims is dis- 
puted and that the amount recoverable is uncertain, obviously 
does not bar the recovery of interest.” The decision confirmed 
the findings of the Commission with respect to whether or not 
interest should be included in the reparation award and the 
date from which interest was to be included.” 


Finding of the Commission Essential to Award of Reparation 


Meeker vs. Lehigh Valley Railroad Company: This was 
certiorari to the Circuit Court of Appeals for the Third Circuit 
to review its judgment reversing a judgment of the District 
Court for the plaintiff.“ The action was brought under section 
16, of the interstate commerce act, to recover from the Lehigh 
Valley Railroad Company damages alleged to have been sus- 
tained by a shipper and awarded by the Commission by reason 
of the company’s violation of sections 1 and 2, of the interstate 
commerce act, prohibiting unreasonable rates and unjust dis- 
crimination. 

The plaintiff, Henry W. Meeker, the surviving member of 
Meeker and Company, a copartnership, sued in that capacity. 
The firm was engaged in the anthracite coal trade in New 
York and was accustomed to purchase its coal at collieries in 
Pennsylvania, and to ship it over the defendant’s railroad to 
tidewater at Perth Amboy, N. J., and thence by vessel to New 
York. Two distinct claims were involved. The first covered 
shipments from: November 1, 1900, to August 1, 1901, and was 
grounded on a charge that the railroad company had unjustly 
and injuriously discriminated against Meeker and Company by 
giving to another extensive shipper of anthracite between the 
same points an indirect but substantial rebate on all shipments 
in the same period, and that, by reason of this rebate, the 
other shipper had obtained a contemporaneous service in all 
respects like that rendered for Meeker and Company at a less 
rate than was exacted from the latter. The second covered 
shipments from August 1, 1901, to July 17, 1907, and was based 
on the charge that the established rate paid by Meeker and 
Company in that period was excessive and unreasonable. 

On July 17, 1907, a complaint embodying both claims was 
presented to the Commission and, after full hearing, the Com- 
mission found that the charge of unjust discrimination was 
sustained by the evidence. It held that the claimant was en- 
titled to an award of reparation on both claims, and directed 
that further hearings be held to determine the amount of the 
reparation. 

In the first instance, the award amounted to $11,000, plus 
interest, and in the second, $58,000, plus interest. The Com- 
mission then ordered the Lehigh Valley to pay this amount of 
reparation to the plaintiff, which it refused to do. The plain- 
tiff then sued in the District Court and the trial resulted in 
a verdict for the plaintiff. Judgment was entered for the total 

amount awarded by the Commission, with costs, including an 
attorney’s fee. The Circuit Court reversed this opinion. 

The Supreme Court held, in an opinion delivered by Jus- 
tice Van Devanter, that the judgment of the Circuit Court of 





20>See Baker Mfg. Co. vs. C. and N. W. R. Co. et al. (21 I. C. C. 
605), 1911; Pennsylvania R. Co. vs. International Coal Mining Co. (230 
U. S. 184), 1913; Davis vs. Portland Seed Co. (264 U. S. 403), 1923; 
Southern Pacific Co. et al. vs. Darnell-Fanzer Lumber Co. et al. (245 
U. S. 531), 1918; and L. and N. R. Co. vs. Central I. and C. Co. (265 
U. S. 59), 1924. 

71 Meeker and Co. vs. Lehigh Valley R. Co. (236 U. S. 412), 1915; 
and (236 U. S. 434), 1915; and Mills vs. Lehigh Valley R. Co. (238 
U. S. 478), 1915. 

2 Arkadelphia Co. vs. St. L. S. W. Ry. (249 U. S. 134), 1919. 

3 (236 U. S. 412), 1915. 
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Appeals must be reversed and that of the District Court must 
be modified by eliminating the allowance of $10,000 as an 
attorney’s fee for services before the Commission, and affirmed 
the judgment of the lower court, except as so modified. 

Mills, etc. vs. Lehigh Valley R. Co.: This was error to 
the Circuit Court of Appeals for the Third Circuit, which had 
reversed judgment of the District Court for plaintiff in suit 
against the carrier for amount awarded by the Commission as 
reparation.” 

In 1906 and 1907, Naylor and Company were shippers of 
pyrites cinders over the lines of the defendant in error from 
Buffalo, N. Y., to points in New Jersey and Pennsylvania. The 
published rate was $2.00 a gross ton. On April 4, 1907, this 
shipper filed a complaint with the Commission alleging that the 
rate was excessive, unreasonable, and unjustly discriminatory. 
The complainant requested a lower rate and reparation. After 
hearing, the Commission found that the rate on iron pyrites 
cinders should not exceed the rates on iron ore of $1.45 a ton 
from Buffalo to points of destination to which the rate of $2.00 
a ton was assessed on pyrites cinders. The complainant’s 
prayer for reparation was refused. 

On May 8, 1909, Naylor and Company filed a petition for 
rehearing on the question of reparation alone, and the motion 
was granted. Additional evidence was taken and reparation 
was granted on shipments made within the period allowed by 
the statute of limitations. 

The trial court gave judgment for the amount of repara- 
tion found by the Commission and allowed also a sum for fee 
of plaintiff’s attorney in the case before the Commission. This 
judgment was reversed by the Circuit Court of Appeals. The 
Supreme Court, in reversing the judgment of the Circuit Court, 
overruled this allowance for attorney’s fees in the Commission 
proceeding. 

The Supreme Court, in the opinion delivered by Justice 
Hughes, held that, in a suit under section 16, of the interstate 
commerce act, a report of the Commission finding that the 
rate complained of was unreasonable and awarding a specified 
amount for reparation, was prima facie evidence of the damage 
sustained, though the evidential] or primary facts were not 
set forth.™ It held also that, where the Commission made an 
award to a shipper who had complained of an unreasonable 
and discriminatory rate, as reparation, it expressed such de- 
cision as a matter of ultimate fact, and, under the provisions 
of the interstate commerce act, the form of expression was not 
confined to a particular formula. 

The interstate commerce act does not allow any attorney’s 
fees for reparation proceeding before the Commission. Such 
fees are allowed only in an action in the courts based on the 
reparation award. 





% Mills, as surviving partner of Naylor and Co. vs. L. V. R. Co. 
(238 U. S. 473), 1915. 
2 Affirming Meeker and Co. vs. L. V. R. Co. (236 U. S. 412), 1915. 


RUBBER DIRECTOR ANNOUNCEMENTS 


Bradley Dewey, rubber director, has announced a new 
regulation providing for allocation and distribution of truck 
and bus tires, tractor and implement tires, and industrial 
tires, on a quarterly basis. He said the regulation governed 
the allocation of tires among official claimant agencies and 
provided for the control of tire-production and tire-shipment 
schedules to insure maximum planned output by the rubber 
industry. He said the allotment procedure had the effect of 
applying the principles of the War Production Board’s con- 
trolled materials plan to the production and distribution of 
the designated tires. Tires of the passenger-car type are not 
covered by the plan. 

Director Dewey also announced that $30,000,000 worth of 
improvements were to be made in plants producing synthetic 
rubber and its raw materials in 1944. Highest priorities had 
been granted to all of this scheduled construction and installa- 
tion, said he. 

Representative Edwin Arthur Hall of New York has in- 
troduced H. Res. 441 asking that Congress direct those in au- 
thority to find ways and means of establishing more facilities 
for the building of additional synthetic rubber plants for 
military and civilian use. The resolution said that the present 
natural rubber stocks and remaining stock pile of tires were 
rapidly diminishing, that it was estimated that 2,000,000 pri- 
vate automobiles were scrapped in 1943, and that another 
2,500,000 would be discarded in 1944 because of lack of tires. 


CONTROL OF EXPORTS AND IMPORTS 


The Foreign Economic Administration has issued its cur- 
rent export bulletins Nos. 146 and 147, containing regulations 
governing exports. 
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W. P. B. Allotments for Transport 


Continuation of the upward trend in allotment of con- 
trolled materials for domestic transportation was reflected in 
the Office of Defense Transportation’s announcement of the 
War Production Board’s allotment for the second quarter of 
1944. 

O. D. T. officials say that for the second quarter of 1944 
domestic transportation will receive a total of 1,812,000 tons of 
carbon steel, or 94.5 per cent of the 1,917,325 tons requested. 
This allotment constitutes the largest amount made available 
by the W. P. B. since the O. D. T. became the claimant agency 
for domestic transportation under the controlled materials plan 
early in 1943. For the first quarter of this year, the allotment 
was 1,538,645 tons. 

In making the allotment of carbon steel, the requirements 
committee of the W. P. B. also authorized proportionate 


amounts of alloy steel, copper and aluminum, said the O. D. T. 
and added: 


For the first time since the O. D. T. became the claimant agency 
for domestic transportation, the railroads will be allotted, during the 
second quarter, the full quantity of new rail which the O. D. T. re- 
quested, amounting to 550,000 short tons. Track accessories totaling 
291,500 tons were also authorized, plus a further allowance to the steel 


division of the W. P. B. for frogs, switches and other ‘‘B’’ products 
for track work. 


The O. D. T. requested materials to build 25,000 new freight cars 
and was granted materials for 18,500, which, according to the W. P. B., 
is the maximum <‘apacity available for car building for domestic trans- 
portetion during the third quarter. Third-quarter capacity must be 
taken into account in setting the second-quarter allotment it was 
pointed out, owing to the lead time required for production. 

Orders placed to date by the railroads for new freight cars fall far 
short of potential production during the third quarter. Unless the car- 
riers expedite additional orders, the materials and plant capacity avail- 
able for that quarter will not be fully utilized. The same considerations 
apply to subsequent quarters. 

Recognizing the increasingly critical situation in automotive re- 
placement parts, the W. P. B. granted the entire O. D. T. request of 
137,000 tons of carbon steel for this purpose, a 47 per cent increase 
over the 93,000 tons granted for the first quarter. While this increased 
allotment is expected to contribute materially to improving the general 
parts situation in the next few months, production difficulties on critical 
engine, transmission and axle parts are still being encountered. 

Materials requirements for local transport, motor transport and 
waterways were met practically in their entirety. 

In view of the fact that the total amount of carbon steel allotted 
te the Office of Defense Transportation for the second quarter was close 
to the amount requested, O. D. T. officials expressed the hope that all 
the materials allotted will be converted into finished products and 
slippages from production schedules eliminated. 


COAL TRANSPORTATION 


The Office of Defense Transportation has appealed to all 
receivers of coal to give special attention to the unloading of 
coal cars. 

Officials of the O. D. T.’s coal section called attention to 
the fact that sporadic shortages of coal cars were showing up 
on various railroads. They also pointed out that this condition 
was being aggravated by the present cold wave sweeping over 
most of the northern part of the United States. 

“Coal is in very great demand in all parts of the country,” 
the O. D. T. declared, ‘‘and the railroads will not be able to 
carry out fully their job of transporting coal unless all re- 


ceivers unload coal cars as fast as it is physically possible to 
do so.” 


0. D. T. APPOINTMENTS 


The Office of Defense Transportation has announced four 
changes in its rail-truck conservation section for the eastern- 
southern region, of which Charles B. Colpitts is director. Leon 
Leighton, of New York City, has been appointed assistant 
eastern-southern director, in which capacity he has been acting 
since the organization of the section in June, 1942; Charles B. 
Roeder, who has been district director at Philadelphia, has 
been promoted to the position of assistant eastern director, 
vacated by the appointment of Charles F. Caley as assistant 
director of the O. D. T.’s division of traffic movement; Leo V. 
Funk, of New York City, has been appointed district director 
in New York, with jurisdiction of New York state east of Buf- 
falo, northern New Jersey, and Connecticut; and J. Ralph Legg, 
of Chattanooga, Tenn., has been appointed district director at 
Washington, D. C., a new field office exercising jurisdiction 
over the states of Virginia eastern West Virginia, North Caro- 
lina, and Tennessee (excluding Memphis). 

Mr. Roeder will continue to make his headquarters in 
Philadelphia, but will have supervision over the entire terri- 
ag 5 east of Buffalo and Pittsburgh and north of Washington, 


Director Eastman, of the Office of Defense Transportation, 
has announced the promotion of Dr. G. Lloyd Wilson to the 
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position of chief consultant on rates for the O. D. T., to serve 
on Mr. Eastman’s personal staff as an advisor on rate matters, 

Dr. Wilson has served as director of O. D. T.’s division of 
rates since its creation in December, 1941. Prior to that time 
he was director of transportation of the Office of Price Admin- 
istration, and has served the U. S. Shipping Board Emergency 
Fleet Corporation, the Federal Coordinator of Transportation, 
the Federal Communications Commission and the National Re- 
sources Planning Board as a consultant on transportation mat- 
ters. He is professor of: transportation and public utilities at 
the University of Pennsylvania, vice-president of the Associated 
Traffic Clubs of America, and a. member of the bar of Inter- 
state Commerce Commission practitioners. 

It was said at O. D. T. that the appointment would relieve 
Dr. Wilson of certain administrative duties. He would continue 
to serve on a per diem basis, it was stated, being engaged only 
part of his time on O. D. T. work. 

At the same time the O. D. T. announced that John C. 
Howard had been appointed acting director of the division of 
rates, having served as assistant director of the division since 
August, 1942. Harry Wilson, who has been serving as assistant 
to the director, had been promoted to assistant director, the 
O. D. T. announced, and Victor I. Gruber had been promoted 


from senior rate analyst to assistant to the director of the 
division. 


Motor Conservation 


Cooperation of farmers and truck operators with the motor 
conservation program of the Office of Defense Transportation 
made it possible for approximately 1,600,000 trucks, most of 
which were farmer-owned, to handle at some stage of the 
journey about 98 per cent of 1943’s huge farm crop, according 
to the O. D. T. 

Industry transportation plans were credited with playing 
an important part in curtailing mileage in the distribution of 
farm products, with resultant savings of gasoline, replacement 
parts, tires and manpower, and the preservation of the vehicles 
themselves. 

As of February 1, 1944, the O. D. T. had approved 508 
committees under the dairy industry transportation program. 
These committees have submitted plans covering 148 m‘lksheds, 
with yearly savings of 37,274,551 truck miles, 205,010,031 tire 
miles, 3,727,456 gallons of gasoline, and 2,484,970 man-hours. 

The saving of more than 37,000,000 truck miles, the O. D. T. 
pointed out, was the equivalent of 500 new trucks, figuring the 
average life of a truck at 75,000 miles, while the saving of over 
205,000,000 tire miles equals 8,200 new tires, on the basis of the 
25,000-mile average life of a truck tire. 

The O. D. T. said that substantial additional progress could 
be made in this program, and that the farm vehicle section of 
the division of motor transport was now receiving a favorable 
reaction from the dairy industry to proposals for industry par- 
ticipation in hastening the study, development and formulation 
of policies, procedures, rules, programs, formulas and plans 
for transporting dairy products from farms to processors. Con- 
tinuing, it said: 

Other farm transportation programs are now in operation for the 
movement of live stock; cotton, cottonseed and cottonseed products; 
fresh fruits and vegetables; citrus fruits; poultry and poultry products. 

Although the O. D. T. has recommended that more trucks and 
trailers be provided this year for the movement of agricultural prod- 
ucts, it emphasized that farmers should not count on new vehicles, 
because the number available will be very limited. 

Each farmer should treat his present truck as if it were the last 
one he would be able to obtain for the duration of the war, the 
O. D. T. said. It urged every owner of a farm truck to adopt imme- 
diately, if he has not already done so, a sound program of preventive 


maintenance to conserve his vehicle carefully and keep it in good 
repair. 


The Office of Defense Transportation has issued motor con- 
servation orders as follows: Supp. order O. D. T. 3, Rev. 173, 
common carriers, coordinated operations between points in Ne- 
braska and Iowa; supp. order O. D. T. 3, Rev. 172, common 
carriers, coordinated operations between points in New Hamp- 
shire, Maine, and Massachusetts; supp. order O. D. T. 20A-66, 
67, 68, and 69, certain taxicab operators, coordinated operations 
in Hornell, N. Y., area, Stockton, Calif., area, Flint, Mich., 
area, and Memphis, Tenn., area, respectively. 


1943 RAIL CONSTRUCTION PROJECTS 
Railroads received approval from the Office of Defense 
Transportation and the War Production Board for the con- 
struction in 1943 of 3,629 projects that cost a total of $134,- 
968,171, the O. D. T. announced February 15. It said that the 
list of projects included signaling and centralized traffic con- 
trol, bridges, trestles and culverts; main tracks, yard, passing, 
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and other tracks; mechanical facilities (including fuel and 
water stations); freight and passenger station facilities; com- 
munication facilities; and miscellaneous. 

The breakdown of projects by classes of work and the 
number and cost of each class follows: 


Class of Work 


Number Total Cost 
Signaling, including centralized traffic control..... 247 $ 24,259,835 
mridges, Trestles ANd CUIVETES .......0600s% cewsesececs 395 16,298,255 
RTD AMUN ig ce nis ara sa issats pe Sieeln cia heb eee ae sce alle 54 19,990,209 
Ward, passing and other tracks... .......60..scsccsessees 808 37,891,628 
Mechanical facilities (including fuel and water,sta- 

EEE cv ocann Wea RO claw eu aielh esas bon sce eees sbaasaee 912 19,480,187 
Freight and passenger station facilities............ 223 4,581,346 
CRMAMAICRTION TACTICS oi.cc csc cc kcccccesecsees 82 1,046,848 
ENNIO 5 4 nvaha svi SGib aia eats a leis 6 atalaw hiss’ 908 11,419,863 

OO ance ho Gaaliemsh Kiegsk eaNeS chose aes 3,629 $134,968,171 


GRAIN. COMMITTEE MEETS 

The O. D. T.-I. C. C. Grain and Grain Products Transpor- 
tation Committee held a bi-monthly meeting at Chicago, Feb- 
ruary 16 and 17. C. A. Lahey, vice-president, Quaker Oats 
Company, presided. There was discussion of a number of 
items relating to efficiency and inefficiency in the use of freight 
cars for the transportation of grain and its products. Subjects 
included out-of-line haul transit arrangements in various 
regions; delay of. cars handled through brokers; run-by and 
set-back rules; demurrage charge changes. 

The committee adopted a resolution urging the O. D. T. to 
amend its general order No. 18-A to provide that loadings of 
grain and grain products be limited to the capacities marked 
on box cars. The order at present provides for minimum load-. 
ings equal to the marked or the near-maximum visible capac- 
ities. The action was taken following an investigation made 
by committee members since the last meeting, at which dis- 
cussion developed that cars were being delayed in transit 
when some railroads refused to accept from connecting lines 
cars loaded to more than the marked capacity weights (see 
Traffic World, Dec. 11, 1943, p. 1468). 


Petroleum Transportation 


The average daily movement of petroleum in rail tank cars 
to the east coast the week ended February 12 was 727,904 
barrels, as against 685,849 barrels the preceding week, accord- 
ing to reports received by the Petroleum Administration for 
War. 

Deputy Administrator Davies said, February 17, that the 
“Little Big Inch” pipeline was being filled with gasoline and 
heating oil, ihat the “‘head end” of the line had reached a point 
about 100 miles west of the Pennsylvania line, and that the 
oil was moving steadily at the rate of about 100,000 barrels a 
day. A total of 2,022,000 barrels had been put in the line so 
far, he said. Deliveries at the eastern seaboard via this pipeline 
were expected before the end of February, he added. He said 
that in the first two weeks of February the “Big Inch” pipeline 
had been pumping at the rate of 303,000 barrels a day. 

He stated that military demands for petroleum and its 
products were being met in full. Shortages had threatened 
civilian oil supplies in several areas of the east coast in the 
week ended February 12, but were averted successfully by 
“emergency measures,” he said. 

At the request of the Office of Defense Transportation, the 
War Production Board has granted a temporary priority on all 
tank-truck tractor applications approved by the O. D. T., the 
0. D. T. has announced. 

Under the new procedure, O. D. T. officials said. all tank- 
truck tractor applications approved in the current petroleum 
transportation emergency would be handled by the truck manu- 
facturers ahead of other truck applications. 

Director Eastman of the O. D. T., said the action was in 
accordance with the O. D. T.’s previously announced policy of 
doing everything possible to speed up the movement of oil to 
the armed forces, the east coast and elswhere. 


In a statement explaining the O. D. T.’s action, Mr. East- 
man said: 


Tark trucks form a very important part of the oil distribution sys- 
tem of this country and their number must be maintained if we are to 
transport enough oil to meet the demands of the armed forces, main- 
tain the civilian economy and keep homes warm. These trucks not only 
carry oil of all kinds from pipeline, waterway, and rail terminals, but 
they are the sole means of supplying many of the army and navy air- 
fields in all parts of the country. 

They form a vital link in the complex oil distribution system, and 
their great importance is demonstrated by the fact that should any large 
number of them be taken out of service due to lack of manpower, parts 
or tires, the war production of many industrial plants would come to a 
Stop and*training planes of the army and navy would cease to fly. 

Recently the problem of maintaining the tank truck fleet has caused 
us considerable concern. Inability of the operators to obtain new units 
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as needed has resulted in a general slowing down of the movement of 
oil by tank trucks. Many units still in operation have run far beyond 
their normal mileage limits. ~ 

This situation has become so serious in some parts of the country 
that oil is backing up at the terminals and the armed forces are not 
getting all of their requirements, because there are not enough tank 
trucks to handle the business. 

It was because of this situation that we have felt it necessary to 
give all tank-truck applications processed by the O. D. T. for the time 
being a priority over all other trucks. The action is of a temporary 
nature and has been taken to meet a serious emergency in the trans- 
portation of oil. 

We are fully aware that other types of truck operators are in dire 
need of new equipment, and we hope that the increased allocation dur- 
ing 1944 will enable many of them to replace their present units. How- 
ever, it must be berne in mind that unless the country’s tank trucks 
continue to operate, other trucks, airplanes and industries dependent 
upon them will not be able to function. 





Rail Equipment Inquiry 


Reduction of the number of American grain cars diverted 
to Canada, for transportation of feed wheat into the United 
States, to 100 a day, as announced February 11 by Senator 
Reed, of Kansas (see Traffic World, Feb. 12, p. 406) would be 
in effect for 30 days, and at the end of that time the number 
of cars so diverted would be increased to the former daily total 
of 200, it was stated at the car service division of the Associa- 
tion of American Railroads. The reduction had been made 
effective February 13, it was stated. 

Senator Reed, on February 15, made public a letter he had 
sent the preceding day to Director Eastman, containing the in- 
formation that he (Senator Reed) planned to be away from 
Washington from February 15 until about March 15 and that 
if, on the latter date, the American railroads were still being 
required to divert empty grain cars to Canadian railroads, the 
Commission would be asked to exercise its jurisdiction and con- 
trol over car service. 

“It is our opinion,” he said, “that the final authority rests 
with the I. C. C. to determine the reasonableness of these serv- 
ice orders. 

“If the situation is not otherwise cleared up, upon my re- 
turn, I shall take all the legislative steps available to reach it.” 

In beginning the six-page letter, Senator Reed acknowl- 
edged receipt of information from Director Eastman about ‘a 
new program for the diversion of empty grain cars by Amer- 
ican railroads, from the movement of grain within the United 
States, in order to move 40,000,000 bushels of wheat from 
Saskatchewan Province in Canada to points in the United 
States, including Duluth, Minnesota.” 

Senator Reed said it had been “alleged”? that the Com: 
modity Credit Corporation would purchase that quantity of 
wheat in Canada, but that that agency had given the Senate 
interstate commerce committee “so many varying and contra- 
dictory statements that the committee has never been able to 
get a clear picture of the actual situation.” He said the com- 
mittee had been unable to find out the actual amounts of grain 
owned by the C. C. C. and now in the United States, how much 
wheat so owned was of milling grades, and how much was suit- 
able only for feed. No full understanding of the situation was 
possible without such information, he said. 

“TI had hoped that this matter would be in some satisfactory 
shape before leaving,” he said. ‘Apparently that is impossible.” 


Johnson’s Views Endorsed 


Senator Reed said the statement of the situation that Com- 
missioner Johnson had made in his letter to War Mobilization 
Director Byrnes (see Traffic World, Feb. 12, p. 405) was “un- 
answerable as to law, equity, and facts.” Continuing, Senator 
Reed said, in part: 

I have had, as you know, perhaps the most extensive experience of 
any citizen 2f the United States not in the employ of the railroads, in 
the movement of grain crops, particularly out of the winter wheat belt, 
the principal producing states which are Kansas, Nebraska, Oklahoma, 
Colorado, and the Pan Handle of Texas. Stating it in my own way, I 
support Colonel Johnson with this affirmation: 

An efficient and proper use of inadequate transportation facilities 
for the movement of grain products that grain most conveniently 
located for movement shall be given preference over grain located in 
distant areas and requiring more transportation facilities, power, cars, 
car days, car miles, et cetera. No other policy is susceptible of accep- 
tance by anyone. Even Mr. Upson, ‘“‘transportation expert’’ of the 
W. F. A., with his admitted lack vf familiarity with transportation or 
with grain, concurred of record in this view. 

But, still. the W. F. A. has persisted in demanding, more or less 
with your acquiescence, an illogical, ineffective and unsatisfactory use 
of transportation facilities to the detriment of the American grain pro- 
ducers and the American grain interests. This insistence has been a 
most outrageous perversion of authcrity. 


Senator Reed said the C. C. C. had stated that at the end 
of 1943 it had under its control or ownership 137,000,000 bushels 
of wheat, including 32,000,000 bushels stored in bins on the 
farms in the grain belt states. He asked “why in Heaven’s 
name” no effort was made by the W. F. A. or the C. C. C. to 
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move this grain into feed consumption channels “instead of 
insisting upon a diversion of transportation facilities already 
inadequate, which diversion will require twice as much trans- 
portation, twice as many car days, twice as many car miles 
as the movement of grain owned by grain producers who are 
American citizens.” 

He said much had been made of the “allegation” that if 
Canadian grain was to be brought into the United States at all 
this year it must be moved before May 15, though not actually 
for use before October 1. He said he thought that “Mr. Buford, 
Mr. Kendall and Mr. Clark of the A. A. R., and Mr. Aydelott, 
advisor to the O. D. T., have given some foundation for such 
an attitude on the part of the W. F. A.” They assumed, he 
said, that it was necessary after May 15 to assemble many 
empty grain cars preparatory to movement of the “south- 
west” winter wheat crop out of Kansas, Nebraska, Oklahoma, 
Colorado and Texas. 

“Mr. Clark has had a fair amount of experience with this; 
Mr. Aydelott and Mr. Buford a limited amount,” said Senator 
Reed. “I have had more experience than any of them, per- 
haps as much experience as all of them combined. 

He said that “all of this talk about assembling cars to 
move the winter wheat crop,” including statements by R. E. 
Clark, manager of the closed car section of the A. A. R. car 
service division, had no weight if there were no empty cars 
available for assembling. 


Impression of W. F. A. 


“At the present time,” he continued, “there are no empty 
cars available. I come from the southwest winter wheat terri- 
tory. If a choice had to be made between assembling empty 
cars preparatory to moving the winter wheat crop and sending 
cars to Canada to move this grain, I would agree that they 
be sent to Canada, providing the Canadian grain was immedi- 
ately necessary or would be necessary before sufficient wheat 
could be moved into commercial channels. I have always been 
ready to accept that as a policy. The W. F. A. has never been 
willing to consider that. I do not think it is because they are 
always unwilling to do the right thing. I think it is just 
because they do not understand. None of them—Mr. Jones, 
Mr. Hutson, and certainly not Mr. Upson, has any adequate 
understanding of this grain-crop grain-car transportation situa- 
tion.” 

His references were to Marvin Jones, war food admin- 
istrator; J. B. Hutson, president of the Commodity Credit Cor- 
poration, and Mark Upson, director of transportation for the 
War Food Administration. 

He said he knew the grain car situation could be relieved 
much more quickly “if common sense could be used instead 
of the imposition of authority by men who do not know what 
they are doing.” 

Senator Reed sent copies of the letter to Senators Stewart, 
of Tennessee, and Wheeler, of Montana, members of the sub- 
committee investigating rail equipment shortages; War Food 
Administrator Jones, Mr. Hutson, Mr. Upson, War Mobilization 
Director Byrnes, Commissioner Johnson, C. H. Buford, vice 
president of the A. A. R., Chairman W. C. Kendall of the 
A. A. R. car service division, and Mr. Clark, the closed car 
section manager. 


Revenue Freight Loading 


Loading of revenue freight the week ended February 12 
totaled 795,262 cars, according to the car service division of the 
Association of American Railroads. This was 10,813 cars or 1.3 
per cent under the preceding week, 29,991 cars or 3.9 per cent 
above the corresponding week of 1943, and 12,561 cars or 1.6 
per cent above the corresponding week of 1942. 

Statistics prepared by the A. A. R. car service division 
follow: 


TRAFFIC WORLD 


Track Earnings 


“Motor freight carriers as a whole operated at a loss in 
December, according to revenue and expense data compiled by 
American Trucking Associations, Inc.,” says the A. T. A, 
adding: 


Based on reports from 200 Class I motor carriers of property in 39 
states and the District of Columbia, the study showed December reve- 
nues 4.3 per cent under November, while expenses increased 7.3 per 
cent. 


December revenues represented an increase of 3.7 per cent over a 
year earlier, but costs meanwhile were 5.5 per cent higher. 

The ratio of expenses to revenues was 109.2 in December. The same 
carriers had operating ratios of 97.4 in November and 107.9 in Decem- 
ber, 1942. The high ratios in December are due partially to year-end 
bookkeeping adjustments. 

Of the 200 reporting carriers, 143 whose revenues amounted to 8&0 
per cent of the total, suffered operating losses in December. Sixty-six 


showed operating deficits for November, and 124 reported losses for 
December, 1942. 


December revenues of the carriers in the Eastern District slipped 
3.7 per cent under November, but increased 3.6 per cent over December, 


1942. Their expenses rose 6.7 per cent over Novmber and 2.5 per cent 
over December a year earlier. 


Carriers in the Southern Region had revenues in December that 
were 10.9 per cent less than November and 13.7 per cent under Decem- 
ber, 1942. Their expenses increased 3.3 per cent over November, but 
were 8.8 per cent less than those of December a year earlier. 

The December revenues of carriers in the Western District repre- 
sented a decrease of 2.9 per cent under November, but held 10 per cent 
over December, 1942. Their expenses were 9.1 per cent greater than 
in November and 14.1 per cent higher than in December, 1942. 

Eastern carriers showed operating ratios of 107.0 in December; 
96.6 in November and 108.1 in December, 1942. 

Operating ratios of the southern carriers were calculated at 118.0 
in December; 101.8 in November and 111.7 in December a year earlier. 

The ratios of the western carriers were 108.9 in December; 96.9 in 
November and 104.9 in December, 1942. 


For the United States, the reporting carriers in December, 
1943, had revenues of $12,981,052 and expenses of $14,179,009. 
In November, 1943, these carriers had revenues of $13,565,696 
and expenses of $13,216,347. In December, 1942, they had reve- 
nues of $12,522,692 and expenses of $13,435,247. 


CAR SURPLUS REPORT 


U. S. railroads reported a daily average surplus of 18,736 
freight cars for the week ended February 5, according to the 
car service division of the Association of American Railroads. 
It was made up as follows: Plain box, 2,369; auto box, 92; 


ae = gondola, 2,861; hopper, 2,051, and miscellaneous, 


ROLLING STOCK ADDITIONS 


“Class I railroads on February 1 had 33,411 new freight 
cars on order,” says the Association of American Railroads. 
“On the same date last year, they had 19,281 on order. 

“New freight cars on order on February 1, this year in- 
cluded 12,567 hopper, 4,430 gondolas, 1,352 flat, 10,277 plain 
box, 3,385 automobile, 1,200 refrigerator, and 200 stock freight 
cars. 

“They also had 863 locomotives on order on February 1, 
this year, compared with 471 on the same day in 1943. The 
number on order on February 1, 1944, included 303 steam, two 
electric and 558 Diesel locomotives contrasted with 335 steam 
and 136 electric and Diesel one year ago. 

“Class I railroads put 2,856 freight cars in service in Janu- 
ary compared with 1,683 in the same month last year. Those 
installed in the past month included 1,310 hopper, 474 gondola, 
163 flat, 123 automobile box, and 786 plain box freight cars. 

“They also put 92 new locomotives in service in January, 
of which 36 were steam, one electric and 55 Diesel. New loco- 





Revenue Freight Car Loading—Week Ended Saturday, Feb. 12 


Grain and Live 
grain-prod. stock Coal 

{ 1944 54,352 14,814 187,352 
WE OBB ok oon nc cnwddese 4 1943 48,215 12,442 178,415 

| 1942 38,745 11,197 154,725 
Preceding week February 5....... 1944 55,270 15,336 183,142 
Per cent increase over............ 1943 12.7 19.1 5.0 
Per cent decrease under.......... 1943 
Per cent increase over............ 1942 40.3 32.3 21.1 
Per cent decrease under.......... 1942 

{ 1944 377,166 107,454 1,247,020 
Cumulative 7 weeks to Feb. 12..1{1943 337,060 91,619 1,143,380 

| 1942 288,492 86,251 1,105,069 
Per cent increase over............ 1943 11.9 17.3 9.1 
Per cent decrease under.......... 1943 
Per cent increase over............ 1942 30.7 24.6 12.8 


Per cent decrease under.......... 1942 


Per cent to 15-year average 117.8. 


Forest Mdse, 

Coke Products Ore L.C. L. Miscellaneous Total 
15,050 44,600 13,964 99,385 365,745 795,262 
15,603 38,324 14,025 94,071 364,176 765,271 
14,102 47,603 12,920 151,517 351,892 782,701 
15,081 46,271 14,871 102,475 373,629 806,075 
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6.3 34.4 
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motives installed in January, 1943, totaled 49, of which 44 were 
steam and 5 were electric and Diesel. 

“The O. D. T. reported 36 new locomotives on order on 
ebruary 1, but no new locomotives installed in January by 
other than Class I carriers. This brings to 899 the total of new 
locomotives on order on February 1, by all classes of railroads.” 







EXPORT FREIGHT 


Export freight, excluding coal and grain, handled through 
United States ports in January totaled 139,787 cars, compared 
with 85,344 cars in the same month last year, or an increase of 
64 per cent, the Manager of Port Traffic of the Association of 
American Railroads announced. 

Export grain unloaded at the ports totaled 3,244 compared 
with 2,411 in January, 1943, or an increase of 35 per cent. 

In addition, the railroads handled 1,104 carloads of coastal 
freight in January, 1944, compared with 727 in the same month 
in 1943, or an increase of 52 per cent. 

The total of 144,135 cars of export and coastal freight, ex- 
cluding coal, handled through the ports in January this year 
represented an average daily unloading of 4,650 cars, the high- 
est on record. This average slightly exceeded the previous high 
of 4,636 cars established in November, 1943. 
















FREIGHT COMMODITY STATISTICS 


The Commission has issued statement M-500, prepared by 
its Bureau of Transport Economics and Statistics, of freight 
commodity statistics of Class I steam railways for August, 1943, 
showing freight traffic originated, freight traffic terminated, 
total freight traffic carried, and freight revenue, by classes of 
commodities and regions. 

The compilation showed, as to both carload and less-car- 
load traffic, a total of 139,131,893 tons of revenue freight orig- 
inated, 124,292,335 tons terminated, total freight traffic (includ- 
ing duplications) of 275,719,925 tons, and freight revenues 
amounting to $615,182,989. Carload traffic accounted for 3,267,- 
670 carloads, or 137,514,868 tons, of revenue freight originated, 
3,032,542 carloads, or 122,706,560 tons, of revenue freight ter- 
minated, total freight traffic (including duplications) of 6,846,- 
203 carloads, or 272,415,545 tons, and freight revenues amount- 
ing to $584,939,371. As to forwarder traffic, included in the 
carload manufactures and miscellaneous, n. o. s. item, the com- 
pilation showed a total of 16,397 carloads, or 315,281 tons, of 
revenue freight originated, 16,930 carloads, or 326,759 tons, of 
revenue freight terminated, total freight traffic (including 
duplications) of 34,367 carloads, or 674,423 tons, and freight 
revenues of $6,058,094. : 



















MATERIALS FOR TRANSPORT SYSTEMS 


The War Production Board has issued its preference rating 
order P-142, as amended February 15, covering allotment of 
materials entering into the operation of transportation sys- 
tems. It said paperwork for railroads would be reduced as the 
result of establishment by the amendment of a quota basis 
beginning with the second quarter of 1944 in lieu of indi- 
vidual quarterly allotments for materials. The amendment au- 
thorizes operators of transportation systems to schedule a ma- 
jority of materials for the final three quarters of 1944 without 
the necessity of seeking each quarter’s authorization on W. P. B. 
form-2585, according to the announcement. However, the W. 
P. B. added, certain items, designated as “special” under the 
amendment, would continue to be ordered under a revised 
W. P. B. form-2585. It also said that rail, track accessories, and 
track material would be handled as in the past. 

















RAILROAD EARNINGS 


For December, 1943, Class I railroads had net railway op- 
erating income of $76,927,148, as against $174,379,878 in Decem- 
ber, 1942, a decrease of 55.9 per cent, according to Commission 
statistics. The operating ratio jumped from 61.4 in December, 
1942, to 76.1 in December, 1943. Net railway operating income 
by districts, December, 1943, and December, 1942, was reported 
as follows: Eastern, $31,722,161 and $65,350,704, decrease of 
51.5 per cent; Pocahontas, $8,237,894 and $10.232,013, decrease 
of 19.5 per cent; Southern, $11,035,492 and $28,578,717, decrease 
of 61.4 per cent, and Western, $25,931,601 and $70,218,444, 
decrease of 63.1 per cent. 















TRUCK PRODUCTION DATA 

“Over 38 per cent of the motor trucks produced in the 

United States in the first nine months of 1943 were in the heavy 

category, compared with 30 per cent in the full year 1942 and 

Only 17 per cent in 1940 and 1941,” says the automotive division 
of the War Production Board. 

“Total truck production in the nine months was 500,845 in 

all sizes, of which 191,094 were heavy vehicles. The proportion 

of both medium and light vehicles has been declining. 
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“Since March, 1942, production of trucks has been limited 
to military orders, except for special exemptions granted occa- 
sionally to fill essential needs for particular types (especially 
the very heavy off-the-road vehicles). For 1944, a considerably 
enlarged civilian truck program calling for 92,057 medium 
weight and 31,435 heavy trucks has been authorized. This will 
require expansion of facilities; the totals are equivalent to 7% 
months’ total output of medium trucks and 1.6 months’ output 
of heavy trucks at the rate maintained in the first three quar- 
ters of 1943.” 


MOTOR PASSENGER STATISTICS 


Intercity and local or suburban Class I motor carriers of 
passengers, 238 in number, reported net income before income 
taxes of $50,975,603, and net income after income taxes of 
$16,211,256 for the third quarter of 1943 as against net income 
before income taxes of $39,839,154 and net income after income 
taxes of $16,115,349 for the corresponding quarter of 1942, ac- 
cording to a compilation by the Commission’s Bureau of Trans- 
port Economic and Statistics of revenues, expenses, other in- 
come and statistics of these carriers, statement Q-750. The 
compilation covers 180 intercity carriers and 58 local or sub- 
urban carriers. 

The carriers reported total operating revenues of $126,- 
519,843 and expenses amounting to $75,414,124, leaving net 
operating revenue of $51,105,719 for the 1943 quarter. Other 
income amounted to $1,740,124 and other deductions totaled 
$1,870,240. For the 1942 quarter, operating revenues totaled 
$101,022,655 and expenses amounted to $61,075,953, resulting in 
net operating revenue of $39,946,702. Other income totaled 
$1,447,155 and other deductions amounted to $1,554,703, in the 
1942 quarter. Passenger revenues increased from $97,050,716 
to $122,455,518, and special bus revenues decreased from 
$1,826,281 to $1,688,879. The intercity carriers reported net 
income of $45,901,911 before income taxes and $14,455,579 
after income taxes for the 1943 quarter, as against $35,838,867 
and $14,136,999, respectively, for the 1942 quarter. 


BAKING POWDER INDUSTRY SAVES CARS 


The War Food Administration has complimented the bak- 
ing powder indusiry for its efficient utilization of freight cars. 
It said that the industry’s quick handling and conservation of 
cars had made more cars available for other uses. 


ZONING OF SUGAR SHIPMENTS 


The Office of Price Administration has announced that by 
issuance of amendment No. 1 to revised zoning order No. 1 of 
its sugar shipment zoning order, it has made adjustments in 
territories served by New York and Philadelphia sugar refiners. 
Under an earlier regulation, now amended, it said, areas served 
by refineries in those two cities were limited in order that they 
could supply sugar requirements for Lend-Lease shipment. The 
O. P. A. stated that current Lend-Lease requirements were 
being supplied, but that continued uncertainty of sugar receipts 
from offshore areas made it desirable to provide as flexible a 
system of distribution as possible from New York and Phila- 
delphia. Accordingly, it said, New York refiners now were per- 
mitted once more to ship into Connecticut (zone 1A) along with 
Boston refiners, and Philadelphia as well as New York refiners 
were allowed to serve western New York (zone 2A). The 
O. P. A. added that it was expected that these changes would 
effect a needed reduction in the flow of sugar from Boston. 


RAIL CONSTRUCTION COSTS 


A compilation entitled “Railroad Construction Guide Prices” 
has been prepared by the engineering section of the Commis- 
sion’s Bureau of Valuation. The compilation bears notations 
that “these prices are the result of studies made over a period 
of years by the engineering section’? and that the prices listed 
have not been examined or passed on by the Commission. An 
introductory statement contains the advice that the prices shown 
are “guide or average prices” and are not necessarily applicable 
for use in the determination of reproduction cost on individual 
properties. According to the statement, the prices shown for 
accounts including such items as grading, tunnel excavation, 
bridges, ballast haul and tracklaying and surfacing were de- 
veloped from analysis of major construction contracts cover- 
ing a period of 30 years and from joint studies made with 
the various subcommittees of the Presidents’ Conference Com- 
mittee. Such joint studies, together with studies of carriers’ 
returns to valuation order No. 14, well known engineering 
and trade publications, contracts covering major construction 
projects over 30 years, and information furnished by individual 
carriers constituted the basis for prices shown for material 
accounts, including ties, rails, other track material, ballast 
and fences, the engineering section said. 
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rminal Service Inquiry 


Secretary Bartel, of the Commission, has addressed letters 
to a‘number of railroads, asking that they furnish information 
as to the manner in which they receive and deliver cars at vari- 
ous named plants. In some cases the letter were written as a 
result of testimony in A. E. Staley Manufacturing Co. Terminal 
Allowance, Ex Parte No. 104, Practices of Carriers Affecting 
Operating Revenues or Expenses, Part II, Terminal Services, 
245 I. C. C. 383. In other cases, Secretary Bartel said com- 
plaint had been made informally that issuance of the orders in 
the Staley case, without investigating the situations at plants 
of that company’s competitors, was unjustly discriminatory to 
the Staley company and to the city of Decatur, Ill. 

The carriers were asked to furnish the Commission with a 
blueprint or drawing showing the layout of tracks in the named 
plants if there were tracks within the plan areas other than 
such as were generally found at ordinary private sidings adja- 
cent to the carrier’s right of way. Complete information as to 
service on those tracks was requested, together with inbound 
and outbound movements by days for a representative 30-day 
period, what equipment was used in the switching, description 
of the service performed, and the time required. 

The letters were addressed to the railroads below, and re- 


ferred to services at the plants named following the name of 
the road: 


Illinois Central: Swift & Co., Cairo, Ill.; Swift & Co., Champaign, 
Ill.; Plymouth Processing Mills, Ft. Dodge, Ia.; Central Soya Co., Gib- 
son City, Ill.; Buckeye Cotton Oil Co., Memphis, Tenn.; Swift & Co., 
Memphis, Tenn.; Simonsen Rendering Plant, Quimby, Ia., Sioux City 
Soya Co., Sioux City, Ia. 

Terminal Railroad Association of St. Louis, Mo.: Ralston Purina 
Co., St. Louis, Mo.; and Union Starch & Refining Co., Granite City, Ill. 
‘. “a Terminal Railway Co.: Illinois Soya Products, Spring- 

eld, : 

Peoria & Pekin Union Railway Co.: Allied Mills, Peoria, Il. 

Indiana Harbor Belt Railroad: Glidden Co., Chicago, Ill. 

Southern Railway System: Buckeye Cotton Oil Co., Louisville, Ky. 

Louisville & Nashville: American Soya Products, Evansville, Ind. 

New York Central System: Cairo Meal & Cake Co., Cairo, Ill. 

Cedar Rapids & Iowa City Railway: Honeymead Products Co., 
Cedar Rapids, Ia. 

Manufacturers Railway Co.: 

Alton Railroad Co.: 

Cc. M. St. P. & P.: 
Fayette, Ia.; and Adel Clay Products, Adel, Ia. 

Indianapolis Union Railway Co.: National Starch Products, 
dianapolis, Ind.; and Evans Milling Co., Indianapolis. 


Funk Brothers Seed Co., Bloomington, Ill. 


In- 


Pennsylvania Railroad: Morris Grain Co., Chicago, Ill.; American * 


Maize Products Co., Roby, Ind. 

Cc. B. & Q.: Spencer Kellogg & Sons, Chicago; and Allied Mills, 
Omaha, Neb.; Pillsbury Feed Mills, Clinton, Ia.; Clinton Co., Clinton, 
Iowa. 

Cc. M. St. P. & P.: Farmers Elevator, Martelle, Ia.; Wilbur Bell, 
Fayette, Ia.; Adel Clay Products, Adel, Ia.; Glidden Co., Chicago, II1.; 
Iowa Milling Co., Cedar Rapids, Ia.; Archer-Daniels-Midland, Chicago, 
Tll.; and Penick & Ford, Ltd., Cedar Rapids, Ia. 

Des Moines Union Railway Co.: Swift & Co., Des Moines, Ia. 

Chicago Great Western: Swift & Co., Des Moines, Ia. 

Cy ae. a. ee es 
Processing Co., Waterloo, Ia.; Corn Products Refining Co., Pekin, II; 


Ralston Purina Co., Iowa Falls, Ia.; and Spencer-Kellogg Sons, Inc., 


Des Moines, Ia. 

C. & N. W.: 
Dike, Ia.; Farmers Co-op. Association, Hubbard, Ia.; Hamilton County 
Co-op., Strafford, Ia.; Central Iowa Bean Mill, Gladbrook, Ia.; Swift & 
Co. Dairy Products, Des Moines, Ia.; and Big Co-op Processing Asso- 
ciation, Sheldon, Ia. 


Secretary Bartel said further information was desired by 
the Commission before deciding whether it was advisable to 
institute a formal investigation to determine whether the ter- 
minal services, charges and practices of the railroads at the 
plants named conformed to the principles announced in Pro- 
priety of Operating Practices, Terminal Services, 209 I. C. C. 11. 

Everything that could be done to create an ideal switching 
layout had been done at its Decatur, Ill., plant, said Archer- 
Daniels-Midland Co., in a brief in this case. The company 
asked the Commission to find lawful the services and practices 
in respect to receipts from and deliveries to that plant. A 
spotting charge might be imposed on it only on the theory that 
such a charge was a penalty of bigness to be borne by indus- 
tries receiving more than a stated number of cars annually, 
it said. 

The Decatur plant did not grow up “like Topsy,” said the 
company, but the company’s engineers had built into it, and 
into the track layout, every known modern device to make the 
plant efficient and to simplify and speed the switching operation. 

“These devices include a car-dumper which divides the time 
ordinarily required to unload a car of grain by twelve; numer- 
ous car pullers by which the industry very largely does its own 
spotting; a loading belt which carries the commodity to any one 


Anheuser-Busch, Inc., St. Louis, Mo./ 


Farmers Elevator, Martelle, Ia.; Wilbur Bell, | 


Farmers Cooperative, Ralston, Ia.; Farmers Co-op., 


i 


' 
‘ 
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of seventeen cars; overhead and underground conveyors which 
completely eliminate intra-plant switching or other interference 
with railroad operation; scales within the buildings which take 
the place of the customary track-scales; and numerous cross- 
overs and run-around tracks which permit the carrier access to 
both ends of the track,” the company said. 

Unless the Commission were to repudiate the principles it 
had laid down over a long period of years and had repeatedly 
stated in this proceeding, and hold now that the governing test 
was to be one of size alone, measured by the number of cars 
switched, and not the simplicity and the economy of the switch- 
ing operation in relation to a normal service, then a switching 
charge in addition to the line-haul charge might not be assessed 
against it, said the company. 


_. ee ee ea 


Asking dismissal of the proceedings, and an announcement 
or notice by the Commission concerning the issues, the scope 
and the objectives of the proceedings initiated by it in connec- 
tion with terminal services, a strongly-worded brief has been 
filed on behalf of National Industrial Traffic League in Ex Parte 
104, with reference to investigations of terminal services at the 
plants of Archer-Daniels-Midland Co., Decatur Soya Bean Prod- 
ucts Co., and Spencer Kellogg & Sons, at Decatur, Ill., and Corn 
Products Refining Co., at Argo, Ill. 

Under the heading, “The real objective of these proceed- 
ings,” the League said it was for the Commission to make such 
an announcement, or give such notice, particularly in the ab- 
sence of any disclosed complaint from shippers or carriers, and 
in a matter like the present, and continued: 


The League suggests that if the shipping public had direct notice 
or definite knowledge that the Commission or anyone else is proposing 
ultimate adoption of spotting charges, such as considered in Car 
Spotting Charges 1915 (34 I. C. C. 609), there would be as great aj 





} volume of general protest and objection as that recorded in 1915. If} 


there were admission that the objective of these proceedings may be} 


, the attempted application of a test of whether individual industrial 
' plants or business establishments had more than a simple side track 


West Bend Elevator Co., West Bend, Ia.; Soybean 


or received more than the equivalent of public team track service,} 
there would develop a demand to be heard and a real volume of pro- 
test. The Commission most certainly would not tolerate any conceal-) 
ment of its own objectives, and before any such progress of imposing 
spotting charges gains final momentum, surely the Commission should 
grant the shipping public the fullest hearing and would require appro-} 
priate evidence to justify an order. It is pertinent to inquire whether; 
the drift in that direction shall continue with the progressive steps 
herein predicated and is there need for clarification by the Congress) 
of the meaning of sections 1 and 6 of the act as they have been; 
observed in the actual practice of the railroads at all times since the 
original enactment of the act to regulate commerce. 


On the one hand, said the League, it desired to avoid the 
responsibility of attributing to the Commission a program which 
the League committee had inferred from the progress of events. 
On the other hand, it said, the League had been mindful that | 
there must be diligence in anticipating and meeting any issues | 
as they arose and “preventing the gradual development of the 
matter along lines that would terminate in establishing spotting / 
charges.” Again and again, said the League, it had asked the 
Commission to clarify its course and objectives and to remove § 


the obscurity inherent in the way these proceedings had been 


conducted. | 

The original decision of May 14, 1935, in Ex Parte 104, 
dealt almost entirely with the matter of allowances, and did 
not analyze the obligation of the carriers to provide places for 
delivery and perform services of placement of cars at conven- 
ience points of unloading, said the League. On examination, it 
added, the decision would be found not to contain any per- 
suasive reasons for getting away from the landmark decisions 
of the Commission in the Los Angeles Switching Case, 18 
I. C. C. 310 (sustained in 234 U. S. 295) or Car Spotting Charges, 
supra. 

, “It is pretty hard to see what is prompting the Commission 
to go after industries of larger volume of traffic as regards the 
services which the carriers render them, in these proceedings,” 
said the League. “On that matter, attention is directed to the 
peculiar warnings in the 57th annual report of the Commission 
to the Congress, printed under date November 1, 1943.” The 
League quoted the report as follows: . 


We are investigating all such alleged preferred services with 4 
view to determining whether the service performed at such plants by 
the carriers is in excess of that which the carriers are obligated to per 
form under their line-haul rates. 


If that were all there was in the situation, said the League, 
it would be no justification for the hearings concerning the four 
plants presently under examination, and that it would be diff- 
cult to understand why it had taken the Commission more than 
12 years since its announcement of the institution of Ex Parte 
104, Part II, to get around to looking into these four plants. 
There was here the broadening of the base, for introducing 4 
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system of plus charges at industries with large volume of 
freight traffic, the League said, or that “so it rather clearly 
appears.” 

Discussing the right and wrong approach to spotting ques- 
tions, the League said the wrong premise was to presume that 
the carriers were performing exclusive and peculiar services 
for many shippers, and assuming the Commission’s administra- 
tion of the law through the years had been unsuccessful and its 
orders on the question had had little effect. As a matter of 
sensible premise, it said, the absence of complaints from either 
shippers or carriers should justify starting with the thought 
that there was probably very little wrong with ‘present prac- 
tices. 

In a number of places the League returned to the fact that 
there had been no complaints from shippers and that carriers 
were opposed to the imposition of spotting charges. It also ob- 
jected to the exclusion of what it said was “important relevant 
evidence” at the hearing in Chicago, in September, saying that 
a full hearing had been denied, and submitted excerpts from 
the offers of proof refused at the hearing. 

“There should be no delicacy about mentioning two fac- 
tors which the Commission will.readily have in mind,” said the 
League, “first, that there is certain pending litigation and sec- 
ond, that proposed legislation is pending which has some con- 
siderable significance.” 

The League referred to No. 453, United States of America 
and Interstate Commerce Commission, appellants vs. Wabash 
Railroad Co., Illinois Central Railroad Co., and Illinois Ter- 
minal Railroad Co. (the Staley case), and said that under the 
circumstances any discussion of the appeal might not be ap- 
propriate, “even though the matter is discussed in the Com- 
mission’s recent annual report, and by no means accurately 
there stated; at least it is the statement of an appellant, un- 
successful below.” 

Referring to letters recently sent by the Commission to a 
number of railroads asking data concerning services offered 
at named plants, the League said that “in view of letters like 
the above and of the manner in which these proceedings are 
being conducted with the Commission itself represented by dili- 
gent and assertive counsel, thus occupying the role of prosecutor 
as well as judge, it is certainly fair to insist upon a definition 
of the issues and a statement of objectives. The League com- 
mittee so urges.” 

Following its discussion of excluded evidence, the League 
said that, if there was any well-established and completely satis- 
factory terminal situation in the country it was that at Chicago, 
which, it said, was the result of a constructive decision of the 
Commission entered some 30 years ago, Known as the Lowrey 
Agreement (Advances on Coal, Etc., 27 I. C. C. 71). It quoted 
a witness in support of the statement that “the proposition 
apparently now under consideration would destroy that district 
to the equal detriment of the railroads and the shippers.” 


Shipper Briefs 


Corn Products Refining Co. said that, on the evidence re- 
ceived, the Commission should conclude that the line-haul 
rates to and from Chicago covered the complete services per- 
formed by the railroads in placing and removing cars within its 
plant, No. basis existed for the imposition of an additional spot- 
ting charge, it said, adding that if the Commission was not 
so convinced it still might not, on this record, order the im- 
position of a spotting charge because, in view of the exclusion 
of relevant and necessary evidence, such an order would be 
wholly arbitrary and based on an inadequate hearing. More- 
over, it said, before ordering departure from the established 
principles of rate making in the case of a single industry, to 
its great prejudice, the Commission should enter on a general 
investigation to ascertain whether or not the long-established 
practices of rate making should now be radically changed. 

Spencer Kellogg & Sons, Inc., asked the Commission to 
find that the terminal services, charges, and practices of the 
carriers in the receipt and delivery of carload freight at its 
Decatur plant did not violate the act; that the line-haul rates 
did, and for the future should, include the receipt and delivery 
of carload freight; that no spotting charge should be assessed 
at this plant because of the simplicity of the operations and 
Similarity with team-track switching; and that, inasmuch as 
the company owned no switching engines for placement of cars 
within the plant, terminal allowances were an inconsiderate 
factor. There was nothing in the record to indicate that car- 
riers practices at its Decatur plant constituted anything other 
than a simple switch similar in nature to team-track switching, 
Said the company. Therefore, it added, present terminal serv- 
Ices and practices of the carriers should be continued in effect 
and the case dismissed. 


Wabash Railroad 
The Wabash Railroad said it restricted the limits of its 


’ brief because of “our confiding believe that the record so clearly 


establishes the legality of the Wabash’s services afforded the 
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Spencer Kellogg plant as to render further argument super- 
fluous,” having previously referred to the fact that it believed 
the argument would be fully and ably developed by counsel 
for other carriers and affected industries. 

After discussing the nature of the services rendered at the 
plant, and the scope of the inquiry and the legal controversy 
developed at the hearing, the Wabash outlined the proof it 
had tendered at the hearing to show that its tariffs, those of 
its predecessor companies, beginning as far back as they could 
be traced, had provided that the road-haul rates and charges 
were deemed to compensate the carrier for all transportation 
service, including terminal services at industries, among other 
things. 


Refrigerator Car Demurrage 


Effective February 18, the Commission, division 3, has 
issued amendment No. 1 to service order No. 180, which estab- 
lished a scale of demurrage charges on refrigerator cars not 
unloaded within the free time allowed by tariffs lawfully on 
file with the Commission (see Traffic World, Feb. 12, p. 407). 

The amendment provided that the provisions of the order 
should not apply to detention on refrigerator cars that had 
been loaded in accordance with service order No. 104, as 
amended. Service order No. 104 and its five amendments per- 
mitted railroads to furnish not more than three refrigerator 
cars in lieu of each box car ordered for certain westbound 


shipments. 


The amendment to service order No. 180 also substituted 
the following paragraphs (b) and (2) for those similarly 
numbered in the original service order, and added paragraph 4: 


(b) Application. (1) Average agreements. Detention occuring on 
and after the effective date of this order on all refrigerator cars held 
for unloading shall not be included in, or computed on the basis of, 
any average agreement, but, except as otherwise provided in this 
order or in the orders set forth in paragraph (b) (3), said refrigerator 
cars shall otherwise be subject to the car demurrage rules and charges 
set forth in tariffs lawfully on file with this Commission. 

(2) Intrastate and foreign commerce. The provisions of this order 
shall apply to intrastate as well as interstate traffic. 

(4) Domestic and transshipments. Except as provided in para- 
graph (b) (3) on and after the effective date of this order the pro- 
visions of this order shall apply to detention to any refrigerator car 
held for any purpose except loading, at any inland point or at any 
port, whether for domestic delivery or for transshipment by water. 
The number of days a refrigerator car has been held prior to the 
effective date of this order shall determine the charges applicable on 
that refrigerator car on the first full demurrage day and all subse- 
quent demurrage days occurring after the effective date of this order. 
(40 Stat. 101, Sec. 402, 41 Stat. 476, Sec. 4, 54 Stat. 901; 49 U. S.C. 1 
(10)-(17)). 


Florida Potatoes Service Order 


The Commission, division 3, by service order No. 182, effec- 
tive February 15, has prohibited railroads from moving freight 
cars, including refrigerator cars, or accepting or executing re- 
consignment or diversion orders on such cars, loaded with pota- 
toes, other than sweet, originating at points in Florida and 
destined to any point in an area generally west of the Missis- 
sippi River, except on special or general permits issued by the 
director of the Commission’s Bureau of Service. Such move- 
ments to St. Louis, Mo., were excepted, with no reconsignment 
or diversion to points in the prohibited area. The pertinent 
paragraphs of the order follow: 


Section 95.332. Freight cars including refrigerator cars not to be 
used for transportation of potatoes, other than sweet. (a) (1) No 
common carrier by railroad subject to the interstate commerce act 
shall accept for transportation or move any railroad freight car (in- 
cluding a refrigerator car), loaded with potatoes, other than sweet, 
from any point in the state of Florida to any point located west of the 
Mississippi River from the Gulf of Mexico to its intersection with the 
Illinois-Wisconsin state line, or north of the Illinois-Wisconsin state 
line to Lake Michigan, or west or north of Lake Michigan to St. Ignace, 
Mich., except as provided in paragraph (b). 

(a) (2) No common carrier by railroad subject to the interstate 
commerce act shall accept or execute a reconsignment or diversion 
order requiring the transportation or movement of any railroad freight 
ear (including a refrigerator car), loaded with potatoes other than 
sweet potatoes originating at any point in the state of Florida, to any 
point located west or north of the line described in paragraph (a) (1) 
of this section, except as provided in paragraph (b). 

(b) Exception. The transportation or movement of potatoes, other 
than sweet, from points in the state of Florida to St. Louis, Mo. This 
exception will not authorize the reconsignment or diversion of such 
potatoes to points west or north of the line described in paragraph 
(a) (1) of this section. 


The order contained the usual provisions for the suspen- 
sion of tariff rules, regulations, or charges in conflict with it, 
and for the announcement of such suspensions and the estab- 
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lishment of the substituted provisions of the order. The order 
is not to apply to cars loaded with potatoes, other than sweet, 
billed or moving prior to its effective date. 

By corrected general permit No. 1 under service order No. 
182, Homer C. King, director of the Commission’s Bureau of 
Service, has granted permission to any common carrier by 
railroad: 


. To disregard the provisions of service order No. 182 insofar as it 
applies to the acceptance for transportation or the movement of any 
railroad freight car (including a refrigerator), loaded with potatoes, 
other than sweet, from any point in the state of Florida to any point 
located east of the westernmost boundaries of the states of Texas, 


Oklahoma, Kansas, Nebraska, South Dakota and North Dakota, pro- 
vided that: 


No common carrier by railroad subject to the interstate commerce 
act shall accept or execute a reconsignment or diversion order requir- 
ing the transportation or movement of any railroad freight car (includ- 
ing a refrigerator car), loaded with potatoes, other than sweet, orig- 
inating at any point in the state of Florida, to any point located west 
of states set forth above. 


The waybills shall show reference to this general permit. 

The corrected general permit was issued to substitute the 
word “east” for the word “west” in the phrase “east of the 
westernmost boundaries of the states of .. .” 


LARD, ETC., IN REFRIGERATOR CARS 
By general permit No. 4 under service order No. 178, 
effective February 9, Homer C. King, director of the Commis- 
sion’s Bureau of service, has granted permission for any com- 
mon carrier by railroad: 


To disregard entirely the provisions of service order No. 178 in 
so far as it applies to the furnishing or supplying of a refrigerator 
car or cars to be loaded with, or the transporting or moving of a re- 
frigerator car or cars loaded with mixed shipments of lard, lard com- 
pounds, lard substitutes, rendered pork fats, vegetable oil shortening, 
cooking and salad. oil, or animal tallow, in combination with fresh 
meats or packing house products not covered by that order which 
require refrigeration. 


The waybills shall show reference to this general permit. 

Service order No. 178 placed shipments of the named 
products, and dried fish, dried or powdered skim milk, con- 
centrated citrus juice, or empty beer containers, in refriger- 
—— under a permit system (see Traffic World, Jan. 15, 
p. , 

By amendment No. 2 to service order No. 178, effective 
February 17, the Commission, division 3, has added dried or 
evaporated fruits, fig paste, fig powder, or fig pulp, processed 
cheese in glass or metal containers, paraffine wax, and palm or 
palmetto leaves or buds, to the products, movement of which 
in refrigerator cars was prohibited by the original service 
order, except under special or general permits. 


“SYNTHETIC” MOTOR FUEL 


In the course of debate in the House on H. R. 3209, author- 
izing construction and operation of demonstration plants to 
produce synthetic liquid fuels from coal and other substances, 
Representative Sabath, of Illinois, said that experimentation 
at a Bureau of Mines laboratory in Pittsburgh had shown that 
methods used in Europe for producing gasoline from coal could 
be applied to American coal and lignite, and that yields had 
been determined for coal from 14 states and Alaska, “one 
from Illinois showing a yield of 122 gallons of gasoline to the 
ton.” 

Representative Randolph, of West Virginia, said that, ac- 
cording to “the best estimates” of the Bureau of Mines and of 
research men from private industry, three to four years would 
be required to put the proposed synthetic motor fuel plant pro- 
gram through the experimental stage. 

“In connection with synthetic fuel,” he said, “we find, 
today, that from crude oil we are making gasoline at a cost 
of 5 cents a gallon; and from shale, which would be in the 
exploratory program, under the demonstration plants in this 
legislation, we find that we can produce it for from 7 to 12 
cents a gallon; from tar-sands, at about 5 to 12 cents; from 
natural gas from 8 to 10 cents, under the Fischer process; and 
from coal under the Fischer process from 15 to 17 cents, and 
from coal under hydrogenation, at from 15 to 17 cents... : 
We believe that by this type of sensible program we can pro- 
duce the methods by which we can reduce the cost and bring 
into being in this country a domestic fuel program that can 
keep us from ever becoming an importing nation from the 
standpoint of bringing in petroleum from other parts of the 
world.” 

Substituting the language of the House bill for that in a 
similar Senate bill, S. 1243, the House passed the latter bill, 
with 140 voting for the bill and 113 voting against it. As passed 
by the House, the bill authorized an appropriation of $30,000,- 
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000 to carry out the program for construction and operation of 
demonstration plants for production of synthetic motor fuels. 

In advocating passage of the bill, Representative Randolph 
read a letter he had received from Petroleum Administrator 
Ickes, in which was included the following: 


We need synthetic liquid fuels now, but we have not got them. It 
took other nations years to develop their synthetics and even the great 
fuel industries of .his country, which have urged this government to 
embark forthwith on the program set forth in your bill, do not feel 
such new industry can be established quickly. It is our purpose to 
avoid any interference with the unknown future of this war, but the 
army and the navy and all familiar with synthetic fuel possibilities 
believe that we must start our program now. 


RAILROAD COAL COSTS 

The Office of Price Administration has announced that it 
has authorized Ohio producers of certain types of coal to sell 
these coals to railroads at ceiling prices in effect for commer- 
cial fuel instead of at the ceilings for railroad fuel. The railroad 
fuel price ceilings, said the O. P. A., were lower than those for 
commercial fuel. It added that because of that fact coals were 
being diverted from the railroads. 

“By permitting sales at the higher ceilings established for 
commercial fuel, a more adequate supply of coal for railroads 
will be induced,” said the O. P. A., adding that its action, em- 
bodied in amendment No. 86 to maximum price regulation No. 
120, effective February 14, has been taken after consultation 
with the Solid Fuels Administrator for War. The O. P. A. said 
the coals affected were those in size groups 1 through 10 and 
size group 12 produced at mines in the Hocking, Pomeroy, 
Crooksville, Jackson, Middle, Leetonia and the Ohio middle 
freight origin districts of bituminous coal producing district 
No. 4 (Ohio). 


W. P. B. TRAFFIC SECTION HEAD 


David J. Holmes, who has been chief of the highway trans- 
portation section of the War Production Board’s division of 
stockpiling and transportation since October, 1942, has been ap- 
pointed chief of the newly organized traffic section of the same 
division. Mr. Holmes’ duties have been extended to embrace 
matters relating to rail, highway and water transportation. 


HIGHWAY BILL 


Representative Miller, of Connecticut, has introduced H. R. 
4170, a bill to supplement the federal aid road act and to pro- 
vide for the establishment of an interregional system of high- 
ways, and to authorize appropriations for the post-war con- 
struction of greatly needed highway facilities in the locations 
where such facilities are most urgently required and where the 
conversion from war to peace time activities will require “the 
cushioning effects of public works construction.” 


GREAT LAKES ADVISORY BOARD 

The annual meeting of the Great Lakes Regional Advisory 
Board will be held at the Commodore Perry Hotel, Toledo; O., 
March 22. There will be a luncheon session at which George 
W. Romny, managing director, Automotive Council for War 
Production, will be the speaker. 

The board’s freight loss and damage committee and Per- 
fect Shipping Month committee will hold at joint session the 
evening of March 21 to which all interested are invited. There 
will be speakers on claim prevention. The executive and rail- 
road contact committees will meet the morning of that day 
and will have a joint luncheon at noon. 


GENERAL TIRE AND RUBBER SALES 


Sales of the General Tire and Rubber Company in the fiscal 
year ending November 30, 1943, were $51,987,521, an increase 
of 57.8 per cent over the $32,944,784 of the year previous 
according to a statement by the company. Profits after taxes 
were $1,740,084, compared with $1,382,963, an increase of 258 
per cent. Current assets were listed as $17,632,325 as against 
$14,979,100 a year earlier, and liabilities at the end of the year 
were $4,238,219. The current ratio of assets to liabilities was 
4.1 to 1 on November 30, 1943, compared with 3 to 1 on 
November 30, 1942. 


N. Y¥. C. MOTION PICTURE 

The New York Central has released a new sound motion 
picture, “The Steam Locomotive,” showing the way locomotives 
operate, the work they do, and the manner in which they are 
repaired. The film is the second in a series of New York Cet- 
tral productions, the first of which was “The Freight Yard.” It 
was produced by Frederick G. Beach, supervisor, motion plc- 
ture bureau, of the railroad’s public relations department. 
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Money for Rivers and Harbors 


The House appropriations committee has reported the War 
Department civil functions appropriation bill for the fiscal year 
ending June 30, 1945, containing a total of $46,800,000 for river 
and harbor work of the army corps of engineers. 

In its report, the committee showed that that amount in- 
cluded $28,332,000 for maintenance of specified harbors and 
waterways, $11,400,000 for operation and care of such projects, 
$2,000,000 for examinations, surveys and contingencies, $1,- 
438,000 for “miscellaneous items,” and $3,630,000 for improve- 
ment of six authorized projects. 

Printed hearings on the bill contained testimony by Major 
General Reybold, chief of engineers, that out of a total of 
$1,481,000 used by the army corps of engineers for development 
of postwar work on nine specified propects, $1,000,000 had been 
used for surveys on the proposed barge canal across Florida, 
for which an appropriation had been authorized by Congress 
(see Traffic World, July 25, 1942, p. 219). 

Major General Robins, of the army corps of engineers, 
another of the witnesses heard by the committee, was asked 
whether the surveys made on the barge canal could be used 
to build a deep-water canal. He answered that a part of the 
surveys could be so used. 

“Work we have done on the foundations of the locks could 
be utilized for a deep-water canal,” he added. 

“When you have made that survey on the Florida barge 
canal you have a survey that you can use to build a deep-water 
canal, is not that true?” asked Representative Engel, of 
Michigan. 

“TI think we have all the information we need to build a 
deep-water canal,” replied General Robins. 

General Reybold told the committee that the expenditure 
on the Florida barge canal project would provide more employ- 


ment than expenditure of a like amount on readying one or 
more other projects. 


Allocation of Funds Questioned 


Advised by General Reybold that a total of $20,063,600 
had been withdrawn from amounts originally allocated to 21 
projects, because work on those projects had been halted on 
orders from the War Production Board, and that $14,068,600 
of the amount withdrawn had been applied to work on other 
projects, including some that had not been specifically sub- 
mitted to the House appropriations committee, several mem- 
“ys ne ' the committee expressed disapproval of such shifting 
of funds. 

“Did the Budget Bureau approve this use of funds with- 
drawn from projects for which appropriated, for other projects 
which the committee had not considered?” asked Representa- 
tive Snyder, of Pennsylvania, chairman of the subcommittee 
on War Department civil functions appropriations. 


“Due to stoppage of work,” said General Reybold, “funds 
have been impounded and later released for work on other 
projects essential to the war effort. However, I know of no case 
where funds have been made available for new work on a 
propect which has not been considered by the committee.” 

“That may be,” said Chairman Snyder, “but it still leaves 
the Bureau of the Budget in the position of setting itself up as 
an appropriating agency.” 

Representative Powers, of New Jersey, added the com- 
ment that “if the Budget continues such a course there would 
be no particular sense of our appropriating a dollar for par- 
ticular projects, because they could impound anything and use 
it for anything else.” 

“I can understand nonadherence to projects presented here 
as to flood control (general),” said Mr. Snyder, “because the 
flood control act of 1936 vests discretion in the President as to 
priority, but, when it comes to river and harbor projects, I 
seriously question the propriety of using funds we have ap- 
propriated for particular projects for projects that we have not 
considered at all, particularly when there are projects waiting 
ad appropriation of money which the Congress has author- 
wea... 


Subsequently, he warned General Reybold that if that 
practice was to be “the policy with respect to the employment 
of impoundments,” the committee would “either repeal or re- 
appropriate your balances.” Representative Starnes, of Ala- 
bama, said he thought the impounding and subsequent reallo- 
cation of funds by the Budget Bureau to projects not considered 
by the committee was “illegal and unwarranted.” 

A tabulation placed in the record of the hearings by Gen- 
eral Reybold showed that the $20,063,600 withdrawn from orig- 
inal allocations had been taken from projects requiring a total 
of $74,606,100 for completion. The largest withdrawals, it was 
shown, were: Los Angeles and Long Beach Harbors, Calif., 
$4,700,000; Mississippi River between the Missouri River and 
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Minneapolis, $2,100,000; New York and New Jersey channels, 
$2, 185,000; Pearl River, Miss., and La., $1,897,000; Boston 
Harbor, Mass., $1,500,000; Missouri River at Fort Peck, Mont. 
(navigation), $1,379,000; Missouri River, mouth to Kansas City, 
$1,202,000; Great Lakes to Hudson River waterway, $1,200,000, 
and Keweenaw waterway, Mich., $1,200,000. 

General Reybold showed that of the $14,608,600 transferred 
from the “withdrawal” fund, $3,200,000 had been applied to 
five projects: New York harbor, Chesapeake and Delaware 
canal, Louisiana-Texas Intracoastal waterway, Mississippi River 
between the Ohio and Missouri Rivers, and Ohio River open 
channel work. He said $6,485,000 had been applied to the Guif 
Intracoastal Waterway, $2,202,000 to St. Marys River, Mich., 
$700,000 to Red Hook Flats anchorage in New York harbor, 
and $1,481,000 to “advance planning.” 


New Improvement Work 


_ The committee report showed that the new improvements 
for which $3,630,000 was provided in the bill were the follow- 
ing projects: 


Gulf Intracoastal Waterway between Apalachee Bay, Fla., and the 
Mexican border, $80,000 (total estimated federal cost, $40,189,500, of 
which $32,689,500 has been previously allotted); Mississippi River be- 
tween the Ohio and Missouri Rivers, $1,000,000 (total estimated federal 
cost, $43,000,000, of which $37,000,000 has been previously allotted); 
Missouri River, mouth to Sioux City, Ia., $2,000,000 (total estimated 
federal cost, $172,000,000, of which $160,316,000 has been allotted previ- 
ously); Ohio River open channel work, $100,000 (total estimated federal 
cost, $17,050,000, of which $13,971,000 has been allotted previously); 
Kanawha River, W. Va., $200,000 (total estimated federal cost, $23,- 
451,000, of which $22,853,000 has been allotted previously); and Illinois 
Waterway, Ill., $250,000 (total estimated federal cost, $28,029,500, of 
which $25,540,000 has been previously allotted). 


General Reybold, in his testimony, explained these items 
as follows: 


The $80,000 for the Gulf Intracoastal Waterway ... is proposed 
to complete some small structures at the Colorado River crossing 
flood-gages, and on the Mississippi River . . . the $1,000,000 will be 
used for work on revetments and dikes in accordance with the ap- 
proved project. The $2,000,000 for. the Missouri River . . is to con- 
tinue the dike construction along that river. The $100,000 for the 
Ohio River open channel work is to provide for widening the naviga- 
channel at two places. Then there is an amount of $200,000 for the 
Kanawha River, W. Va., which is for the payment of the flowage 
rights as a result of some of the larger dams we built on that river, 
and the effect of backwater. The amount for the Illinois waterway ... 
is for widening the channel at mile 226.6 (Vermilion Bend). 


House Passes Bill 


The House passed the bill, H. R. 4183, February 16 and 
sent it to the Senate. In discussion of the bill in the House, 
Representative Snyder said that the bill provided for restora- 
tion to the federal treasury of $700,000 of an unexpended 
balance of $1,482,750 of unused prior appropriations for rivers 
and harbors work. 

“We cannot quarrel with deferring work,” he said, “but 
we feel that we should have a voice in the application of funds 
thus released. To insure that, we are taking away the unallo- 
cated balance. We pursued that course ... as to rivers and 
harbors. The balance under that head will be $1,482,750. We 
are taking away $700,000, with the idea that the remainder 
should be available for contingencies of one kind or another.” 

Referring to a list of river and harbor projects that had 
been ‘made ready for commencement in consequence of our 
action heretofore, looking to cushioning the postwar adjust- 
ment,” he said the cost to complete such projects was said to 
be “$163,000,000 plus.” 

Representative Case said the committee had discovered 
that river and harbor money that was being “impounded” 
when not expended (because of deferment of work, pursuant 
to orders from the W. P. B.) was being used or expended by 
allocation to projects for which no specific justification had 
ever been made through the House appropriations committee. 

“It is true,” he added, ‘‘that some of the projects on which 
money was being expended are projects which have had leg- 
islative authorization, but they were not projects which had 
been presented to the committee on appropriations for appro- 
priations. . . . It was the conviction of the committee that the 
Bureau of the Budget should not be permitted to make alloca- 
tions from unexpended funds unless the projects were presented 
to the Congress and to the committee on appropriations.” 


UPPER MISSISSIPPI CHANNEL PROJECT 
The project to extend the 9-foot channel in the Mississippi 
River above the Falls of St. Anthony in Minneapolis, Minn., 
has been revived by approval of it by the House committee 
on rivers and harbors for inclusion in the river and harbor 
bill. This project will require the relocation of twelve bridges, 
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including five railroad bridges, at an estimated cost of $1,488,430. 
The total cost of the project is estimated at $8,259,000. The 
committee’s approval is conditioned on local interests providing, 
among other things, $1,100,000 for relocation of highway bridges 
and publicly owned utilities in the area affected. Representa- 
tive Gale, of Minnesota, said the cost of relocating the railroad 
bridges would be included in the contribution to be made by 
the city of Minneapolis. Owners of the railroad bridges involved 
heretofore have opposed the project because of the cost to 
them of relocating the bridges. 


Knoxville Terminal Dedication 


Completion of the Knoxville River Terminal at Knoxville, 
Tenn., was of national importance because it was not merely 
a facility of river transportation, but also a rail facility, linking 
river and rail transportation in accordance with the national 
transportation policy, said Commissioner Alldredge, speaking 
at the dedication of the terminal, February 16. 


When the legislation of 1940 was under consideration fears 
were expressed by some people interested in water transporta- 
tion that the new regulation by the Commission might have a 
repressive effect on the development of that transportation, 
particularly through the requirement that water carriers ob- 
tain operating rights, said Mr. Alldredge. 


“Although I may be accused of bias,” he added, ‘I venture 
to say that those fears have not been borne out by the expe- 
rience of the past three years in the regulation of water car- 
riers. I can at least assure you that the Commission has tried 
to deal justly and fairly with water transportation and will 
continue to do so.” 

Recalling that, after the first World War, there had been 
what he said might be termed a rebirth of commerce on the 
rivers of the south and midwest, Mr. Alldredge said that in the 
20 years following the passage of the transportation act, 1920, 
the inland rivers had again taken a prominent place in trans- 
portation. It had been demonstrated, said he, that “barge lines 
under private operation could become profitable commercial 
enterprises without putting the railroads out of business but 
by joining as partners with them, so to speak, in meeting the 
country’s transportation needs.” It was noteworthy, also, he 
said, that this development had occurred in the same period 
in which the phenomenal growth of motor-truck transportation 
had taken place. 

Mr. Alldredge said there was ample proof in current statis- 
tics of the importance of inland waterways. In 1943, according 
to the best available estimates, he said, these waterways, in- 
cluding the Great Lakes, had accounted for about 14.5 per cent 
of the total revenue ton-miles of all classes of carriers, or 
about one-fifth of the number of ton-miles credited to the 
steam railways. Although water carriers had had the same 
difficulties as the other carriers resulting from shortages of 
equipment and manpower, Mr. Alldredge said it was generally 
agreed that they had served faithfully in shouldering their 
share of the wartime transportation burden. 

The terminal, said he, was not just another emergency 
facility that faced the possibility of being scrapped or boarded 
up after the war. It would be completely adaptable to peace- 
time uses without alteration, he said, and that, while we dared 
not speculate as to the probable date of peace, he saw no 
harm in visualizing the useful place to be filled by the terminal 
as a facility for the movement of articles for use other than 
as munitions of war “when bright skies again smile on the 
Tennessee Valley and the country of which it is such a vital 
part.” 

The celebration, said Mr. Alldredge, marked the realiza- 
tion of a dream that the people of east Tennessee had cher- 
ished for many years—the development of facilities by which 
modern water transportation became available almost at the 
very heart of the Tennessee mountain country. The terminal 
provided another instrumentality for promoting the further 
industrial growth of this region, on which national attention 
had been centered in the past decade, he said. 


POSTWAR SERVICE TO EUROPE 


Proposals by United States citizens for the acquisition and 
use of modern American flag vessels and the use of such ton- 
nage in post-war long-term operation between U. S. north At- 
lantic ports and ports in Holland and Belgium, have been 
solicited by the Martime Commission. 

In making the announcement, the commission said careful 
consideration would be given to all plans submitted relating to 
the acquisition of modern American tonnage and its operation 
over this route as an essential long-range trade route. 


TRAFFIC WORL 





Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
mot desire to take the place of the traffic man but to help him in 
his work. 


The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Application of Section 1-A of Rule 15 of Consolidated 
Classification 


Minnesota.—Question: We would appreciate your opinion 
on the following: 

On March 6th, 1942, there was shipped from Minneso. 
Transfer to Clarksburg, W. Va., one steel tank, 12 gauge, 10 ft. 
in diameter, and 12 ft. long with motor attached mounted on 
skids, weighing 11,800 lbs., properly described under Item 
27995 of Consolidated Freight Classification 14 as cream or 
milk agitator. Loaded by shipper. See Rule 27, section 2 of 
the Classification. 

The shipment was tendered as an LCL to the originating 
line, the CStPM&O Ry. Co. It was prepaid at the first class 
rate of $2.04 per cwt., at actual weight, freight charges $204.72, 
and loaded on EJ&E car No. 6337, a 48 ft. flat. Tariff authority 
Curletts 107-B. 

No car was ordered. This was an LCL shipment. 

; It is our contention that the 4th class rate of $1.04, min- 
imum weight ‘20,000 lbs., is the applicable rate, as per sam 
item in the Classification. Our authority is Rule 15 of the Clas- 
sification, as this was an LCL shipment and was so tendered 
to the carrier. The carload rate at minimum weight makes a 
lower charge. 

Rule 15 provides in part, “the charge for an LCL ship- 
ment must not exceed the charge for minimum carload of the 
same freight at carload rate.” We understand that there is 
nothing superfluous in the rules and that they mean just what 
they say. The minimum carload weight in this instance is 
20,000 lbs. The carrier had the privilege of using the balance 
of the space on the car. 


The railroad company claims that Interstate Commerce 
Commission Service Order No. 68 governs, and that the min- 
imum weight for the size of car used must be assessed if car- 
load rate is to be used. In this, we do not agree. This order 
only pertains to Rules 24, 34 and 29 of the classification and 
no mention whatever is made of Rule 15. It will be noted that 
Service Order No. 68 applies to Rule 34, to the extent, wherein 


cars are ordered and used for carload shipments. It was not 
done in this case. 


To show how inconsistent the carrier’s position is, there 
could have been and rightfully so, two more tanks of the same 
dimensions shipped by two different consignors to two different 
consignees loaded under the same conditions on this same car 
from the same point of origin to the same destination, and 
following their line of argument they would charge 32,400 lbs., 
at $1.04 per cwt., on each shipment and using only a third of 
the car in each case. A total weight of 97,000 lbs. In our 
opinion this is not the proper interpretation. 


What is your interpretation of Service Order No. 68 to the 
extent that it effects Rule 34 of the Classification? 

We shall appreciate your comments as to the correct rat- 
ing applicable and your remarks on our last question. 

Answer: In its decision in Penn Metal Corp. of Pennsyl- 
vania vs. Delaware & H. R. Corp., 227 I. C. C. 167, the Com- 
mission had this question before it and held that as to the 
shipment covered by its decision the applicable minimum was 
that for the size of car which would have been used had the 
shipment been tendered as a carload. 

The Commission held that the shipper would not have 
ordered a car in excess of 36 feet 6 inches in length and that 


~~ 


under Section 2 of Rule 34, when the carrier is unable to}: 


furnish a car of desired length when ordered, a larger car not 
exceeding 40 feet 6 inches in length will be furnished and the 


pi’ 


J 


IRL 


ted 
opinion 


aneso. 

», 10 ft. 
ited on 
r Item 
2am or 
m 2 of 


inating 
st class 
$204.72, 
thority 


4, min- 
r sam 
1e Clas- 
endered 
nakes a 


L. ship- 
1 of the 
there is 
st what 
‘ance is 
balance 


mmerce 
he min- 
l if car- 
is order 
ion and 
ted that 
wherein 
was not 


s, there 
he same 
lifferent 
ame car 
ion, and 
400 Ibs., 
third of 

In our 


38 to the 
rect rat- 


Pennsy]l- 
he Com- 
s to the 
1um was 
had the 


10t have 
and that 


a 


nable to}: 


- car not 
and the 





ON EVERY U. S. 
HIGHWAY 


lhe Freight of Freedom rides in 


The Victory we’re going to win will be a Vic- 
tory of Transportation. Millions of tons of 
thousands of things have to be handled—all 
the things we eat, wear, or fight with. 


Every ton-mile of this vital transport that rolls 
on tires builds up the mountain of evidence 
that America’s automotive equipment is a na- 
tional asset precious beyond price. 


Providing both civilian America and our 
country’s defenders with necessary vehicles is 
an endless inspiration to Highway Trailer 
craftsmen and management. Day after day, mile 









HIGHWAY 


AMERICA’S QUALITY 


TRAILERS 


after mile, Highway Trailers are proving equal 
to the most vigorous demands. 





The good Highway “Freightmaster” and “Clip- 
per” Trailers which are serving you through 
these tough war years were engineered and 
built to endure just such punishment. We are 
counting on them to continue to deserve your 
enduring confidence. 


HIGHWAY TRAILER COMPANY e EDGERTON, WIS. 


Truck Trailers and Bodies ¢ 
and Other Public Utility Equipment 


Earth Boring Machines. ® Winches 





To the fast-moving world of fashion, the 
coming age of air commerce will bring in- 
novations as breath-taking as a Hattie 
Carnegie frock. 

No longer will a saleslady be forced to 
say, “Sorry, we don’t have the size or the 
color you want.” Instead, she can say, 
“It’s not in stock, but it will be delivered 
by air in the morning!” Even other con- 
tinents may profit by this swift delivery 
from the fashion center of the world. 


WHEN PEACE COMES 
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FEWER LOST SALES 
- - - INCREASED PROFITS 


Once Peace releases the planes, count on 
Curtiss Commandos to pace progress in 
post-war skies, introduce high speed dis- 


tribution for all types of merchandise. 


Their range, ruggedness and reliability 
based on wartime record will prove their 
worth in peacetime schedules. Look To 
THe Sky, America! Curtiss-Wright 
Corporation, Airplane Division, Buffalo, 
St. Louis, Columbus, Louisville. 
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minimum weight for that car will be fixed for the car ordered, 
except that when the loading capacity of the car is used the 
minimum will be that fixed for the car furnished. 

Inasmuch as Section 2 of Rule 34 of the Consolidated 
Classification is now under suspension it would seem to follow 
that.as the carrier is not obligated to protect the minimum 
weight for the size of car ordered when a longer car is fur- 
nished, charges under Section 1-A of Rule 15 must be based 
on the size of car furnished in determining whether the L. C. L. 
or the C. L. rate will result in lower charges. 


Damages—Deduction of Cash Discount 


Alabama.—Question: Recently it has become a practice of 
some carriers to request that cash discounts be allowed on loss 
and damage claims. 7 

This discount is of course a premium which is allowed to 
purchasers by the shippers for prompt payment of invoices and 
has no bearing whatsoever on the value of the merchandise. 
If the consignee does not pay the invoice on the date due, 
whether it be ten days or more, he naturally loses this discount 
and should this be the case where a loss and damage claim is 
filed the consignee would naturally suffer this loss. 

Answer: Ordinarily the measure of damages for loss of 
or injury to goods is the market value at point of destination, 
less freight charges if not paid. In numerous cases this prin- 
ciple is laid down, among which are the following: Y. & M. 
V. R. Co. vs. Shell, 265 S. W. 758; Zimmers vs. So. Ry., 92 
Sou. 437; Liberty Sales Co. vs. Director-General, 198 N. Y. S. 
253; Orange National Bank vs. Sou. Pac. Co., 110 Sou. 328; 
Waters vs. Beckers, 186 N. W. 167; Forest Green Farmers 
Electric Co. vs. Davis, 270 S. W. 394. 

Damages for loss of goods in transit are to be computed 
at the time and place of delivery-and not at time and place of 
shipment. Leominster Fuel Co. vs. N. Y. N. H. & H., 154 N. E. 
831; G. C. & S. F. vs. Buckholts State Bank, 258 Sou. 491; 
Y. & M. V. vs. Delta Groc. Co., 98 Sou. 777; Heidritter Lumber 
Co. vs. C. R. R. of N. J., 122 Atl. 691; Crail vs. Ill. Cent., 12 
Fed. 2d 459. : 

The invoice price, where there is an established market 
value at point of destination, may not be used to measure the 
carrier’s liability under the decisions in the following cases: 
Y. & M. V. R. Co. vs. Delta Groc. Co., 98 Sou. 777; L. & N. R. 
Co. vs. Shaeffer, 280 S. W. 974; Hatch vs. N. Y. C., 203 N. Y. S. 
807; King vs. G. H. & S. A. Ry. Co, 379 S. W. 491; P. & S. 
F. R. Co. vs. Shell, 265 S. W. 758. 

The invoice price, however, is some evidence of market 
value, but does not, in itself, constitute market value. See 
M. & M. Transp. Co. vs. Branch, 282 Fed. 494; Smith vs. L. & 
N. R. Co., 209 N. W. 465; Kuney vs. C. & N. W. Ry Co., 107 
N. W. 708; Collins & G. R. Co. vs. Beasley, 136 S. E. 167; 
Feelyater vs. C. M. & St. P., 190 N. W. 193; The Cabo Villano, 
18 Fed. 2d 220; Southern Ry. Co. vs. North Western Fruit 
Exchange, 98 Sou. 382; A. C. L. R. Co. vs. Stovall-Pate Co., 
118 S. W. 68; The Asuarca, 13 Fed. 2d 222; N. Y. P. & N. R. 
Co. vs. Bundick-Taylor-Corbin-Handy Co., 122 S. E. 261; Davis 
vs. Zimmern, 99 Sou. 307. : 

We cannot locate cases in which the matter of a cash dis- 
count was involved. In the voluntary settlement of claims the 
invoice price is a convenient basis for determining the amount 
of the claim. 

The invoice price without deduction of the cash discount 
is, in our opinion, what the shipper is entitled to, unless the 
condition under which it is made, namely, payment within the 
stipulated time has been fulfilled by the purchaser. This for 
the reason that the invoice price based upon a cash payment, 
or a payment within thirty days or less, is a price separate 
and distinct from one which contemplates the extension of 
credit for a longer period of time, and the carriers should 
recognize this fact in settling claims for loss or damage. 


Cc. O. D. Motor Carriers—Liability for Collection 


California.—Question: We would appreciate your opinion 
and any court decisions that will clarify carrier’s and con- 
Signee’s liability in the following described transaction: 

A shipper in Oakland, California, consigned a shipment to 
San Luis Obispo, California, setting up a C. O. D. for the in- 
Vvolce on the merchandise and freight charges collect. The car- 
tier inadvertently omitted the C. O. D. from the waybill and 
Po delivery was made with the collection of freight charges 
only. 

Approximately two weeks later the error was discovered 
and a C. O. D. billing was issued for the purpose of effecting 
collection. The consignee refused to pay the C. O. D. billing 
alleging that his understanding was a ninety (90) day account 
on the purchase. 

The shipper will not release us from the C. O. D. condi- 


tion and we may of necessity be forced to collect by court 
Proceedings. 
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Since we have not remitted the C. O. D. on the shipment 
= as to our status legally will be sincerely appre- 
ciated. 

Answer: When a carrier makes a contract to collect on 
delivery it stands with reference to it just as any other agent, 
(Anthony vs. American Express Co., 124 S. E. 753), and is 
bound to a strict compliance with its undertaking. (Meyer vs. 
Lemcke, 31 Ind. 208; Anthony vs. American Express Co., 124 
S. E. 753). The carrier acts as bailee to transport the goods, 
(Joseph Mogul, Inc., vs. C. Lewis Lavine, Inc., 159 N. E. 708), 
and as agent to collect the price. (Rolla Produce Co. vs. Amer- 
ican Railway Express Co., 226 S. W. 582; Joseph Mogul, Inc., 
vs. C. Lewis Lavine, Inc., 159 N. E. 708). Where the carrier 
undertakes to transport goods C. O. D., it is bound to collect 
the amount. due and return it to the shipper, (U. S. Express 
Co. vs. Keefer, 59 Ind. 263; American Ry. Express Co. vs. 
Ready, 206 N. W. 344; Rolla Produce Co. vs. American Ry. 
Express Co., 226 S. W. 582), and, ordinarily, if the carrier 
delivers the goods without receiving the amount to be collected, 
it is liable to the consignor therefor; (Railway Express Agency 
vs. McAdams, 85 S. W. 2d 730; Anthony vs. American Express 
Co., 124 S. E. 763); but the consignor may by his acts waive 
any rights he may have against the carrier for its breach of 
duty in this regard. (Brooks vs. American Express Co., 14 
Hun. 364). See also Blaisdell vs. American Ry. Express Co., 
220 N. W. 634; S. B. Penick & Co. vs. Triple “M” Transporta- 
tion Co., 34 Atl. 2d 898. 


Tariff Interpretation 


New York.—Question: A carload, as listed below, was 
shipped from Newark, N. J. to Laredo, Texas in July, 1943. 
Please be kind enough to settle the following difference of 
tariff interpretation for us. 

“A” contends in rating such a shipment as this, all that is 
necessary is to compare the individual rates of each item and 
apply the lowest. (A rate in Agent Peel’s I. C. C. 3360, S. W. L. 
Tariff 252-A on one item, and a rate in Trans-Continental 
Freight Bureau tariff in another). Applying the provisions of 
Item 2040—S. W. L. No. 252-A. 


“B” contends in rating such a shipment as this, Item 2040, 
S. W. L. No. 252-A provides the application of Trans-Conti- 
nental Freight Bureau series rates as maxima, under the pro- 
visions, rules and regulations of tariff naming the rates. There- 
fore, Item 795 of Agent L. E. Kipp’s I. C. C. 1498, Trans- 
Continental Freight Bureau Tariff No. 1-X must be applied. 
(Para. 2-C—Note 2.) 


aed some 
Weight ; Rates Rates 
3400 Ibs. Rf ee Sa ee $1.54 $2.89 
134 lbs. Paper—Printing—other than Newsprint.. 1.65 2.29 
22 lbs. Paper—Printed Matter ................26- 2.41 3.54 
119 lbs. po 2 et a 1.79 4.13 
2607 lbs. Paper—NOIBN—other than printed...... 1.65 2.89 
144 lbs. Eee ee eee rT en er 1.05 a 
1469 Ibs. Ny IE ine. othe atk edie SGinS sd ee On 1.65 2.97 
51080 ibs. Bottles, Glass L/T-I—Gal. Cap........... 1.10 ) 


°o 


Answer: If, as we understand, certain of the commodities 
in the mixed carload shipment are subject to the rates published 
in Agent Peel’s I. C. C. No. 3360, S. W. L. Tariff 252-A, and 
certain of the commodities are subject to the rates in Agent 
Kipp’s I. C. C. No. 1498, T-C Tariff 1-X, applied as a maximum, 
it is our opinion that the mixed carload rule which governs the 
rates published in Agent Peel’s Tariff 252-A is the mixed car- 
load rule to apply. This, however, would not be true if the 
rates on all of the commodities included in the mixed carload 
were the rates published in the Trans-Continental tariff ap- 
plied as a maximum in lieu of the rates published in Agent 
Peel’s tariff. In that event it would be proper, in our opinion, 
to use the mixed carload rule which applies in connection with 
the rates in the Trans-Continental tariff. 


Liability of Carrier—Improper Packing or Loading by Shipper 


New York.—Question: The WPB has approved the use of 
used containers. Several were found leaking among buckets 
used in shipping paint. The carrier has refused to honor a 
claim, intimating that the amount thereof should be absorbed 
by the shipper. We would be pleased to have your views on the 
question. 

Answer: One of the exceptions. to the carrier’s common- 
law liability arises in cases where the injuries are due to im- 
proper packing of the goods by the shipper. Many decisions 
apparently hold without qualification that the full duty of the 
carrier is simply to carry goods in the condition in which they 
are offered, and that where goods tendered are insufficiently 
packed, the carrier is not liable for loss or injury due to such 
defect, whether the defect in the packing is latent or not. 
Cohn vs. Platt, 43 Miscl. 378, 95 N. Y. S. 535; Nelson vs. 
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Stephenson, 12 N. Y. Super. 538; R. Co. vs. Oil Co., 249 Fed. 
308; R. Co. vs. Morris, 249 Fed. 312. 

This principle would seem to be especially applicable where 
the shipper failed to comply with a rule of the Interstate Com- 
merce Commission prescribing the method for packing goods of 
the character which were destroyed. However, the foregoing 
view has not met with universal approval, and a number of 
decisions hold that the carrier, being entitled to reject de- 
fectively packed goods tendered for shipment, if it accepts for 
transportation goods which it knows are defectively packed or 
which by the exercise of reasonable care it could have observed 
were defectively packed, it assumes to carry the goods as they 
are, and its common-law liability as carrier attaches, and it is 
subject to all the liabilities usually attaching to an ordinary 
shipment of the same character. But even where this view pre- 
vails, it cannot be said that the carrier must, at his peril, know 
that the goods were not in fact safely packed. Northwestern 
Marble, etc. Co. vs. Williams, 128 Minn. 514, 151 N. W. 419; 
Mitchell vs. Nor. Pac. S. S. Co. (Calif.) 213 Pac. 293. 

Whether the above statement of the law is applicable 
under circumstances you describe has not been the subject of a 
decision by the courts, so far as we are aware. 


Perishable Goods—Refrigerator or Heater Service on L. C. L. 
Shipments 


lowa.—Question: We have had shipments of perishable 
merchandise moving in interstate traffic from Iowa into Illinois 
which have been frozen while in the possession of truck opera- 
tors who decline to admit liability on the strength of Item 180, 
naar States Motor Freight Bureau Tariff 204, MF-I. C. C. 
No. 84. 

We will ask that you advise if this item will apply to the 
following movement: 

A jobber makes a shipment of perishable merchandise 
from A, located in Iowa, to B, located in Illinois. He does not 
inform the carrier that the merchandise is of a perishable 
nature and neither does he place the notation on the bill of 
lading. However, the container carries in large stenciled let- 
ters, “Perishable—Protect From Freezing.” Can this carrier 
deny liability on the strength of Item 180? 

Our interpretation is that this item does not apply to 
L. T. L. shipments and they do not have any provision in their 
tariff governing such shipments. Therefore, should they accept 
such a shipment of perishable merchandise and it is frozen. 
they must reimburse the claimant. 


Answer: As to the duty of a carrier to provide a pro- 
tective service for L. C. L. shipments of perishable goods, we 
refer you to the Commission’s opinions in Longo Fruit Co. vs. 
Illinois Traction System, 38 I. C. C. 487 and Albee vs. B. & M. 
R. R. Co., 22 I. C. C. 303. In the first case the Commission on 
page 389 said: 


‘Section 1 of the act to regulate commerce requires carriers to 
furnish refrigerator cars upon reasonable request therefor and the main 
question presented is whether or not complainant’s request for re- 
frigerator or heated cars for transportation of their less-than-carload 
shipments is reasonable. In Lake-and-Rail Butter and Egg Rates, 29 
I.C.C. 45, we held the determining factor to be whether or not the 
tonnage offered was sufficient to render the request reasonable. Both 
this Commission and the courts have held that carriers have the right 
to make reasonable and appropriate rules respecting the acceptance 
and transportation of traffic. 

Complainant’s tonnage does not appear to be sufficient to warrant 
refrigerator or heated car service, and we find nothing unlawful or 
unreasonable in the notation placed cn bills of lading exempting de- 
fe:ndants from damage caused by freezing. 


See also, in this connection, Rule 31, Section 3 of Con- 
solidated Classification No. 16, which provides that less-than- 
carload any quantity ratings applicable on freight requiring 
protection against heat or cold do not obligate the carrier to 
provide refrigeration or refrigerator or lined cars, heated or 
heater cars or cars otherwise especially equipped for such pro- 
tection, except under the condition which the carriers’ tariffs 
provide. 

Whether or not, in a given instance, the shipper is entitled 
to refrigerator or heater car service for less-than-carload sh‘p- 
ments of perishable goods is dependent upon whether or not 
this service is held out under the carriers’ tariffs, and if not, 
whether or not he is entitled to demand that the service be 
established under the proper tariff authority is a matter within 
the discretion of the carrier, subject to review by the Com- 
mission. : 

See, also, Slinn Co. Inc. vs. American Ry. Express Co., 220 
N. Y. S. 391, in which case the court held that, in an action 
against an express company for damages to shipments of cut 
flowers in interstate commerce under contract expressly ex- 
cepting perishables, the burden was on the shipper to prove 
loss occurred without shipper’s fault and as a result of the 
unreasonable conduct of the carrier. 
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Other cases hold that a railroad by its contract to carry 
safely, does not insure perishable freight against the effect of 
temperature encountered by it during the period ordinarily 
required by it for transportation, unless the circumstances 
under which the contract of carriage is made are such as imply 
an undertaking to that effect on the part of the carrier, or that 
there are tariff provisions which specifically authorize such a 
contract of carriage. See Brenninson vs. P. R. R. Co., 110 
N. W. 362; Pacific Fruit & Produce Co. vs. Northern Pacific, 
186 Pac. 852; Clements vs. D. & R. G., 219 S. W. 660. 

_ While the above answer relates primarily to transporta- 
tion by rail, the same general principles govern transportation 
by motor carrier. 


Motor Carriers 


Louisiana.—Question: According to our interpretation of 
Part Two of the Interstate Commerce Act, it is necessary that 
contract carriers operating in interstate commerce hauling logs 
to a sawmill have a permit from Interstate Commerce Com- 
mission to operate as a contract carrier, and file schedules of 
minimum rates with the Commission. 

We would like to know if our understanding is correct, and 
also what would be the status of a contract logger who hauls 
logs in interstate commerce to a sawmill, if paid a lump sum 
per thousand feet, for cutting, loading and hauling logs to the 
mill, if the timber he is cutting and hauling is the property of 
the sawmill, for whom he is cutting and hauling the timber. 

Answer: In order to answer the above question, all of the 
facts relative to the logger’s operations must be known. 

The Commission has stated: ‘In short, each case must be 
determined upon its own particular facts, and neither the re- 
ceipt of compensation for transportation identifiable as such 
‘nor the existing of some noncarrier business to which the trans- 
portation may be incidental is alone conclusive.” 

The controlling factor is to determine the primary busi- 
ness of the transporter. In other words is the logger’s business 
primarily that of felling trees and cutting them into logs, with 
the transportation thereof incidental, or is the transportation 
of the logs the major enterprise and basis of compensation 
and the logging operations secondary? 

See the Commission’s decision in L. A. Woitishek Common 
Carrier Application, 42 I. C. C. 193, in which the Commission 
reviews the subject of private, contract and common carrier 
transportation. 


Notice of Claim 


California.—Question: We have a common carrier trucker 
in this locality, with whom we do business that has a tariff on 
file with the railroad commission and a clause in it pertaining 
to claims which states in part as follows: 


“Claims for loss or damage must be filed with this com- 
pany within 90 days from date merchandise was delivered.” 
On the bill of lading issued by that carrier they have a clause 
pertaining to claims which states in part as follows: ‘‘that 
claim for loss shall be filed within 9 months after shipment 
was delivered.” 


We should appreciate your opinion of these two declara- 
tions, as to which takes precedence over the other and also as 
to any court citation that you may have on this particular 
subject. 

Answer: We can find no decision in which the question of 
a conflict between a tariff provision and a bill of lading pro- 
vision relating to the time within which a claim for loss or 
damage must be filed with carriers. 

Ordinarily tariff provisions filed with a regulatory body 
are binding upon a shipper and carrier. 


If the tariff provision is applicable, whether or not is it 
reasonable is a matter for determination by the courts. 

Stipulations requiring notice of loss or injury must be 
reasonable; otherwise they will not be enforced. Chicago, I. & 
L. Ry. Co. vs. Priddy, 115 N. W. 266. The question as t0 
whether a stipulation is reasonable depends to a great extent ol 
whether or not sufficient time is allowed to discover the 105% 
and to give notice, and on all other circumstances of the case. 
The Queen of the Pacific, 21 S. Ct. 278, 180 U. S. 49; St. Louis. 
etc., R. Co. vs. Hurst, 55 S. W. 215. 


Freight Charges—Deduction of Amount of Claim From 
Amount of Bills for Transportation Charges 


Pennsylvania.—Question: While the practice of collecting 
money in excess of charges authorized by their effective tariff 
constitutes a criminal offense, numerous carriers appear to be 
ignorant of this responsibility and have refused to honor many 
legitimate over charge claims. 

As a practical matter, it seems that the most effective 
means of obtaining collection is through deductions from cul 
rent bills. However, before taking this action, I shall appreciate 
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t et demn such a practice. 
rrily Answer: In Chicago & Northwestern Ry. Co. vs. Lindell, 
neces | 281 U. S. 14, 50 S. Ct. 200, the Supreme Court of the United 
nply | States held that the practice of determining claims of shippers 
that | for loss and damage in suits brought by carriers to collect 
ch a | transportation charges is not repugnant to the rule proh‘bitsng 
110 | the payment of such charges otherwise than in money; that 
cific the adjudication in one suit of the respective claims of plaintiff 
’ ff and defendant is the practical equivalent of charging a judg- 
orta- | ment obtained in one action against that secured in another; 
ation | that neither is to be distinguished from payment in money. 

In the course of its decision the court said that the purpose 
of the act to prevent discrimination has been emphasized by 
this court and is well known; that, since its enactment, carriers 

on of § may not accept service, advertising, property or a release of 
that § claim for damages in payment of transportation, that they are 
y logs § required to collect the established rates, charges, and fares 
Com- § from all alike in cash. Louisville & Nashville R. Co. vs. Mottley, 
les of § 219 U. S. 467, 31 S. Ct. 265; Chicago, Ind. & L. Ry. Co. vs. 
United States, 218 U. S. 486, 31 S. Ct. 272; Lake & Export Coal 
t, and § Corp. vs. Chesapeake & Ohio Ry. Co., 1 Fed. 2d 968, and State 
hauls § ys. Union Pacific R. Co., 97 Neb. 29, are cited. 
D Sum Under the above cited decisions it seems apparent that the 
the method you propose to use for collecting claims is not legal. 
of the Tariff interpretation—Application of Intermediate Rule 
Maine.—Question: There was in effect a 17c rate on wood- 
ust be § pulp from point A to point C. Point B is considered inter- 
he re- § mediate from A via route X. In addition to route X there was 
; such § another authorized route via route Y. Freight actually moved 
trans- § via route Y. A 19c rate was assessed. We tried to have the 
17c rate protected by invoking the aggregate of intermediate 
; busi- § rates rule on the ground that as long as a 17c rate was pro- 
usiness § tected from point B to point C it should apply via all routes 
s, with § authorized between points B and C. Both routes X and Y were 
rtation § authorized routes between points B and C. 
nsation We were turned down on the basis that the 17c rate could 
be protected over route Y only if the total of two separately 
ommon § established rates between points B and C equaled 17c. In 
mission § other words, simply because the rate from point B to point C 
carrie! @ was a single rate and not the total of two separate rates, we 
were denied refund. 
Can you tell us if this interpretation is correct? 
trucker § Answer: The fact that B is intermediate between A and C 
ariff on § Via route X, but not via route Y, does not permit of the appli- 
rtaining § cation of the 17c rate from A to C via route Y. Nor could a 
combination rate equal to the 17c rate from A to C be applied 
is com- § 0m B to C via route Y, if there is a published through rate 
ivered.” § % 19c from B to C via that route. 
a clause As a matter of fact the 17c rate from A to C cannot be 
: “that § applied from B to C via route X, if there is a published through 
hipment § tate from B to C via that route. 
declara- Liability of Initial Carrier for Amount of Claim Paid by 
1 also as Delivering Carrier 
articular : , : : 
Florida.—Question: Will you please answer the following 
- question as to the responsibility of common carriers of freight 
estion : (Motor freight) on a claim where the shipment originated with 
=~ » another carrier. 
ees Carrier A accepted a shipment in the city of X, delivered 
j the shipment to carrier B in the city of Y, for forwarding to 
ory body the city of Z, for delivery to consignee. Upon receipt of the 
_ . § Shipment from A to Y, proper notation of loss and damage was 
not is it § shown on the copy of carrier A’s freight bill. Upon delivery at 
Ss. Z there is no additional damage. The consignee filed a claim 
must be with B for damage and shortage. B passed the claim on to 
ago, I. &§ carrier A who delayed payment of the claim. What can I do 
‘on as t0§to secure payment of the claim from carrier A. 
extent . Answer: Section 219 of the Interstate Commerce Act, as 
fang amended, May 16, 1942 and August 7, 1942 reads as follows: 
St. Louls, The provisions of section 20(11) and (12) of part 1 of this Act, 
together with such other provisions of such part (including penalties) 
a may be necessary for the enforcement of such provisions, shall apply 
From with respect to common carriers by: motor vehicle with like force and 
; effect as in the case of those persons to which such provisions are 
; Specifically applicable. 
collecting 
tive 7 _Under Section 219, the consignee has a right of action against 
pear we y either carrier A or carrjer B. If carrier B pays the claim, car- 
ynor m Mer B may recover from carrier A the amount of the claim in 
fective the manner provided in Section 219 of the Act quoted above. 
te a WF No other means of forcing payment of the claim by car- 
from CU Krier A is provided. 
appreciat? ’ 











Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE Trarric WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—Hditor THs TRAFFIC WoRLD. 





The following have been selected by their clubs as dele- 
gates to the annual meeting of the Associated Traffic Clubs of 
America at Cleveland, February 24: For the Women’s Traffic 
Club of Philadelphia, Margaret M. Connor, president; Tri City 
Traffic Club of Moline and Rock Island, Ill., and Davenport, Ia., 
Arthur C. Hagemann, general agent, New York Central, Daven- 
port; Indianapolis Traffic Club, C. V. Curran, traffic manager, 
Indianapolis Glove Company, president; Los Angeles Trans- 


portation Club, W. O. Narry, traffic manager, Richfield Oil 
Corporation. 


H. L. Holmes, general agent for the Milwaukee Road, was 
elected president of the Traffic Club of Denver at its annual 
meeting February 11. He is a na- 
tive of Minneapolis, and has served 
at Denver for the last eleven years. 
He has been active in Denver civic 


affairs. Other officers elected in- 
clude: First vice-president, A. G. 
Winter, assistant general freight 


agent, Denver and Rio Grande West- 
ern; second vice-president, Frank 
Russell, traffic manager, Denver Dry 
Goods Company; members, board of 
directors, for three years, J. C. 
Beaumont, general freight agent, 
Union Pacific; William DeBoer, as- 
sistant traffic manager, Colorado 
Fuel and Iron Corporation; K. M. 
Brown, assistant traffic manager, 
Great Western Sugar Company; 
J. C. Niemeyer, traffic manager, 
Stearns-Roger Manufacturing Company; W. C. Sutton, general 
agent, Rock Island Lines. 





The Indianapolis, Ind., Traffic Club has elected the follow- 
ing officers: President, C. V. Curran, traffic manager, Indian- 
apolis Glove Company; vice-president, C. E. Alwes, general 
agent, Wabash Railroad; secretary-treasurer, E. G. Baumgard- 
ner, freight agent, Baltimore and Ohio; members, board of 
directors, F. O. Ellis, president, Ellis Truck Lines; J. L. Gedig, 
Commercial Motor Freight, Inc.; J. J. Long, assistant traffic 
manager, Citizens Gas and Coke Utility; Glen Orewiler, assist- 
ant traffic director, Indiana State Chamber of Commerce; J. H. 
Powers, traffic manager, American Can Company; E. J. Schmoll, 
freight agent, Illinois Central-Nickel Plate. New chairmen of 
the standing committees include: Membership, L. W. Geis, 
Norfolk and Western; by-laws, C. C. Hibbard, Kingan and 
Company; auditing, J. C. Hobson, Railway Express Agency; 
Ohio Valley board, W. P. Hammond, Pennsylvania Railroad; 
export trade, W. L. Fogelson, P. R. Mallory Company; pub- 
licity and publications, Mr. Alwes; bowling, Mr. Long; service 
men, C. H. Masterson, Illinois Central; special entertainment, 
E. H. Gardner, Baltimore and Ohio; spring ladies night, T. E. 
Rueter, Canadian Pacific; summer golf outing, J. J. Wirthlin, 
Silver Fleet Motor Express; fall golf outing, J. C. Nichols, 
Universal Carloading and Distributing Company; fall ladies’ 
night, C. W. Lantz, Foster Freight Lines; annual dinner, Mr. 
Alwes; Christmas party, L. B. Alexander, Silver Fleet Motor 
Express. The next meeting will be held March 23. Luncheon 


will be served. The spring ladies’ night party will be held 
April 15. 





The Eastern North Carolina Traffic Club has elected the 
following officers: President, J. A. Bodine, general agent, Chesa- 
peake and Ohio-Pere Marquette, Wilmington, N. C.; first vice- 
president, I. M. Porter, traffic manager, North Carolina Cotton 
Growers Association, Raleigh; second vice-president, G. F. 
Dempsey, traffic manager, Aberdeen and Rockfish Railroad, 
Fayetteville; secretary-treasurer, F. Gruver, Jr., commercial 
agent, Atlantic Coast Line, Wilson; third vice-president, J. S. 
Correll, president, Correll Coal Company, Raleigh; chairman 
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of the board of directors, W. B. Beasley, traffic manager, 
Rose’s Stores, Henderson; members of the board of directors, 
L. B. Shuping, traffic manager, Superior Stone Company, 
Raleigh;, Cecil Moore, traffic manager, Atlantic and East Caro- 
lina Railway, Kinston; D. J. Thurston, president, Thurston 
Motor Lines, Wilson; A. T. Leary, general manager, Beaufort 
and Morehead Railroad, Beaufort; C. G. Crockett, president, 
Standard Fertilizer Company, Williamston; J. Charles Phelps, 
traffic manager, Bryan Monroe Company, Raleigh; H. H. 
Jones, assistant general freight agent, Norfolk Southern, New 
Bern; A. F. Duckett, Durham; C. W. Howard, president, C. W. 
Howard and Company, Kinston; E. T. Ussery, general manager, 
Atlantic and Western, Sanford; J. H. Andrews, assistant freight 
traffic manager, Southern Railway, Raleigh; P. W. Glenn, 
commercial agent, Norfolk and Western, Durham; C. H. Pruden, 
superintendent, Carolina Southern, Windsor; A. P. Burton, 
traveling freight agent, Norfolk and Western, Wilmington; 
J. T. Stokes, president, Stokes and Powell, Windsor; W. D. 
Howard, general manager, Cape Fear Railroad, Fort Bragg; 
S. M. Jones, president, S. M. Jones and Company, New Bern; 
Andrew Syme, traveling freight agent, Seaboard Air Line, 
Raleigh; James L. Wells, assistant freight traffic manager, 
Atlantic Coast Line, Wilmington; E. E. Young, general freight 
agent, Atlantic and East Carolina. 





J. M. Fitzgerald, vice-president, committee on public rela- 
tions, Eastern Railroad Presidents Conference, New York, 
spoke on “Transportation Today and Tomorrow” at a meet- 
ing of the Raritan Traffic Club at New Brunswick, N. J., 
February 8. F. J. Murphy, secretary, Atlantic States Shippers 
Advisory Board, spoke briefly on the board’s activities. There 
was a quiz contest, conducted by A. Markowitz. R. A. Dugan- 
sky, president, presided. 





F. G. Robinson, traffic manager, Galveston, Tex., Chamber 
of Commerce, has been elected president of the Transporta- 
- tion and Foreign Trade Club of Galveston. Others elected in- 
clude: First vice-president, H. Schurig; second vice-president, 
Max Ejisenbach; secretary-treasurer, J. W. Stechmann; mem- 
bers, board of directors, P. N. Haskell, H. S. Block, G. Z. 
Koenig, and Gus Herzog. An installation dinner meeting was 
held February 9. 





H. H. Hampton, vice-president, Nickel Plate Road, Cleve- 
land, ‘will be guest speaker at a dinner meeting of the Cincin- 
nati Traffic Club February 24. Russell Wilson will be toast- 
master. 





The Traffic Club of New Orleans held a luncheon meeting, 
February 14, at which William Nelson, a captain in the naval 
reserve, and division manager at New Orleans of the Consoli- 
dated Vultee Aircraft Corporation, spoke on “Post-War Avia- 
tion.” A carnival dinner dance was planned for February 19. 
Holman Michaelis is chairman of the entertainment committee, 
which has had charge of the arrangements. 





The Transportation Club of St. Paul, Minn., held its an- 
nual Twin City Women’s Traffic Club day luncheon meeting 
February 15. Adelaide Enright, president of the Women’s City 
Club, spoke on “Our Biggest Job.” There was a program of 
entertainment arranged by the guest club. 





The Transportation Club of Des Moines, Ia., will hold its 
annual winter ladies’ night party at the Des Moines Golf and 
Country Club February 22. There will be dancing, card games, 
distribution of gifts, and a program of entertainment. Dinner 
will be served. E. L. Dutcher is chairman of the committee on 
arrangements, and Warren Hobbs is co-chairman. 





The Traffic Club of St. Louis held its annual mid-winter 
dinner and card party February 16. There was dancing. T. M. 
Hayes, passenger traffic manager, Wabash Railroad, is chair- 
man of the public affairs committee. 





N. H. Gowing, area director at Norfolk, Va., for the War 
Manpower Commission, spoke on “Various Aspects of the Man- 
power Situation” at a dinner meeting of the Norfolk-Ports- 
mouth Traffic Club February 17. The sound color film “Fortress 
in the Sky” was shown by Fairfield Hodges, chairman of the 
entertainment committee. 





The Transportation Club of Dallas, Tex., held a luncheon 
meeting, February 14, at which Major J. L. Hart transporta- 
tion branch, eighth service command, U. S. Army, spoke. The 
film “Road to Berlin” was shown by arrangement with Visual 
Education, Inc. L. O. Langley was chairman for the day. 
Members will be guests at a meeting of the Traffic Club of 
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Fort Worth, Tex., March 20, rather than March 6, as set 
earlier. 





The Transportation Club of Louisville held a valentine 
dance February 11. New chairmen of the standing committees 
include: auditing, R. E. Keith, traffic manager, Colgate-Palm- 
olive-Peet Company; bowling, J. S. Holliday, commercial agent, 
Meeks Motor Freight, Inc.; by-laws, D. M. Miles, vice-president 
and general manager, Meeks Motor Freight; crippled children, 
W. O. Parker, general agent, Louisville and Nashville Rail- 
road; dance, Victor H. deLiniere, traveling freight and passen- 
ger agent, Frisco Lines; dinner and luncheon, John Schone- 
mann, commercial agent, Silver Fleet Motor Express; educa- 
tional, S. A. Cash, general sales manager, Frank Fehr Brew- 
ing Company; entertainment, Leroy Hobb, traffic manager, 
Ewing-Von Allmen Dairy Company; membership, James E. 
Lewis, central traffic manager, Reynolds Metals Company; 
outing, Charles S. Wund, general agent, C. and D. Motor De- 
livery; publicity, A. M. Lettie, manager, Greyvan Lines; public 
relations, A. A. Duitz, commercial agent, Seaboard Railway; 
reception, Charles H. Campbell, general traffic agent, Illinois 
Central; resolutions, A. R. Tilford, district freight agent, South- 
ern Railway; speaker, James P. Haynes, manager, transporta- 
tion department, Louisville Board of Trade; smoker, W. R. 
Doyle, vice-president and manager, Dixie Drive-It Yourself 
System; sports, J. Wayne Russell, southern freight agent, Nor- 
folk and Western; visiting, W. P. Fahey, traffic manager, Bond 
Brothers, Inc.; purchasing, R. V. Mulkern, manager, National 
Carloading Corporation; good will, J. C. O’Shea, traffic man- 
ager, B. F. Goodrich Company and agent, Rubber Reserve 
Company; seating, W. L. Stodghill, Audubon Country Club; 


- ways and means, Joseph S. Davis, freight traffic agent, Monon 


Route. 





At a luncheon meeting of the Traffic Club of Jacksonville, 
Fla., February 14, Harold S. Cohn, editor, Jacksonville Journal, 
was guest speaker. Representatives of the journal, the Florida 
Times-Union, and the Railway Dispatch were guests. New chair- 
men of the standing committees include: Athletic and golf, T. H. 
Harrison; editorial and publicity, J. E. Emery; education, T. C. 
Maurer; entertainment, P. A. Webb, Jr.; attendance, R. Wal- 
ther; speakers, P. C. Ennis; youth, A. J. Robida; luncheon, C. E. 
Edwards; membership, H. C. McCartha; music, G.-H. West; 
parliamentary, F. C. Hillyer; reception, G. T. Miller; sunshine, 
W. S. Marshall; historical, E. E. Gordon. 





Col. John Mellom, U. S. Army, superintendent, water divi- 
sion, San Francisco Port of Embarkation, Fort Mason, Calif., 
spoke on “Army Transport” at a military night dinner meeting 
of the Oakland, Calif., Traffic Club February 15. Major C. H. 
Engel, U. S. Army, was chairman. 





The Traffic Club of New York will hold a monthly meeting, 
February 29, at which War Department films of action on battle 
fronts will be shown by arrangement with Major Joseph T. 
Kingsley, U. S. Army. 





Lewis S. Plett, chief service engineer, Minneapolis-Moline 
Power Implement Company, described his observations and ex- 
periences while on a recent trip to England and Scotland, at a 
freight forwarders day luncheon meeting of the Traffic Club of 
Minneapolis February 17. There was a program of entertain- 
ment. At a traffic talks meeting, February 18, M. A. Hoenecke, 
customs broker, spoke on “Handling Import Traffic.” 





John B. Hughes, news analyst, writer and lecturer, spoke 
on “How Far Are We Going?” at a luncheon meeting of the 
Los Angeles Transportation Club February 14. Arch Wooding- 
ton, traffic representative, Frisco Railway, was chairman for 
the day. A golf tournament was held at the Inglewood Country 
Club February 17. 





The board of governors of the Fort Wayne, Ind., Transpor- 
tation Club has elected N. M. Koehl, commercial agent for the 
Universal Carloading and Distributing Company, membership 
on the board, succeeding C. E. Butcher, who resigned on being 
transferred to Canton, O. Mr. Koehl will continue to serve as 
general chairman of the club’s program committees. A dinner 
meeting will be held February 24. There will be a program of 
entertainment. 





At an aviation night dinner meeting of the Pacific Traffic 
Association of San Francisco, February 9, Capt. James E. Dyer, 
U. S. N., of the naval air transport service, spoke. The film 
Pie They Have Been Doing and What They Are Doing” was 
shown. 





Dr. Fred C. Wiegman, president of Midland College, Fre 
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mont, Neb., spoke on “A Clear Road for Tomorrow’ at a dinner 
meeting of the Omaha, -Neb., Traffic Club February 17. 





































































‘ine At a luncheon meeting of the Traffic Club of St. Louis, 
ees February 21, H. G. Misra, a newspaper publisher and indus- 
- trialist of India, will speak. He will be introduced by John 
ent, Britt Robey, British vice-consul. 
lent a 
ren, At a dinner meeting of the Traffic Club of New England, 
ail- February 17, Edmund R. Dewing, federal district attorney at 
sen- Boston, spoke on “Science and Crime.” There was a program 
one- of music. 
uca- — ; 
‘ew- At a luncheon meeting of the Los Angeles Transportation 
ger, Club, February 21, Major Knox Manning, U. S. Army, will 
; ES speak on his experiences as a participant in the landing of 
any; troops at Salerno, Italy. Harold Drury, traffic manager, Pacific 
De- Coast Terminal Warehouse, will be chairman for the day. 
ow: _ VICKERY ON SHIP PRODUCTION 
inois Speaking at a dinner in Philadelphia in honor of east coast 
uth- shipbuilders, Admiral Vickery, vice chairman of the Maritime 
orta- Commission and deputy war shipping administrator, advised 
rR. shipbuilders to strive for lower costs and more efficient opera- 
rself § tion and added that, “just so that American shipbuilders will 
Nor- get in the habit of sharpening their pencils. . . _ I take this 
Bond opportunity to inform you that Maritime shipbuilding contracts 
ional § from here on out, are to be awarded on the basis of competitive 
5 bidding.” 
we He predicted that for “the first few years” after the war, 
Club; | there would be a substantial amount of work available to 
fonon § merchant shipyards of the country in reconversion and recon- 
ditioning of vessels that had been converted to military use, 
because, he said, many of those ships had been pushed to the 
wville, § utmost and repairs not urgently required had been postponed. 
urnal, “It must be obvious to all of you,” he said, “that America 
lorida § cannot hope to operate all the ships that you and the other 
chair- yards are building. I am hoping that our postwar foreign 
T. H. trade policy, prosecuted with vigor, will afford opportunities 
TC for the active employment of approximately 15,000,000 to 
Wal- § 20,000,000 tons of American flag shipping. Based upon the 
Ts | premise that the useful life of a ship is some 20 years, and 
West; assuming that the reconversion and reconditioning program 
shine, § will last for perhaps three to five years, I believe that a mil- 
lion tons of new construction annually should thereafter be in 
order to maintain, up-to-date, such a fleet... .” 
r divi- He said trends indicated that there would be an increas- 
Calif., ing need for tankers, as increased importation of oil would be 
eeting § required “with our own oil reserves being depleted at an 
-C.H. § alarming rate.” He suggested that if tankers of the future 
were to be built in America, the shipbuilders would have to 
meet a price the oil companies could afford to pay as the oil 
_eor business was “a tough one .. . with a close margin of profit.” 
attle ce ee aS 
be rE. RETURN OF VESSELS TO OWNERS 
The Senate has passed, with amendments, H. R. 3261, 
authorizing the return to private ownership of Great Lakes 
‘Moline § vessels and of other vessels of 1,000 gross tons or less which 
and ex- § have been obtained by the federal government by charter, 
1d, ata § purchase, and requisition of either title or use. 
Club of In discussion of the bill in the Senate, Senator Radcliffe, 
tertain- § of Maryland, explained that the bill applied to 14 vessels on 
enecke, § the Great Lakes and to about 2,500 vessels of 1,000 gross tons 
or less that had been acquired by the War Shipping Adminis- 
tration for wartime service for the government. It had always 
- spoke J been desired that “at the earliest possible moment” those 
, of the § vessels be returned to their owners, he said, adding that the bill 
Tooding- § created certain machinery for carrying out such a purpose. 
nan for § He said that nine of the 14 Great Lakes vessels had. been 
Country § transferred for use along the Atlantic coast for transporta- 
tion of coal, but had subsequently been brought back to the 
lakes, and that it was now desired that they be returned to 
ranspor- _—— ownership “before the ice breaks up on the Great 
r the akes,” 
fait = Under the procedure prescribed in the bill, he stated, the 
on being § former owner of any of the vessels in question would be given 
serve as § the first opportunity to purchase, using as a basis for his 
A dinner § Price what he had received or was to receive, modified by 
»gram 0 allowances for wear and tear, use or rental, and costs of 
reconditioning. In the event no agreement was reached with 
the former owner, the government could dispose of the vessel 
c Traffic | by getting sealed bids satisfactory to it, he added. 
E. Dyer, Further congressional action on the bill was necessary. 
The, fl M. C. HEARING 
ats _ _The Maritime Commission has announced that a hearing 
in No. 627, Raporel Banana & Fruit Importing Co., Inc. vs. 
ege, Fre French Line, will be held in Hotel St. George, Brooklyn, N. Y., 








March 1, before Examiner C. O. Arthur. A proposed report will 
be issued. 











Digest of New Complaints 





No. 29082, Omaha Chamber of Commerce, Omaha, Neb., 
Atchison, Topeka & Santa Fe Railway Co. et al. 


Rates on iron and steel articles, nails, spikes, fencing and vari- 
ous other wire goods, between Omaha, Neb., Sioux City, Ia., and 
Sioux Falls, S. D., and points in Indiana, Illinois, Iowa, Michigan, 
Minnesota, Missouri, New York, Ohio, Pennsylvania, West Vir- 
ginia and Wisconsin, in violation of sections 1, 3 and 13. Ask 
cease and desist order and rates. (W. M. Wharton, manager, 
Transportation Department, Omaha Chamber of Commerce, 1705 
W. O. W. Bidg., Omaha 2, Neb.) 


No. 29083, Peden Iron & Steel Co., Houston, Tex., vs. Texas & New 
Orleans Railroad Co. et al. 


Through domestic rates on 30 shipments of iron and steel articles, 
and limitations and restrictions published as conditions for the 
application of export rates on such shipments, made in the period 
from July 29, 1941, and August 3, 1942, in violation of section 1. 
Asks cease and desist order, rates and regulations, and reparation 
of $16,849.55. (Edward S. Boyles First National Bank Bldg., 


Houston, Tex., and William H. Watts, 3020 Gulf Bldg., Houston 2, 
Tex.) 


No. 29085, Control of Chesapeake & Ohio Railway Co., New York, 
Chicago & St. Louis Railroad Co., Pere Marquette Railway Co. by 
Alleghany Corporation—Robert R. Young—Allan P. Kirby. 

Investigation instituted by the Commission, on its own motion, 
for the purpose of determining whether Alleghany Corporation, 
Robert R. Young, or Allan P. Kirby are violating the provisions of 
paragraph (4) of section 5 of the interstate commerce act, and if 
such violation is found, of entering an order or orders requiring 
said persons, or either of them, and any other person or persons 
participating therein, to take such action as may be necessary to 
prevent continuance of such violation. 

No. 29084, Indiana State Chamber of Commerce vs. Alton Railroad Co. 
et al. 

Rates on iron and steel articles, from Crawfordsville, Muncie and 
Terre Haute, Ind., to Minneapolis-St. Paul, Duluth, Minn., and 
points intermediate thereto in Iowa, Michigan, Minnesota and Wis- 

~ consin, in violation of sections 1 and 3. Asks cease and desist 
order, and rates. (Herschel A. Hollopeter, Traffic Director, 2nd 
Floor, Board of Trade Building, Indianapolis 4, Ind.) 


No. 29086, Burlington Shippers’ Association, Burlington, Ia., et al. vs. 
Chicago, Burlington & Quincy Railroad Co. et al. 

Classification ratings on tissue soap, a new product, under Con- 
solidated Freight Classification, in violation of sections 1 and 2. 
The complaint said complainants’ interpretation of the classifica- 
tion by analogy, rule 17, went to the ratings applicable to soap 
and soap products, whereas defendants’ interpretation of the classi- 
fication by analogy went to ratings applicable to paper, n. o. i. b. 


et al. vs. 


w. Asks cease and desist order and classification rating. (F. L. 
Partridge, 210 West Fourth St., Burlington, Ia.) 
No. 29087, Liberty Industrial Salvage Co., Pittsburgh, Pa., vs. Dela- 


ware, Lackawanna & Western Railroad Co. et al. 


Rates on cranes or derricks, and tools, shipped May 13, 1943, in 
one car and excess or idler car, from Pittsburgh to Pen Allen, Pa., 
and reshipped August 6 or 9, with an additional amount of tools, 
from Pen Allen to New Village (or Washington), N. J., in violation 
of section 1. Asks cease and desist order, rates and reparation. 
(C. Peyton Collins, 206-207 Rauch Bldg., Pittsburgh 5, Pa.) 

MC C-389, Nevada Consolidated Fast Freight, Los Angeles, Calif., vs. 


Arthur Kenneth Osbourn, dba Osbourn Trucking Co., Maywood, 
Calif. 


Alleges that defendant for a long time past and next preceding 
the commencement of this action had failed to comply with the 
terms, conditions, and limitations of the certificate issued him in 
MC 565, Sub. Nos. 1 and 3, inclusive, in that said defendant had 
transported commodities not authorized to be transported, by 
transporting commodities from and to points not authorized, in 
quantities not authorized, and had performed service at rates other 
than those provided in his lawfully filed tariff, in violation of sec- 
tions 206(a) and 217(b). (Arthur H. Glanz, 111 W. Seventh St., 
Los Angeles, Calif.) 


No. 29088, Butler Iron & Steel Co., Butler, Pa., vs. Baltimore & Ohio 
Railroad Co. et al. 

Rates on numerous quantities of scrap iron or steel, shipped in 

the statutory period of the complaint from Danville, Va., to Butler, 

Pa., in violation of section 1. Asks cease and desist order, rates, 


and reparation. (C. Peyton Collins, 206 Rauch Bidg., Pittsburgh 5, 
Pa.) 


AWARDS FOR M. C.-W. S. A. “IDEAS” 


The Senate has passed S. J. Res. 78, providing for cash 
awards to personnel of the Maritime Commisison and the War 
Shipping Administration for useful suggestions to improve ad- 
ministration of their activities. The resolution was amended by 
the Senate so as to make the awards provided by it available 
to “officers and members of crews employed on United States 
or foreign-flag vessels as employes of the United States and the 
War Shipping Administration.” 











Docket of the Commission 





NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THE TraFFIc WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postp ents announced too late to show the change in this 
docket will be noted elsewhere. 


February 21—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 16789—Dickerson Forwarding Lines Corp., New York, N. Y. 
MC 52594—Lee Freight Lines, Inc., New York, N. Y. 


February 21—Coeur d’Alene, idaho—Fed. Blag.—Jt. Bd. 49: 
MC 104272—Ir.terlake Transportation Co., Coeur d’Alene, Idaho, cer- 
tificate. 


February 21—Indianapolis, ind.—U. S. Ct.—Jt. Bd. 72: 
MC 70203 Sub. 15—Interstate Dispatch, Inc., Chicago, Ill., certificate 
to extend operations. 


February 21—Louisville, Ky.—Kentucky Hotel—Jt. Bd. 105: 
MC 52629 Sub. 18—Huber & Huber Motor Express, Inc., Louisville, 
Ky., certificate to extend operations. 
MC 76436 Sub. 3—James A. Skaggs Transfer, Greensburg, Ky., cer 
tificate to extend operations. 
MC 38320 Sub. 3—McKinley-Nance Transfer Co., Inc., Campbellsville. 
Ky., certificate to extend operation. . 


Feb. 21—Oklahoma City, Okla.—Skirvin Hotel—Examiner Borroughs: 
MC 37922 Sub. 1—E. L. Miller Truck Line, Oklahoma City, Okla, 
February 21—Washington, D. C.—Argument: 
Finance 7833—Construction of line by Levisa River R. R. 
Finance 14356—Application of N. & W. for authority to construct an 
extension of its line in Pike County, Ky. 


February 22—Spokane, Wash.—Davenport Hotel—Examiner Olentine: 
1. & S. M-2334—Circuitous routing over United Truck Lines. 


February 22—Spokane, Wash.—Davenport Hotel—Jt. Bd. 169: 
MC 28165 Sub. 3—E. L. Crocker, Lewiston, Ida., certificate to extend 
operations. 


February 23—Indianapolis, ind.—U. S. Ct.—Jt. Bd. 21: 
MC 25567 Sub. 12—Hancock Truck Lines, Inc., Evansville, Indiana. 
February 23—Louisville, Ky.—Kentucky Hotel—Jt. Bd. 25: 5 
MC 45158 Sub. 9—Killion Motor Express, Inc., Washington, Ind. 
certificate to extend operations. 


February 23—Minneapolis, Minn.—Hotel Nicollet—Examiner Peterson: 
MC C-387—Victory Granite Co. vs. Central Truck Lines, Inc., et al. 


February 23—Montgomery, Ala.—New Post Office and Ct. Bldg.—Com- 
missioner Alldredge> 
MC 58164 Sub. 1—Finch Warehousing & Transfer Co., Mobile, Ala., 
certificate to extend operations. 


February 23—Oklahoma City, Okla.—Skirvin Hotel—Examiner Bor- 
roughs: 
MC 53869 Sub. 14—H. J. Jeffries Truck Lines, Oklahoma City, Okla. 
February 23—Spokane, Wash.—Davenport Hotel—Jt. Bds. 169 and 81: 
MC 104697—W. W. Rutledge, Metaline, Wash., certificate. 
MC 104829—H. D. Boyd, Pullman, Wash., certificate. 


February 23—Washington, D. C.—Examiners Kirby and Porterfield 
* Finance 9954—Fonda, Johnstown & Gloversville R. R. Co., reorganiza- 
tion. 


February 24—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 67 and Exam- 
iner Cantrell: 
MC 2255 Sub. 2—H. W. Brown & Co., Long Branch, N. J., certificate 
to extend operations. 
MC 36229—Arthur White & Brothers, New York, N. Y., certificate 
or permit. 


February 24—Indianapolis, Ind.—U. S. Ct.—Jt. Bds. 72 and 21: 
MC 52629 Subs. 19 and 20—Huber & Huber Motor Express, 
Louisville, Ky., certificate to extend operations 


February 24—Memphis, Tenn.—Peabody Hotel—Jt. Bds. 107 and 4: 
MC 86761 Sub. 12—Gulf Transport Co., Mobile, Ala., certificate to 
extend operations. 
MC 104805—Clipper Lines, Red Bay, Ala., certificate. 


February 24—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 142: 
MC 94044 Sub. 1—W. J. Donahue, New Richmond, Wis., certificate 
to extend operations. 


February 24—Washington, D. C.—Examiners Jordan and Romero: 
Finance 14438—Application of L. V. for authority to lease entire rail- 
road and property of State Line and Sullivan. 
Finance 14458—Application of St. L. B. & M. to operate over tracks of 
G. C. & S. F. between Algoa and Houston, Tex. 
February 25—Birmingham, Ala.—Thomas Jefferson Hotel—Commis- 
sioner Alldredge: 
MC 60787 Sub. 1—White’s Moving & Storage Co., Birmingham, Ala., 
certificate to extend operations. 


February 25—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 96525—M. Gettinger, New York, N. Y., certificate or permit. 
February 25—Indianapolis, Ind.—U. S. Ct.—Examiner Garofalo: 
MC 66817 Sub. 16—Hayes Freight Lines, Inc., Bowling Green, Ken- 
tucky. 
MC 59206 Sub. 2—Holland Motor Express, Inc., Holland, Michigan. 
certificate to extend operations. 


Inc., 
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February 25—Memphis, Tenn.—Peabody Hotel—Jt. Bd. 109: 
MC 14511 Sub. 3—Helena Bus Line, Helena, Ark., certificate to extend 
operations. 


February 25—Memphis, Tenn.—Peabody Hotel—Jt. Bd. 107: 
MC 12284—Acme Storage Co., Memphis, Tenn., license. 
February 25—Miles City, Mont.—Elks Bldg.—Examiner Olentine: 
MC 52497 Sub. 3—Nugent’s Transfer and Storage, Miles City, Mont., 
certificate to extend operations. 


February 25—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 142: 
MC 10910—Murphy Transfer & Storage Co., St. Paul, Minn., certificate 
or permit. 


February 25—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 217: 
MC 104789—Neal Truck Line, Oklahoma City, Okla. 


February 25—Washington, D. C.—Examiner Weems: 
1. & S. 5278—Books between Chicago and New York. 


February 25—Washington, D. C.—Argument: 
FF 145—Twin Cities Shippers Assoc., freight forwarder application. 
February 26—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 104799—E. B. Garriscn, Monroe, N. Y., certificate. 
February 26—Jackson, Miss.—Robert E. Lee Hotel—Jt. Bd 97: 
MC 29957 Sub. 41—Tri-State Transit Co. of Louisiana, Inc., Shreve 
port, La., certificate to extend operations. 
February 26—Milwaukee, Wis.—Hotel Schroeder—Jt. Bd. 13 and Exam- 
iner Peterson: i 
MC 17500 Sub. 2—Merchants Delivery, Racine, Wis., certificate to ex- 
tend operations. 
MC 104876 EX—A. F. Mey Transfer, Newburg, Wis., certificate of 
exemption, 


February 26—Washington, D. C.—Examiner Schutrumpf: 
Finance 14447—Application of W. & O. D. to purchase from the 
Southern Ry. line of railroad from Alexandria to Purcellville, Va. 
February 28—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 100 
and Examiner Yardley: 
MC 70560 Sub. 18—North Alabama Motor Express, Inc., Birmingham, 
Ala., certificate to extend operations. 
MC 101848 Sub. 4—J. D. Cloud Transfer, Decatur, Ala., certificate to 
extend operations. 


February 28—Idaho Falls, ida.—Fed. Bldg.—Jt. Bd. 29: 
MC 104710—E. Taylor, Terreton, Ida., certificate. 


February 28—Milwaukee, Wis.—Hotel Schroeder—Jt. Bd. 13: 
MC 8310—Jeff’s Truck Service, Waupun, Wis., certificate or permit. 
February 28—Philadelphia, Pa.—Gimbel Bldg.—Examiner Cantrell: 
MC 954 Sub. 13—Mid-States Freight Lines, Inc., Certificate to extend 
operations. 


February 28—Philadelphia, Pa.—Gimbel Bldg.—Jt. Bd. 67: 
MC 954 Sub. 14—Mid-State Freight Lines, Inc., Chicago, Ill., certifi- 
cate to extend operations. 
February 28—Tulsa, Okla.—Mayo Hotel—Examiner Borroughs: 
MC 30188 Sub. 10—Parkhill Truck Co., Tulsa, Okla. 


February 28—Washington, D. C.—Commissioner Porter and Examiner 
Copenhafer: 
W-543—Seatrain Lines, Inc., common carrier applications. 


February 29—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 14: 
MC 2935 Sub. 2—Tuscaloosa Motor Express, Tuscaloosa, Ala., certif- 
cate to extend operations. 


February 29—Milwaukee, Wis.—Hotel Schroeder—Jt. Bd. 96: 
MC 72285 Sub. 6—Motor Transport Co., Milwaukee, Wis., certificate 
to extend operations. 
MC 55236 Sub. 9—Olson Transportation Co., Green Bay. Wis., certif- 
cate to extend operations. 


February 29—Washington, D. C.—Examiner Disque: 
W-896—Newtex Steamship Corp., common carrier application. 


March 1—Atlanta, Ga.—Henry Grady Hotel—Comm. Rogers and Ex. 
Hall: 
28514—Neuhoff Packing Co. et al. vs. A. & R. et al. 
29043—Fla. R. R. Commission et al. vs. A. C. L. et al. 


March 1—Chattanooga, Tenn.—U. S. Ct.—Jt. Bd. 107: 
MC 20901 Sub. 5—Cherokee Motor Coach Co., Chattanooga, 
certificate to extend operations. 


March 1—Chicago, I!!.—Morrison Hotel—Examiner McGrath: 
1. & S. 5269—Iron and steel to Ia., Minn., Mich. and Wis. 
28786—Continental Steel Corp. vs. N. Y. C. & St. L. et al. 
29057—Minneapolis Traffic Association et al. vs. C. B. & Q. et al. 
29057, Sub. 1—Duluth Chamber of Commerce vs. C. & N. W. et al 
29082—Omaha Chamber of Commerce, Transportation Department 
et al. vs. A. T. & S. F. et al. 


March 1—Madison, Wis.—State Com.—Jt. Bd. 96: 
MC 57776 Sub. 6—Swenson Coach Lines, Inc., Janesville, Wis., cer 
tificate to extend operations. 
MC 65061 Sub. 1—Ferris Dray Line, Boscobel, Wis., permit. 


March 1—Washington, D. C.—Examiner Alvord: 
MC 26970 Sub. 9—R. A. Etzler, Frederick, Md., certificate to extend 
operations. 
March 1—Washington, D. C.—Director Sweet: 
Finance 13170—F. E. C. reorganization. 
March 1—Washington, D. C.—Argument: 
1. & S. M-2180—Definition of freight consolidators. 
MC C-362—Freight Forwarders Institute vs. Trans-American Freight 
Lines, Inc. 
March 2—Hartford, Conn.—Bond Hotel—Jt. Bd. 227: 
MC 4865 Sub. 1—Hathaway Express, Waterbury, Conn., certificate t0 
extend operations. 
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March 2—La Crosse, Wis.—U. S. Ct.—Jt. Bd. 142: 
MC 104764—F. B. Turner, La Crosse, Wis., certificate. 
March 2—Washington, D. C.—Examiner Alvord: 
MC 103307 Sub. 1—W. B. Stuart, White Post, Va., certificate to extend 
operations. 
March 2—Washington, D. C.—Argument: 
* 28974—Interstate Commutation fare, Chicago, IIl., district. 


March 3—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
MC C-386—United Motor Freight Terminal, Inc., vs. Georgia Motor 
Express, Inc. 
March 3—Boston, Mass.—Hotel Manger—Examiner Parker: 
MC 78344—National Movers of Boston, Boston, Mass. 
March 3—Bristol, Tenn.-Va.—Hotel General Shelby—Jt. Bd. 8: 
MC 61599 Sub. 51—Queen City Coach Co., Charlotte, N. C., certificate 
to extend operations. 
MC 104815—Unicoi County Bus Line, Erwin, Tenn., certificate, 
March 3—Rochester, Minn.—City Hall—Examiner Peterson: 
MC 42525 Sub. 1—Carey Transfer & Storage, Rochester, Minn. 
March 3—Washington, D, C.—Examiner Jordan: 
Finance 14437—Application of ‘W. Md. for authority to acquire control 
of Cumberland & Pennsylvania by purchase of its capital stock. 
March 3—Washington, D. C.—Jt. Bd. 120: 
MC 3677 Sub. 5—Washington, Marlboro & Annapolis Motor Lines, 
Inc., Bradbury Heights, Md., certificate to extend operations. 


March 3—Williamsport, Pa.—U. S. Ct.—Jt. Bd. 42 and Examiner Han- 
rahan: 


MC 102350 Subs. 3 and 4—H. C. Byrol, Lock Haven, Pa., certificate 
to extend operations. 
March 6—Allentown, Pa.—Fed Bldg.—Examiner Hanrahan: 
MC 54744 Sub. 6—Clarke Motor Express, Allentown, Pa., certificate 
to extend operations. 
March 6—Asheville, N. C.—Langren Hotel—Jt. Bd. 103: 


MC 61599 Sub. 50—Queen City Coach Co., Charlotte, N. C., certificate 
to extend operations. 
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March 6—Atlanta, Ga.—Henry Grady Hotel—Jt. Bds. 101 and 157: 
MC 69520 Sub. 3—Barnes Freight Lines, Carrollton, Ga. 
MC 104724—Superior Trucking Co., Atlanta, Ga., permit. 


March 6—Boston, Mass.—Hotel Manger—Examiner Parker: 
1. & S. M-2347—Household goods in Mass. 


March 6—Cincinnati, O.—Gibson Hotel—Jt. Bd. : 


6 
MC 59206 Sub. 1—Holland Motor Express, Inc., Holland, Mich., cer- 
tificate to extend operations. 


March 7—Allentown, Pa.—Fed. Bldg.—Jt. Bd. 67: 
MC 1781 Sub. 3—A. R. Litzenberger, Wescoesville, Pa. 


* MC 78027 Sub. 1—Bean, Inc., Easton, Pa., certificate to extend oper- 
ations. 
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March 7—Asheville, N. C.—Langren Hotel—Examiner Tyers: 


* MC 74367 Sub. 1—Wright Motor Lines, Asheville, N. C., certificate to 
extend operations. 


March 7—Boston, Mass.—Hotel Manger—Examiner Parker: 
1. & S. M-2350—Classification exceptions ratings in New England. 


March 7—Columbus, O.—State Comm.—Jt. Bd. 117: 
MC 47723 Sub. 1—The Huntington Cincinnati Trucking Lines, Ltd., 
Portsmouth, O., certificate to extend operations. 
MC 75551 Sub. 3—Southern Express, Chicago, IIll., certificate to extend 
operations. 
March 7—Washington, D. C.—Examiner Boss: 
1. & S. M-2363—Restrictions in rates over Roadway Express, Inc. 


March 8—Boston, Mass.—Hotel Manger—Examiner Parker: 
|. & S. M-2352—Cancellation of commodity rates, Boston to N. H. 
and Vt. 
* 1. & S. M-2367—Groceries, paper, sugar between New England points. 


March 8—Boston, Mass.—State House—Division 2: 

* Ex Parte MC 22—New England Motor Carrier rates. 

March 8—Columbus, Ohio—State Comm.—Examiner Schutrumpf: 
MC 14252—Commercial Motor Freight, Inc., Columbus, Ohio. 

March 9—Boston, Mass.—Manger Hotel—Examiner Parker: 


|. & S, M-2364—Fruits, vegetables, groceries, packing house products 
in Connecticut. 
: 


& S. M-2351—Fish and oysters, Mass. to New York Cit¥ and 
vicinity. 
March 9—Cleveland, Ohio—Hotel Cleveland—Examiner Kilroy: 
* MC 31220 Sub. 4—Daniels Motor Freight Service, Inc., Warren, Ohio. 
March 9—Fort Worth, Texas—Texas Hotel—Examiner Borroughs: 
* MC 340 Sub. 1—J. L. Querner Truck Line, San Antonio, Tex. 
March 9—Harrisburg, Pa.—State Comm.—Jt. Bd. 67: 
MC 27903 Sub. 6—C. W. Karper, Chambersburg, Pa., certificate to 
extend operations. 
March 9—Spartanburg, S. C.—Chamber of Commerce—Examiner Tyers: 
* MC 60756 Sub. 4—Crescent Motor Line, Spartanburg, S. C., certificate 
to extend operations. 
March 9—Washington, D. C.—Argument: 
|. & S, 5229—Iron pipe—Lower Mississippi River crossings to Tex. 
March 10—Concord, N. Hamp.—State Comm.—Jt. Bd. 114: 
MC 91742 Sub. 5—Marshall’s. Transportation Co., Exeter, N. Hamp., 
certificate to extend operations. 
March 10—Greensboro, N. C.—U. S. Ct.—Examiner Tyers: 


* MC 66691 Sub. 1—Truner’s Transfer, Greensboro, N. C., certificate to 
extend operation. 
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SUBSCRIBE FOR 
THE TRAFFIC BULLETIN: 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to eve public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each ee Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published.’ 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of cha the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 





5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 


applications and orders, tariffs returned and express 
tariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your devartment. Send 
$6.25 for a trial three months’ subscription teday. 


THE TRAFFIC BULLETIN 


418 South Market Steet Chicago, Ill, 
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Books on Freight Traffic 


Industrial Traffic Management, by G. Lloyd Wilson 
335 pages covering scope of traffic management, training, ship- 
ping and receiving, management of equipment, rates, rate 
° adjustments, tariffs, routing, tracing, expediting, claims, ex- 
press, parcei post, foreign trade, procedure before I. C. C. and 
state commissions, federal regulation. Two volumes—Cloth 
bound, $1.50 each—Two volumes $3.00. 


Principles of Freight Traffic, by G. Lloyd Wilson 


Sixteen chapters covering railroad freight traffic departments, 
rules of freight classification, principles of rate making, tariff 
construction and interpretation, principles of rate structures, 
analysis of rate structures in freight rate territories, and the 
—" of export and import rates. 160 pages, cloth bound, 
Selling Highway Freight Transportation, by Charles E. Parks 
Tells of the effect of regulation on truck line merchandising 
methods, shipping motives, sales resistance and how to meet 
it, suggested techniques for personal solicitation, and the 
most profitable fields for selling highway freight transporta- 
tion. 70 pages, cloth bound, $1.00. 


The Principles of Water Transportation, by G. Lloyd Wilson 


Twelve chapters covering the development and organization 
of water transportation, ports and port charges, freight for- 
warding and brokerage, documents and procedure, freight 
classification and rates, passenger, mail, and express services, 
government aid to and regulation of shipping, and summaries 
of marine policies of leading maritime nations. 107 pages, 
paper cover, 50 cents. 
Selling Railroad Transportation, by Charles E. Parks 


An analysis of selling methods, qualifications of railroad sales- 
man, and what he should know, four groups of prospects, 
buying motives, analysis of buying process. 71 pages, paper 
cover, 50 cents, 


Raliroad Organization, Operation and Traffic, by G. Lloyd Wilson 


Nineteen chapters ccvering railroad development corporate 
organization, organization and personnel of traffic ——- 
ments, operating departments, roadway and structures, rolling 
stock and equipment, yard and terminal operation, accounting, 
solicitation and traffic development, special and terminal serv- 
ices, passenger services and rates, freight rate making and 
changing, public relations. 144 pages, paper cover, 50 cents. 


Motor Freight Transportation and Regulation, by G. Lloyd Wilson 


Seventeen chapters covering development of motor transporta- 
tion and highways, types of motor freight carriers, local and 
intercity services, principles of freight classifications and rate 

making, regulations governing tariffs and schedules, bills of 
lading and shipping documents, liability and insurance, ac- 
— %' _—. analysis of regulation. 168 pages, cloth 
oun . 1. ° 


Air Transportation and Regulation, by G. Lloyd Wilson 


A 70-page P gent cover booklet covering air mail services, the 
Place o ¢ express in present day distribution, passenger 
services, the regulation of air transportation by local, state, 
federal and international agencies. 50 cents. 


Traffic Law, by G. Lloyd Wilson 


Ten chapters covering duties and liability of carriers, special 
rates and rebates, claims, embargoes, freight pooling, payment 
of freight charges, as governed by the interstate commerce 
act and common law, and as applied by the federal courts. 
70 pages, paper cover, 50 cents. 

Traffic Law and Procedure—Part 1, Services, by G. Lloyd Wilson 
This volume covers the transportation act and all amendments; 
the status, duties and obligations of carriers; the rights and 

rivileges of shippers; car service; distribution of cars; pool- 
ng; switching connections; transit services and privileges; 
terminal tacilities and services; embargoes; demurrage; the 
commodities clause; penalties and damages; etc. Cloth bound 
208 pages, $2.00. (Part 2—Rates, and Part 3—Procedure, will 
be published in 1944.) 


52 TRAFFIC LESSONS 
on Fundamentals of Freight Traffic, by G. Lloyd Wilson 
in 4 Parts—$1.50 Each—Set of 4, $5.00 


Part 1—Freight Classification and Rate Making 


Carrier traffic management—functions and organization, traffic 
— , territorial subdivisions, principles and rules of 
reight classification and rate making, rate structure, rate 
making machinery, tariff construction and 
Cloth bound, 160 pages, $1.50. 


Part 2—Rallroad Freight Rate Structure 


The freight rate structure of each territorial subdivision, 
interterritorial rate structure, rail-water rates, and import and 
export railroad rates. Cloth bound, 208 pages, $1.50. 


Part 3—Miscellaneous Transportation and Rates 


Covers freight rates and services of all types of transportation 
other than railroads—Motor Carriers—Water Carriers—Freight 
Forwarders—Air Lines—Express Companies—Pipe Lines—Pri- 
vate Freight Cars. Cloth bound, 151 pages, $1.50. 

Part 4—Freight Shipping Documents, Routing and Claims 
Includes chapters on Shipping Documents—-Routing, Tracing 
and Expediting—Loss, Damage, Delay Claims and Overcharge 
Claims—Concealed Loss an a Claims—Reparation— 
Procedure before Committees and Regulatory Commissions. 
Cloth bound, 166 pages, $1.50. 


All books shipped pestpald. ff ten or more books are ordered at one 
time, deduct 10% from list price. Send remittance with order te 
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March 10—Harrisburg, Pa.—State Comm.—Examiner Hanrahan: 
MC 104771—Shoemaker’s Sea Food, Harrisburg, Pa., certificate. 


March 11—Cleveland, Ohio—Hotel Cleveland—Jt. Bd. 117: 
* MC 66562 Sub. 544—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
March 11—Harrisburg, Pa.—State Comm.—Examiner Hanrahan: 
MC 10753 Sub. 2—Paul M. Settle, Gettysburg, Pa., certificate to ex. 
tend operations. 


March 11—Lebanon, N. Hamp.—Fed. Bldg.—Examiner Parker: 
MC 30222 Sub. 1—S. B. Manning, White River Junction, Vermont, 
certificate to extend operations. 


March 13—Albany, Ga.—U. S. Ct.—Jt. Bd. 101: 
MC 6009 Sub. 14—Georgia Stages, Inc., Albany, Ga., certificate to ex- 
tend operations. 
March 13—Brooklyn, N. Y.—Hotel St. George—Examiner Stiles: 
1. & S. 5258—Morgain Forwarding Co. pick-up and storage. 
29039—Acme Fast Freight, Inc., et al. vs. Central Package Car Co. 
et al. 
1. & S. 5257—Forwarder rates New York and St. Louis to Texas. 
29039 Sub. 1—Middlewest Motor Freight Bureau vs. Central Package 
Car Co. et al. 


March 13—Brooklyn, N. Y.—Hotel St. George—Examiner Parker: 
MC 104865—M. Goldstein, Brooklyn, N. Y., permit. 


March 13—Detroit, Mich.—Hotel Fort Shelby—Examiner Kilroy: 
* MC 78261 Sub. 19—Midwest Transfer Co., Maywood, IIl., permit to 
extend operations. 


March 13—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Hanrahan: 
MC 47693 Sub. 4—Callahan Transportation, Pittsburgh, Pa., permit 
to extend operation. 
MC 104653—Miller Transfer, Connellsville, Pa., certificate. 


March 13—Raleigh, N. C.—Sir Walter Hotel—Jt. Bd. 103: 
* MC 58021 Sub. 3—Colonial Bus Lines, Rocky Mount, N. C., certificate 
to extend operations, 


March 14—Brooklyn, N. Y¥.—Hotel St. George—Examiner Myers: 
MC 80245—United Van Service New York, N. Y 


March 14—Brooklyn, N. Y.—St. George Hotel—Examiner Parker: 
1; & S. M-2366—Building material, lumber, stoves, over Duncan 
Trucking Co. 
MC 74772—Goodman’s N. Y. & Conn. Express Corp., New York, N. Y., 
certificate or permit. 
March 14—Brooklyn, N. Y.—Hotel St. George—Examiner Stiles: 
FF 161—F. L. Kraemer & Co., New York, N. Y., permit. 


March 14—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76: 

* MC 28552 Sub. 1—John Wahl Cartage, Detroit, Mich., certificate to 
extend operations. 

* MC 28658 Sub. 1—Intercity Trucking Service, Inc., Detroit, Mich., 
certificate to extend operations. 


March 14—Washington, D. C.—Examiner Johnson: 
29053—-H. L. Stimson, as Secretary of War vs. Aberdeen and Rock: 
fish et al. 


March 15—Brooklyn, N. Y¥Y.—Hotel St. George—Examiner Cantrell: 
MC 1502—Pennsylvania Greyhound Lines, Inc., Cleveland, Ohio, cer: 
tificate. 
MC 1520—Central Greyhound Lines, Inc., of N. Y., Cleveland, Ohio. 
certificate. 


March 15—Brooklyn, N. Y.—Hotel St. George—Examiner Stiles: 
FF-121—Porto Rican Express Co., New York, N. Y., permit. 
FF-159—Bernstein Service, New York, N. Y., permit. 


March 15—Chicago, II11.—Morrison Hotel—Examiner Sharp: 
20769—Charges for protective service to perishable freight. 
March 15—Chicago, I1l.—Sherman Hotel—Jt. Bd. 162: 


MC 16947 Sub. 1—Lincoln Express and Freight Lines, Chicago, II. 


March 15—Pittsburgh, Pa.—Roosevelt Hotel—Commission Aitchison and 
Examiner Hosmer: 
28825—Bituminous coal to Youngstown District. 


March 15—Salt Lake City, Utah—State Comm.—Jt. Bd. 78: 
* MC 33641 Sub. 5—Interstate Motor Lines, Inc., Salt Lake City, Utah, 
certificate to extend operation. 


March 15—Washington, D. C.—Argument: 
28800—Blytheville Chamber of Commerce et al. vs. A. & R. et al. 


March 16—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 85239—Weimar Storage Co., Inc., Elizabeth, N. J. 
March 16—Brooklyn, N. Y.—Hotel St. George—Examiner Parker: 
MC 85239 Sub. 1—Weimar Storage Co., Inc., Elizabeth, N. J.. certit: 
cate to extend operations. 
March 16—Brooklyn, N. Y.—St. George Hotel—Examiner Stiles: 
1. & S. 5283 and Sup. 1—All-freight, North Atlantic ports to south. 
March 16—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76: 
* MC 104911—Barnett Detroit Cartage Co., Detroit, Mich., certificate. 
March 16—St. Louis, Mo.—Mark Twain Hotel—Jt. Bd. 135: 
* MC 104804—Silex Poultry House, Silex, Mo., certificate. 
March 16—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76: 
* MC 69833 Sub. 4—Associated Truck Lines, Inc., Grand Rapids, Mich 
certificate to extend operations. 
March 17—Chicago, I!1.—Sherman Hotel—Jt. Bd. 17: 
* MC 104814—Doyle Truck Service,. Valparaiso, Ind., certificate. 
March 17—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 142: 
MC 1509 Sub. 47—Northland Greyhound Lines, Inc., Minneapob 
Minn., certificate to extend operations. 
(Continued on page 496) 
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February 19, 1944 


MYRIAD 
WAR DEMANDS 
MET BY RAILROADS 


Before the war, the by-products of petro- 
leum were legion. And the railroads had 
perfected special skills for meeting 
many diversified demands in this field. 
But with the coming of war, new uses 
were found for old products, and new 
products were developed by intensified 
research. There was a greater volume to 
o ; SZ : es x: eee sed a be transported, and need for speed was 
. ee : Bo. Fe eS a accentuated. So this responsibility was 
"Dune errs Cer Lee ae - added to the many others which were 
shouldered by America’s railroads. And 
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There is no predicting the multitude 
of peacetime uses which will be found for 
petroleum products developed through 
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served by the Illinois Central in 14 ‘ 
: SERVICE IN WARTIME—Our entire Traffic Depart- 
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tly tiebe than 150 ther indeliens ment is a service organization for the duration, with 
Riciwiiitian. vestheneride one objective—to help speed Victory by aiding ship- 
pers and travelers, 
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Personal Notes 





Robert W. Barnwell, vice-president and southern regional 
director for Associated Transport, Inc., Burlington, N. C., died 
at Miami, Fla., February 9. He entered the trucking business 
in 1930 when he organized Barnwell Brothers, Inc., which later 
was consolidated with other motor carriers to form Associated 
Transport. 


J. V. Lanigan, passenger traffic manager, Illinois Central, 
Chicago, will retire, effective April 1, on account of ill health. 
He has served in the passenger department for 38 years, in 
which time he has been an innovator of various personalized 
services for passengers. He is president of the American Asso- 
ciation of Passenger Traffic Officers. 


Richard J. Golden has been appointed assistant to vice- 
president of the Pullman-Standard Car Manufacturing Com- 
pany, Chicago. 


H. B. Lautz, general manager, eastern lines, Santa Fe Sys- 
tem, Topeka, Kan., has been appointed acting vice-president in 
charge of operations at Chicago, succeeding George H. Minchin, 
on leave of absence because of ill health. Mr. Lautz will con- 
tinue as general manager of the eastern lines. 


William J. Cannon, 81, assistant passenger traffic manager 
for the Milwaukee Road, died February 17. He served with 
the company 62 years. 


L. J. Hopper, general accountant, Clinchfield Railroad, died 
at his home at Johnson City, Tenn., February 6. 


Ridgely D. Miller has been appointed assistant general 
freight and passenger agent for the Southern Railway at An- 
niston, Ala. 


Gill Robb Wilson has resigned as president of the Na- 
tional Aeronautic Association to become aviation editor of the 


















TRAFFIC WORLD 




































New York Herald-Tribune...He will serve as a member of the 
N. A. A. board of directors. William R. Enyart, a vice-president 
of the N. A. A., has been elected president for the term end.ng 
June 30, 1944. Glen B. Eastburn, of Los Angeles, Cal., has 
succeeded Mr. Enyart as vice-president. The N. A. A. execu- 
tive committee has announced the appointment of four new 
members of the board of directors: Wesley E. Keller, vice- 
president of Truax Traer Coal Co., Minot, N. D.; O. S. Warden, 
publisher of the Great Falls, Mont., Tribune; W. Percy Mc- 
Donald, chairman of the Tennessee State Aviation Commission, 
and Thomas Buck, attorney, Fort Worth, Tex. 


_Eugene B. Kelly, district freight agent of the Southern 
Railway at Mobile, Ala., has been promoted to division freight 
agent with headquarters at Mobile. 


John M. Cates of Baltimore, former football coach at the 
U. S. Naval Academy and director of athletics at Yale Univer- 
sity, has been appointed regional representative for South 
Africa for the Recruitment and Manning Organization of the 
War Shipping Administration. He will be responsible for the 
program of health, welfare, and ship personnel of the Amer- 
ican merchant marine in South Africa. The program includes 
housing, hospitalization of survivors, and the repatriation to 
the United States of American seamen who cannot be re- 
assigned to vessels in South African ports. 


James C. Cantwell has been appointed traffic manager 
for the Decatur Milling Company, Decatur, IIl., succeeding 
Francis A. Walker who has been promoted to sales manager, 
specialty division. 

The career of William M. Jeffers, president, Union Pacific, 
has been selected as the theme of the February 19 program of 
“Your America,” weekly series of broadcasts by the National 
Broadcasting Company. Mr. Jeffers will be a guest speaker 
on the program, which will include interviews with two Union 
Pacific call boys, Wayne Strohl of Council Bluffs, Ia., and 
Robert Johnson, North Platte, Neb. Mr. Jeffers has been ap- 
pointed chairman of the industrial advisory garden committee 
of the National Victory Garden Institute. Other committee 
members include: L. W. Baldwin, president, Missouri Pacific; 
M. W. Clement, president, Pennsylvania Railroad; Nels Kunst, 


HE knows...do you? 


DO YOU KNOW that the huge 30,000,000-ton merchant fleet of the 
United States is doing the greatest war time transportation job in 
history under the highly efficient management of American ship- 
owners, operators, and personnel? 


DO YOU KNOW that the United States has become a vulnerable 
island nation and will require a great Navy and Merchant Marine, 
supported by a great Air Force, to guarantee its future security? 

DO YOU KNOW that America’s foreign trade can never grow nor- 
mally without a large fleet of merchant ships under its own flag and 
manned by its own crews? 

DO YOU KNOW that the American Merchant Marine can become 
America’s number one industry and provide peacetime jobs for hun- 
dreds of thousands of our young men? 


The American people have learned by experience that they must 
maintain and develop this new big industry to guarantee their security 
upon the seas and to build up their world commerce. 


GRACE LINE 
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LESSONS IN SAFETY are brought to Missouri Pacific Lines’ train, engine and 


yard employes in a school room on wheels, now making a tour which will 
cover the entire railroad. 


Movie Sereen Serves as Text Book 
on Safety in Traveling School for 
Missouri Pacific Lines Employes 


Pictures often say more than words—together they tell the 
most effective story, and both have been effectively combined 
in a sound-color motion picture recently produced by the 
Missouri Pacific Lines as a guide for new employes and a 
reminder to old-timers that “Safety Is of The First Import- 
ance in The Discharge of Duty.” 


The new movie was filmed under the direction of the Mis- 
souri Pacific’s Safety Superintendent; the railroad’s equip- 
ment served as ‘“‘props” and Missouri Pacific engineers, fire- 
men, trainmen and switchmen were the “actors” who dem- 
onstrated for their fellow workers the right or safe way and 
the hazardous wrong way in numerous routine railroad oper- 
ations. On the road now and traveling in a coach converted 
into a classroom-theatre, the film will carry its important 
message to hundreds of railroaders. 


While few if any shippers or travelers may ever see this 
film, all Missouri Pacific Lines’ patrons will benefit indirectly, 
for skilled workers, imbued with the tradition of safety and 
trained to prevent accidents, are the best of all insurance for 
safe, dependable transportation service. 
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president, Pullman Company; Paul G. Hoffman, president, 
Studebaker Corporation; K. T. Keller, president ,Chrysler Cor- 
poration; A. N. Kemp, president, American Airlines; Paul W. 
Litchfield, chairman of the board, Goodyear Tire and Rubber 
Company; Henry Ford, president, Ford Motor Company. 

H. A. Kaier has been appointed assistant general counsel 
for the Pennsylvania Railroad at Pittsburgh. Arthur Van 
Meter has been appointed assistant general solicitor, Chicago 
and Howard L. Gordon, district freight agent at Nashville, 
Tenn., succeeding Elmer R. Norris, who has received leave of 
absence to serve in the armed forces. Harry Babcock has been 
appointed general manager and traffic manager for the Penn- 
sylvania-Reading Seashore Lines, succeeding J. O. Hackenberg, 
who has received leave of absence because of ill health. The 
lines are operated jointly by the Pennsylvania Railroad and 
Reading Company. 

W. S. Long has been appointed Pacific coast sales manager, 
mechanical goods, for the United States Rubber Company. He 
will continue in charge of company war production activities 
in the coast area. 

The Trafficmen’s Association of America will hold its an- 
—— meeting at the Sherman Hotel, Chicago, Febru- 
ary 22. 

P. L. Dafoe has resumed his duties as manager of the cen- 
tral division of the Acme Steel Company, Chicago, following a 
15-month leave of absence in which he served as chief of the 
packaging division, the tank, automotive center office of the 
U. S. Army’s chief of ordnance at Detroit. 

E. A. Workman has been appointed purchasing agent for 
the Central Railroad of New Jersey at New York. He resigned 
as manager of purchases and stores for the railroad in 1933 to 
serve as director of stores for New York, a position he held 
for ten years. 

Arthur G. Vogel has been appointed manager, coal traffic 
department, for the Rock Island Lines, at Chicago. 

E. T. Baldridge has been appointed auditor for the Union 
Pacific Coal Company, Rock Springs, Wyo., succeeding Frank 
Tallmire, who resigned. J. L. Rawlings has been appointed 
assistant auditor, Rock Springs. The company is a subsidiary 
of the Union Pacific Railroad. 

Logan E. Owen has been appointed commercial agent at 
Cincinnati, and S. M. Parkinson, commercial agent at Jackson- 
ville, Fla., for the Macon, Dublin and Savannah Railroad. 

Paul Gibson Larie has been appointed to the newly created 
position of comptroller for American Airlines, at New York. 


R. W. Wettstyne has been released from active duty as a 
major in the U. S. Army’s transportation corps, to assume duties 
as general traffic manager at Akron, O., for the Firestone Tire 
and Rubber Company and its subsidiaries. He has served in 


trict transportation office, and commanding officer of the Den- 
ver regulating station. 


Directors of the Mississippi Shipping Company have elected 
Jorge Navarro-Viola special representative, at Buenos Aires, 
Argentina. 

Neil Young, Pictorial Paper Package Company, was elected 
chairman of the freight traffic bureau of the Aurora, Ill., Chan- 
ber of Commerce at its annual meeting February 10. The fol- 
lowing executive committee members were elected: W. F. Mac- 
Donald, Barber-Greene Company; Sherman Hosler, Durabilt 
Steel Locker Company; Ralph Giradet, Stephens-Adamson 
Manufacturing Company; Theodore Ilseman, Fox Valley Motor 
Service; E. R. McKnight, Austin-Western Company; Maurice 
Green, American Well Works; H. H. McManus, Lyon Metal 
Products Company; Charles Ashworth, Richards-Wilcox Manu- 
facturing Company; Frank Koch, St. Charles Manufactur‘ng 
Company; Al Regelbrugge, Moline Malleable Casting Company; 
C. R. Barley, Kroehler Company. William H. Abel, mileage 
administrator at Aurora for the Office of Price Administration, 
spoke. 


A. A. Krombach, city ticket agent for the Southern Pacific 
Lines, has been elected president of the Philadelphia Passenger 
Association. Others elected include: First vice-president, W. E. 
Lutz, Milwaukee Road; second vice-president, M. F. X. Ivers, 
Santa Fe System; secretary, E. B. Saltmer, Baltimore and 
Ohio; treasurer, A. J. Nice, Jr., Pennsylvania Railroad; mem- 
bers, board of directors, J. C. Dolan, Northern Pacific; W. F. 
Vitt, Missouri Pacific; F. K. Moore, Canadian National; F. C. 
Lunger, Seaboard Air Line; C. N. Hale, Chicago and North 
Western; E. C. Shramm, C. W. Nelson and W. S. Stewart, 
Pennsylvania Railroad; W. M. Hansford, Pennsylvania-Reading 
Seaboard Line; Fred Kilius, Great Northern; H. D. Kratz, Balti- 
more and Ohio; Henry Martens, Jr., Lehigh Valley Railroad. 
A “pep” meeting will be held March 4 and 5 at the Hotel Jef- 
ferson, Atlantic City, N. J. New chairmen of the standing com- 
mittees include: Athletic, Mr.. Lunger; constitution, Mr. 
Stewart; entertainment, Mr. Kratz; finance, Mr. Schramm, 


the corps recently as district transportation officer, Denver dis-! 
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Frei ght Moves | stam 


AT TTL Fredericksburg 
and Potomac Railroad 





P.& P. = Ry. and Peoria Gateway 
ts —Always Open— 


PEORIA-GATE WAY | je 
PEORIA & PEKIN UNION RY. 
E. F. Stock, Tr. Mar., Peoria, Illinois 


HARBOR 


Where Rail and Truck meet water Transportation . . 
Terminus of three fast transcontinental Railroads . . . 
Harbor Belt Line System serving the Harbor area . . 


Adequate terminal facilities . . . under MUNICIPAL CONTROL .. . 
assures the SHIPPER speed and the careful handling of cargo. 


Route your next shipment via: 


THE PORT OF LOS ANGELES 


A MUNICIPAL ENTERPRISE DEVOTED TO PUBLIC SERVICE 


189 City Hall M. G. Rouse, Secretary 
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membership, Mr. Hale; publicity, Mr. Hansford; reception, Mr. 
Nelson; welfare, Mr. Martens; editorial, Mr. Kilius. 

Mike O’Keefe has been appointed general manager for the 
Official Motor Freight Guide, Chicago. 

New chairmen of the standing committees of the Portland, 
Ore., Industrial Traffic Club include: Membership, Leland 
Smith; legislative, Frank S. Clay; rail activities, Carl Kort; 
truck ‘activities, Rudolf Kruettner; National Industrial Traffic 
League, William F. Forrest; contact, Eilie Bergesen; house, 
James Bills; publicity, Jess F. Winn; N. ©; 5: Bie. dd, Roper: 
express, parcel post and freight claim prevention, Otto Hance; 
golf, J. C. Hestmark. Mr. Winn has been appointed editor, and 
Leon S. Jackson, business manager, of Traffic Manager, 
monthly magazine. 

The Continental Air Lines announce the following appoint- 
ments in connection with proposed operations between Denver 
and Kansas City: F. A. Lewis, district traffic manager; Law- 
rence B. Bishop, station manager; Miss Jane Mohr, ticket 
agent; H. D. Gatch and Phil Howard, traffic agents; Kenneth 
Borgmier, Miss Anne Finlayson, and Harold Ferguson, station 
agents, all at Kansas City; Harry H. Atkinson, station manager, 
Colorado Springs, Colo.; B. A. Shepperd, station manager, To- 
peka, Kan.; Kenneth G. Campbell, station manager, Hutchin- 
son, Kan.; Guy J. Cox, station manager, Salina, Kan.; Marshall 
Poth, station manager, La Junta, Colo. 

The Pittsburgh regional chapter of the Association of Inter- 
state Commerce Commission Practitioners has canceled its 
meeting set for February 28, and has set March 20 as the date 
for its next meeting. 

Walter H. Johnston, Jr., assistant cargo traffic manager, 
American Airlines, has been appointed instructor, and Wood- 
row Weinert, air cargo instructor, American Export Airlines, 
associate instructor, of a new class in air freight traffic to be 
opened, February 23, by the Academy of Advanced Traffic, New 
York. The academy’s alumni association will hold the first of a 
new series of open forum meetings, February 24, at the Com- 
merce and Industry Association. H. C. Willson, secretary, Offi- 
cial Classification Committee, will speak on the activities of the 
committee. 

Greater dependence on its own traffic department has been 
given as the reason why the New Orleans Board of Port Com- 
missioners has withdrawn its financial support of the New 
Orleans Joint Traffic Bureau, according to a statement from 
Pendleton E. Lehde, president of the board. The statement put 
an end to discussion of the move as possibly rising from opposi- 
tion of the bureau to the southern governors’ rate fight. The 
board is a Louisiana state agency. 





DOCKET OF THE COMMISSION 


(Continued from page 490) 
March 17—St. Louis, Mo.—Mark Twain Hotel—Jt. Bds. 179 and 135: 
* MC 88982 Sub. 15—Frisco Transportation Co., St. Louis, Mo., certifi- 
cate to extend operations. 
* MC 103794 Sub. 8—Major Transports, St. Louis, Mo., 


March 17—Washington, D. C.—Examiner Johnson: 
29052—-H. L. Stimson, as Secretary of War vs. A. C. & Y. et al. 


March 18—Brooklyn, N. ¥Y.—Hotel St. George—Examiner Myers: 
MC 95180 Sub. 3—Smolowitz Bros.. Brooklyn. N. Y.. certificate tc 
extend operations. 
March 18—Chicago, I!1.—Sherman Hotel—Examiner Kilroy: 
* MC 104046—White Brothers, Hampshire, Ill. 


March 18—St. Louis, Mo.—Mark Twain Hotel—Jt. Bd. 179: 
* MC 44609 Sub. 28—Missouri Pacific Railroad Co., St. Louis, Mo., cer- 
tificate to extend operations. 


March 20—Chicago, !!11.—Sherman Hotel—Examiner Kilroy: 
* MC 44761—Lee Brothers, Inc., Chicago, Ill. 

* MC 52522—Lee Brothers, Inc. Chicago, Ill. 

March 20—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 92: 


* MC 66562 Sub. 548—Railway Express Agency, Inc., New York, N. Y.. 
certificate to extend operations. 


permit. 


MAIL TO ITALY 


International mail service for civilian correspondence was 
resumed February 16 between the United States and certain 
parts of Italy now held by United Nations forces (service to 
the Italian territories in Africa had already been resumed). 
Service would be resumed at the same time between the United 
Kingdom and the same Italian regions, said the Post Office 
Department, adding: 


Letters and postcards will be accepted, beginning February 16, in 
the United States for delivery to Sicily, Sardinia, and the ten Italian 
provinces of Bari, Brindisi, Catanzaro, Cosenza, Lecce, Matera, Potenza, 
Reggio, Calabria, Salerno and Taranto. A postal delivery service, 
within the limits of existing conditions, already is operating in and 
between these areas. 

For the present, correspondence to the Italian zones mentioned 
will be limited to letters and postcards up to a maximum weight limit 
of two ounces from the United States and 40 grams from Italy. Postage 
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The Port of San Francisco "Te total number of steam locomotives 


equipped with Timken Bearing driving axles 
cece or on order as of November 10, 1943 is 
1,314. These bearings are an important fac- 
tor in the miraculous war job accomplished 
by the railroads and will be exceedingly 
important factors in post-war competition. 
BOARD OF STATE HARBOR COMMISSIONERS * 
Ferry Building, San Francisco, Calif. 


’ Center of Pacific Coast Shipping * 


for a Century 


THE TIMKEN ROLLER BEARING COMPANY, CANTON, OHIO 





AIR MAIL - PASSENGERS AIR EXPRESS 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division. 





For passenger 


information consult any Air Ticket Office or any office of Pan American Airways System P L I, 


n Italian 

roa ACC rein AMERICAN GRACE AIRWAYS 
service, 

g in and CHRYSLER BUILDING, NEW YORK 


‘calla “Connecting with Pan American Airways at Balboa, C. Z 
wht limit SERVING PANAMA : lege} Mer. 5:3 0.\ : entry Welek: 
Postage = a . : 
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Classified Adver 


The only weekly market place in print covering the entire field of transportation and 

distribution for those who have services, materials, equipment, etc., to buy or sell. 

(ener do .00 a line, wo magyar Classified diplay — $15 a colomn ich) 
time.Ci ois discount rates - 


i. C. C. PRACTITIONERS. The only practical, authentic I. C. Law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 





SHIPPING GUIDES. If you are interested in more complete truck 
line routing information, write: Mike O’Keefe, Official Motor Freight 
Guide, 732 W. Van Buren Street, Chicago 7, Ill. 





TRAFFIC MAN—20 years’ rail, truck, industrial, wants change 
with good postwar future. Fully experienced to handle any trans. job. 
Cent. or West. Reg. Pract. Box 199, Traffic World, Chicago address. 





CARS FOR SALE 
Need Cars for Coal, Coke, Ballast, Etc.? 


The following list has 767 such cars! 


150—Hopper, Double, 50-Ton 

40—Hopper, Side-Discharge, 50-Ton 
10—Koppel, Side-Discharge, 24-Yd., 30-Ton 
100—Refrigerator, 40-Ft., 40-Ton 


16—Refrigerator, 36-Ft., 30-Ton 

25—Ballast, Composite, 50-Ton 

150—Box, 36-Ft., 40-Ton; Steel Ends 

5—Dump, Magor, Automatic, 25-Yd., 50-Ton 
6—Dump, Western, Automatic, 27-Yd., 50-Ton 


2—Dump, Western, Automatic, 20-Yd., 40-Ton 
25—Flat, 40-Ft., 40-Ton 

55—Gondola, Composite, 36-Ft. and 40-Ft., 
150—Tank, 8000-Gallon, 40-Ton and 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced fo sell! 
IRON & STEEL PRODUCTS, INC. 
39 years' experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"ANYTHING containing IRON or STEEL" 


40-Ton 


SAFEGUARD! 


NL te te arte 





MONARCH ONE MAN CAR DOOR OPENER 


ELIMINATES HAZARDS! 
No strained muscles 
No slips or falls 
No broken arms, legs or 
mashed fingers 
No fatalities 
No time wasted 
No “gangs” needed 
No time lost 


One man can open the most 
binding, balky, box car door 
with, the Monarch Car Door 
Opener. Get greater safety 

. speed loading and un- 
loading schedules .. . order 
an ample supply to fill your 
needs today! Priority needed. 


MINING SAFETY DEVICE CO. 
Bowerston, Ohio 






















































TRAFFIC WORLD 


for such correspondence will be in accordance with the appropriate 
foreign mail rates which were in effect before suspension of service, 
which can be ascertained at any post office by consulting Part 2 of the 
Postal Guide. 

No registration, insurance, money order, air mail, or parcel post 
service will be available. 

Postal authorities of the countries where the mail originates are 
issuing regulations as to the nature and content of letters which 
specify that for the present only personal communications will be per- 
mitted and that communications of a business, financial or commercial 
character must be prohibited until additional shipping can be pro- 
vided. In order to avoid rejection of correspondence these regulations 
should be consulted by all persons using the service. The regulations 
will be available at post offices. 


Correspondence with respect to living expense remittances 
to or from Sicily will be permitted but sending of checks, 
drafts, securities or currency to or from Sicily is not authorized 
by the new regulations but is subject to regulations that may 
be obtained at banks. 


W. S. A. REVIEW OF APPEALS 


The War Shipping Administration has announced that it 
has created a committee to review appeals arising in connection 
with ship warrants procedure relating to maximum freight and 
charter hire rates prescribed by the W. S. A. 

It said the following had been appointed as members of 
the new committee: John W. Mann, of the W. S. A. ship war- 
rants division, chairman; G. H. Helmbold, assistant deputy ad- 
ministrator for ship operation of the W. S. A.; John F. McArt, 
of the W. S. A. division of freight rates and surcharges; Thomas 
M. Torrey, of the W. S. A. division of large vessel procurement; 
Frank J. Zito, of the W. S. A. legal division; J. W. Bancher, 
of the W. S. A. division of tanker operations, and Dudley B. 
McDonald, of the W. S. A. division of allocations. 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued rate order 
No. 244, surcharges, trades between U. S. Atlantic and Gulf 
ports and the west coast of South America, and rate order No. 
245, surcharge, trade between U. S. Atlantic and Gulf ports 
and the Netherlands West Indies. 


CARGO PILFERAGE CLAIMS 


The War Shipping Administration has directed attention 
to a marked increase in pilferage claims attributable to insuffi- 
ciency of export packing material. It has advised its agents and 
general agents that unless the situation is corrected it will be 
obliged either to prescribe a bill of lading clause restricting 
liability on its part, increase the freight rate on packages so 
packed, or refuse such shipments. 


CHANGES IN DOCKET 

Hearing MC 10185 Sub. 2, February 14, Brooklyn, N. Y., canceled. 

Hearing .MC 104815, February 15, Bristol, Tenn.-Va., postponed to 
March 3, Hotel General Shelby, Bristol, Tenn.-Va., Jt. Bd. 8. 

Hearing |. & S. 5284, February 18, St. Louis, Mo., postponed to 
date to be fixed. 

Hearing MC C-370, February 17, Washington, D. C., postponed to 
date to be fixed. 

Hearing MC 7513 Sub. 2, February 19, Portland, Oregon, postponed 
to date to be fixed. 


33rd St. and 
S.Wabash Ave. 
Chicago 


General Office 
8th & Kentucky Sts. 
Louisville, Ky. 


Huber 


MOTOR EXPRESS 


Dally Refrigerator Service Between 


CHICAGO ATLANTA, GA. INDIANAPOLIS, IND MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting Hines serving all potnts In Kentucky, Tennessee, North Carelina, South Carolina and Georgia 


F. C. HOGUE 
General Traffic Manager 
Denver & Rio Grande Western Railroad 

Rio Grande Building 
1531 Stout St., DENVER 


THE DIRECT CENTRAL TRANSCONTINENTAL ROUTE 
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Maps and Abed Date Unique 


The maps in this section are different from maps 
published in any other medium. They are special 
maps designed by TRAFFIC WORLD'S map depart- 
ment and keyed in accordance with the specifications 
| shippers. Hence, these maps and the allied data 
we unique in that the material is presented in a way 
shippers all over the country told TRAFFIC WORLD 
{ would be most helpful to them in selecting highway 
wrriers and routing freight. 
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qummmmmms Daily INTER- and INTRAstate service. 
= Daily INTERstate service (no INTRAstate). 
Daily coordinated rail-motor service. 
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=| Terminal cities. 


Unless otherwise noted on maps, mofor lines offer- 
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Merchants Motor Freight, Inc. 


STANLEY L. WASIE, President *¢ WALTER J. HEROLD, 7rf. Mgr. 
Merchants criss-crosses the Middlewest with 5,369 miles of daily service 


-OFFICES 
St. Paul, Minnesota, 2625 Territorial Road; Omaha, Nebraska, 123 North 12th; 
Phone Nestor 2601; Teltp. St. P. 9. Phone Harney 5441; Teltp. Omaha (88. 
Des Moines, lowa, 321 S.W. 6th; Denver, Colorado, 1320 {ith; 
Phone 3-4185; Teltp. D. M. 90. Phone Keystone 5121. 
Chicago, Ilinols, 2424 West Cermak Road; Waterloo, lowa, 300 Duryea; 


Phone 5753; Teltp. W’loo 42. 
Rock Island, Illinois, 2618 Fourth Ave.; 
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TARIFFS: Western Trunk Line Motor Common Carriers Bureau, Inc.; North- 
west Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inec., Midwestern 
Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- 
ern Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn. ; 
Central and Middlewest Motor Freight Bureau. 
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van bodies (16 owned), | truck—open, Casualty Company of New York); Work- 
18 refrigerator trucks and trailers. ing Men’s Comp. (Fidelity and Casualty 
CONNECTING LINES: All responsible Company of New York). 
lines at Chicago, Illinois; Milwaukee and LOCAL SERVICES: Pool car distribu- 
Fead du Lac, Wisconsin; and Dubuque, on and cartage service at Madison, 
iowa. iscon 








2 Sioux City 
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INSURANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. Public Lia- 
bility—$25,000 per person—$100,000 per accident. Property Damage—$5,000. 
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EQUIPMENT: Includes 70 tractors, 70 trailers, 
54 city trucks. 


Shippers of War Tonnage and Civilian 
Essentials Want Easily Understood 
Trucking Company Territorial Maps 


x w * * 


In today’s war of movement, freight transportation 
is a spearhead to victory. Hundreds of new men are 
going into government and military traffic positions 
while hundreds of personnel readjustments are tak- 
ing place in traffic management of private industries, 
whether producers of war tonnage or civilian essen- 
tials. Recent field surveys prove that the prime 
movers of freight tonnage today are more intere’ .ed 
than ever in easily understood territorial maps of 
freight carrier operations, together with allied in- 
formation. The primary purpose of this motcr 
transport section is to fulfill such a purpose. 
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cmcacg ‘ DECATUR ’ 
Ak...| CARTAGE CO. Random Quotations from 


COMMON CARRIER e a 
PRET oo Shippers About this Motor 
20th St. and Wentworth Ave. e 
Tetephone—Vietory 6000 _ Transport Section 


CHICAGO, ILL. 


Se Some Business Machines Mfr. (Cleveland)—We use the information to eliminate the 

est $25 000 /50.- irresponsible motor carriers from our service. 

000; Property 130.080. fmentins i ag Equipment (Anderson, Ind.)—Listed lines are accepted 
000. y us as responsible lines. 


Battery Mfr. (Clifton, N. J.)—The guide enables us to route our shipments and to 
find information desired quickly. 

Machinery Mfr. (Beatrice, Nebr.)—Keep the good work up and eventually we 
will have a regular net work of dependable carriers. 


Iron & Steel Products Mfr. Po meaner neg Va.)—If they are listed by you we 
Watch display advertisements on the Wel Race mp Rechatinn Se eatng Chale on ‘ 


index page of TRAFFIC WORLD. Iron Products Mfr. (Philadelphia)—The maps are fine because they are comparable. 


Stove Mfr. (St. Louis)—With the great number of trucks operating at the present 
time, any information from a reliable source as to responsibility is of considerable 


value. eep this up. 
| Steel Products Mfr. (Detroit)—Your investigation and presentation is 100% 


Paper Mfr. (Berlin, N. H.)—The investigations you make are more thorough than 
any we could hope to make. 


Beverage Manufacturer (Westfield, N. Y.)—There is a satisfying comfort in 
using motor lines suggested by Traffic World. Good work—keep them coming. 


Petroleum Products (Tulsa)—It is limited and the ones shown do not operate in 
all the territory we serve. 


before the leading. shippers of the country. Mfr. of Women’s Wear (New York City)—Because of the increaing volume of 
truck transportation, one has to choose those which are the most stable and depend- 
able and this guide gives you just that. 


Distiller Owensboro, Ky.)—-Knowing that you have thoroughly investigated 


carriers before accepting their ads your information is more dependable than that 


i i i i obtained i ral guide. If uld to gi ral 
up in accordance to specifications of shippers. er ti aoa ee 


—_* ° Flour Miller (Great Falls, Mont.)—The maps are very helpful. 
Advertising rates are extremely low. Write for isle: Seasdeeetat Mice aan tiidhiirt oeap titi ek. ab eoneedd dah 


‘ complete. we are national distributors we need information in all parts 
full details. of the United States. Get more representation. 


ys Food Mfr. (Denver)—We feel that you do not list any lines that are not responsible. 
VE aay 





Vow more Sis CVCP 2. - we e @ @ 


is the time to keep the details of your operation 


Listings in this motor transport section are set- 





CENTRAL MICHIGAN TRUCKING INC. 
EASTERN MICHIGAN FREIGHT LINES 
INTER-STATE MOTOR FREIGHT SYSTEM 

INTER-STATE MOTOR FREIGHT SYSTEM, INC., 
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1234 St. Aubin Detroit 7, Michigan 
2 
eo 


P Be. 
| ec Common Carrier — oe maicn 
“own HW sence Established 1924, = Michigan corporation. poo Get) tp ent Bureau 
heals ae I.C.C. Docket Nos. MC35628 and MC48645_ Tediana Motor Race & Tena Benen inn, 
5 ea a te y Equipment Southern Motor Carriers Rate Conference. 











Owned and leased—825 ‘ ilers, 
nexoelled Transportation over fast, direct, soheduled 200 cickuup tracke. Total 2105 Alar Fonsi ing aii on oe 
seed through 19 Industrial states. Terminals and = ment modern and efficient. on all aomsnte wulen a 360-mile radius of 
arehouses In principal olties. th $ principal terminal points. 
prinolpal olties. Cheok these advantages Secenemen schedules bes Pon’ 2234 mph All 
tering stations (electric time Wire reports on trucks in transit. All forms of insurance carried in companies *chedules opera 2 
locks) every 100 miles or less. C.0.D. deliveries accepted. authorized do business in each state as | serine ens — 0 natalia aie 


necting 
Tee pick-up. Free delivery. Experienced personnel. — g lines serve more than 25,000 points te the 
~cepene Conran operetor ET eg ee i — 
‘ cess); Public ity, A .000; 
ance inspectors at terminals. Fully insured cargoes. Property emnaes, "$25,000: Workmen’s A.T.A.; Mich. TA: Ohio T.A.; , Sn 
lighway Patrol System. Modern equipment. Compensation. of Commerce in principal cities served. 








































Febru: 









MOTOR TRANSPORT SECTION 


Serial Page 502 EASTERN & CENTRAL STATES Transport Section Page 












e OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195): Bellene 

(Phone 241); Cleveland, 8rd & Hamilton (Prospect 5350): Clyde, 409 

orwa ly uc n e Spring St. (Phone 2561): Defiance (Phone 556); Elyria, 124 Maple gt 

(Phone $484); Fremont, 109 E. State St. (Main 2825) ; Lorain, 202 11: 

‘ f St. (Phone 4135): Mansfield, 399 N. Main St. (Phone 21606); Medina, 

“Satisfy your Customers with ar $8 Woodlawn, Ave. (Phone $66); Senate, 90°. Foting a ae 
eS Midland == Re bas lawn Ave. ne 3; Sa y, 

Norwalk Service ay Gas NS 4 9276): Teledo, 1458. St. Clair St. (Adems 4291): Vermilion (Pree 


: 3363); Warren (United Terminals) (Phone 4886). 
J. F. Ernsthausen COMMON CARRIER Saginaw Ff MICHIGAN TERMINALS—Adrian, 405 S. Center St. (Phone 105); Battle 
Pee eo harap AE Creek, 220 8. Calmy St. (Phone 2-5107); Bay City, foot of First &t. 


































































(Phone 6228); Detroit, 175 8. Campbell St. (Vinewd 2-1435); Flint, 
C. W. Hoke 1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone 
Vice-President \\ 2 8-6427) ; Jackson, 336 S. Otsego Ave. (Phone 7483) ; Kalamazoo, 115 West 
\N = Grand Repids Bush St. (Phone 22423); Lansing, 904 E. Hazel St. (Phone 49401): 

Established 1921 Monroe, 715 8. Telegraph Rd. (Phone 1032); Pontiac, 375 N. Cass Ave. * 

Incorporated (Ohio) \\ (Phone 29201) : Saginaw, 142 Davenport St. (Phone 6228). 

ft INDIANA TERMINSLS—Auburn, 384 W. 9th St. (Phone 618-J): Et. 
36 Woodlawn Ave. | hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 
Telephone—266 fi} St. (Anthony 4262)- Goshen. 1201 8. 10th St. (Phone 111); Hammond, 
Mi 1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 8. Main St. 


(Phone 300): La Porte, 902 E. Lincoln Way (Phone ae: Michigan 
City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 
ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 
PENNSYLVANIA TERMINALS—New Castle, 32 8S. Beaver St. (Phone 
745); Pittsburgh, 202 Penn Ave. (Phone At-5887). 
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INSURANCE Co. *Blanket Employees Bond 
» $25/75,000 (The Connecticut lelity & Casualty Co.). Also bonded RI 
KS ns. Ce.). *Public Be meres by new A. T. A. bond. EQUIPMENT 
Pro Damage, orkmen’s 317 309 wih 
Somoensation, and Linbiity ineur- meena, TARIFF AGENCIES 23 traits Gh ocamtay some 
(The velers n lotor Freig ssn., Inc. ok na 
fesomees Co. & The’ Teenaieee Liability Ohio Motor Frt. Tariff Bureau 208 delivery = (13 company own ) 








Tidewater Express Lines, Inc. 


Warner & West Streets, BALTIMORE, MD. 
J. T. Bennett, Traffic Manager Call—SOuth 1551 


“Maps and Information in this Section 
Superior to Any Other Type Published!’ 









8 ff... Mie. 























HARRISBURG ® mis 
New ng ie ete Not so long ago, an industrial traffic manager of a 
r01H0F ot re —] ANCASTER leading industrial manufacturing company in Milwau- 
pring Grove YR Dulasonns WS Quarryville BRANCH OFFICES kee, Wis., wrote this: 
° PENNSYLVANIA 













Aberdeen, Md. 
(Call 111) 
Frederick, Md. 
300 East St. (Call 557) 


York, Pa. 
Charles & Howard Sts. 














“In the issue of the Traffic World which is 
published in the third week of each month, 
you have a Motor Transport section. We find 
that the maps and information which is pub- 
lished in this section to be superior to any 


oe Conowingo — 


()Parkton YBel No. Eau ES | 


_ Havre ‘de Grace agent o. 
W estminstege) (a — endeen i rm * 







Libertytown Tay fe QD Bock 
berdee 
<< Ses | wee. dae (Call 6122) 





bo ae sa D. C. 
2515 H St., N. W. 
(Call Republic 2224) 
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Cutan NS ee real 1198 Va. other publication of this type, which we have 
2 7 2) {1} wie Oo tico Richmon » Va. seen. 
Nf Rymanvi ) YELL, 8 s. 18th St. “Dial 7.4866) 
VIRGRGA Private ee is Westminster, Md. : han 
WASH INGTON) Bal Ashland 77 John St. (Call 288) “We would like to be advised if the maps and 
pus rear Si RICHMOND Elkton, Md. 





other information which you show in the 
Motor Transport section are available under 
separate cover. If not, what suggestions do 
you have relative to filing these pages to make 
them readily available for reference works?” 


(Call 144) 
TARIFF AGENCIES 
Individual Southern Motor Carrier Rate 


Conference 
Middle Atlantic States Motor Carriers Conference Eastern-Central Motor Carrier Association 
Rocky Mountain Tariff Bureau 


EQUIPMENT 
15 tractors, 17 semi-trailers. Trucks, 35 vans (12 refrigerated); open 
and flat bodies available. All company owned. 

INSURANCE 


%Cargo, $10,000 (Northern Assur. Co. of London) . Public 
aed eeeity: (Fidel $10,000 & $50,000; Cor of N.Y Remage, "$50,000-$50 

idelity and Casualty Co. : >: « 
mtn (Lumberman’s Mutual Casual 


It is little wonder that this typical leading shipper finds 
this motor transport section so helpful—information and 
maps are set up according to shippers’ specifications. 





February 19, 1944 


Serving America on the Fighting Fronts with 


VOLUME FOR VICTORY 


tel a= 


~| Sah BTA oyna: 


are serving America’s hard- 
Wiela dale malelil-Migeli LMeilel a= 
Chevrolet cars and trucks are 
serving for victory ... than 
any other make. In fact, one 
out of every four cars and 


trucks in use these days is a 


CHEVROLET 


[om ee a On ee Om en ween me a eee, | 
General Motors Corporation 


DETROIT MICHIGAN 


Help Speed the Victory 
BUY WAR BONDS 


Serving America on the Working Front with 


ECONOMICAL TRANSPORTATION 


* * * * * * 





Make sure you 
get Timken Axles 
under your 
1944 Truck! 


For Production 
“Well Dore” 


TIMKEN 
AXLES 


THE TIMKEN-DETRGIT AXLE CO., DETROIT, MICHIGAN 
WISCONSIN AXLE DIVISION, OSHKOSH, WISCONSIN 





